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Travelers remember with satisfaction the 1000 miles of 
magnificent mountain scenery along the “‘Main Street of 
the Northwest” and the warm spirit of hospitality aboard 
the North Coast Limited and our other trains, but what 
tickles them most? It’s that symbol of doing things abun- 
dantly well—the Northern Pacific’s delicious “Great Big’’ 
Baked Potato, which is now restored for your delight on 
all dining cars of the North Coast Limited. 


NORTHERN PACIFIC RAILWAY 
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iy, Mr. Young's Rail Federation 


Yy Robert R. Young has made himself the most which hold down freight deliveries between the east 

YH © widely discussed personality in the realm of rail- and the Pacific Coast to the time of the slowest service, 

YY road transportation in recent times. His plans and which affects many. 

Yt ideas come into the conversation these days not only Consideration of Mr. Young in sharp contrasts of 

Y Yi, where groups interested in transportation come to- black and white, however, is too simple. Some careful 

Yi gether, but wherever men meet, even when they have thought about his plans and what he hopes to do about 
), 


no special interest in transportation. them, will result, we believe, in agreement with him on 


Opinions of him and his work generally move to 


//j, one extreme or another. Railroad men, for the most 


part, consider him one of the impractical dreamers of 


4/,\the type of the. author of the almost forgotten Plum 


Y plan for joint stockholder-labor-government operation 
,\of the railroads, and of the elder Henry Ford, who, 


Yy Y, yi twenty-odd years ago, carried on a futile and expensive 


yy experiment with the Detroit, Toledo and Ironton, based 
Yu 


Yj {on the premise that the best people to run the railroads 
YY Yj, | were those who knew nothing about them. 


The much larger group—the general public, which, 


fit must be admitted, has little or no knowledge about 


yy 
Lay the factual problems of railroading—seems to feel that 


‘fin Mr. Young the railroad industry has found a brain 


and personality capable of moving the railroads up to 

a level with other industry in progressive efficiency. 
Thus, the weight of public opinion is on Young’s 

side. If this has come about in a large measure because 


hp of Mr. Young’s aggressive public relations policy, ef- 


fected through hard-hitting and widespread paid ad- 


ip vertising and by his own clever sense of timing in 
“personal publicity, it is also true that the railroads 


4, igenerally, through their dilatoriness in removing the 
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small, annoying things that herd and heckle the aver- 
age railroad passenger, have conditioned the public 
mind to the suggestions for improvement—and some 
actual accomplishments of such improvements—by Mr. 
Young. 

It must be remembered that, despite the fact that, 
as all men in transportation know, the importance of 
the railroads to the national economy lies perponder- 
antly in their function as freight carriers, the public 
generally knows them only as operators of trains on 
which to ride. Mr. Young, in his advertising and pub- 
licity, has been smart enough to know that his appeal 
ought to be addressed to the larger group. That is why 
he has caught their imagination, for instance, by ham- 
ering against the six-hour break at Chicago in a 
transcontinental journey—which affects comparatively 
few—rather than the need for eliminating agreements 


633 


many points, and disagreement with him on some. 
We recommend a careful and impartial reading of 
the story, in this issue, of the press conference held in 
Washington at the time he announced the organization 
of his Federation for Railroad Progress. The announce- 
ment and his succeeding answers to questions brought 
out a good deal of wisdom, some things we believe to 
be unwise and erroneous, and, above all, a healthy cau- 
tion about expressions on important things, a strong 
position either way on which would have led to trouble. 


O ONE CAN QUARREL with the stated objectives 

of the new federation. Some of them, indeed, are 

like the universal approbation of virtue and opposition 

to sin, in that they state the obvious, although even as 

to those, the statement serves to highlight failure to do 

anything about them by existing organizations. On the 

whole, however, the statement of objectives is a sound 

program—one that might be held steadfastly not only 

before the new organization, but before all transporta- 
tion men, organized and individually. 

The gravest question, however, in connection with 
the forming of the federation lies in the apparent con- 
flict between it and the Association of American Rail- 
roads. In withdrawing his railroads from that associa- 
tion some months ago, Mr. Young voiced his most 
serious objections against the A. A. R.’s lobbying activi- 
ties and the money he asserted was being spent on 
them. 

Answers to questions on the point at his confer- 
ence, however, leave the whole matter indeterminate. 
It is difficult to understand just what he meant by 
insisting that his organization would lobby only “for 
competitive practices,” and not for “non-competitive 


_ practices.” At most, the statement makes its apparent 


that his objections were not against the A. A. R. for 
its lobbying, but for its choice of the matters on which 
it lobbied. 

The crucial matter thus boils down to a question 
as to whether one is to accept the judgment of the 
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H. K. FERGUSON CO. EVOLVES 
ONE-STORY CIRCLE AS MOST 
FUNCTIONAL WAREHOUSE! 


HE November, 1946, issue of The ARCHI- 

TECTURAL FORUM describes a circular 
warehouse design, developed by H. K. Ferguson 
Co., Engineers and Builders, which may well revolu- 
tionize warehouse construction. 

Asked by one of the nation’s largest mail-order 
houses to design the “ideal” warehouse, Ferguson 
moved into the client’s existing buildings to study 
his problems. 

The warehousing operation divided itself into 
four major phases: 


@ Receipt of merchandise. 


@ Movement of similar items to one of the many 
“warehouse divisions” for storage. 


@ Movement of ordered merchandise from ware- 
house divisions to the “order assembly” floor. 


®@ Collection of merchandise and distribution to the 
various “truck loading stations” for out-shipment. 


TRUCK-TRAILER SHIPPING! 


Merchandise—mostly heavy material—is received 
from railroad cars and Truck-Trailers. The client 
wanted facilities for receiving 69,000 cu. ft. per day 
—which would provide for peak loads half again 
as big as normal. 

In-shipments normally are half by rail, half by 
truck— peak loads would probably arrive in 23 cars 
and 68 Trailers per day—but provision must be 
made for unloading the entire receipts from either 
type of carrier. Truck shipping facilities of equal 
capacity were also required, since practically all 
orders are shipped by Truck and Trailer. 


Ferguson found that the receipt and storage of 
merchandise would be greatly facilitated if each 
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Circular warehouse with 
16 divisions provides 
space for unloading 48 
Truck-Trailers and 48 rail 
cars simultaneously. Out- 
bound trucks reach the 
loading docks in the in- 
terior court through a 
tunnel under the ware- 
house. Average travel of 
merchandise between re- 
ceipt and shipment is 
only 1440 feet. 


warehouse division was provided with its own un- 
loading facilities. This was accomplished by provid- 
ing space for three rail cars and three Truck-Trailers 
at the receiving end of each division. Next came the 
problem of order filling, assembly and shipping. 
Applying the principles of centralized flow, the 
designers arrived at the circular arrangement as the 
most efficient method of connecting all warehouse 
divisions with all loading stations. 


REDUCES HANDLING! 


With this design, traffic bottlenecks are eliminated. 
Internal traffic is reduced to a minimum — collection 
and distribution are done at the same time on the 
same circuit. Reverse flow of empty carriers to ware- 
house divisions is accomplished on the one circuit. 


YOUR TRAFFIC MANAGER KNOWS-—<this is an outstand- 
ing example of the kind of planning that takes full 
advantage of the inherent flexibility and economy of motor 
transport. In designing a new plant or warehouse, be sure 


to include your Traffic Manager on your planning commit- 
tee. Let him sit in with your architect, your contractor and 
an experienced motor transport operator. Their advice is 
invaluable. 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER CO. © DETROIT 32 


10 Factories — 65 Factory Service Branches 


“ENGINEERED TRANSPORTATION” 











tryw 
—spr 
carry} 
zatio 
ably 
but ¢ 
A.A 
flict 

becol 
attit 
for k 


out f 
bea: 
as M 
grate 
and « 


think 
railr 
the ¢ 
prit’’ 
for s 
It m 
sion, 
ports 
ple v 
on § 
did t 
in be 


in ti 
build 
plan’ 
extre 





LD 








March 1, 1947 


A. A. R. in lobbying matters, or that of Mr. Young and 
the advisory board of his new federation. In other 
words, judgment only is involved; not principle. 

Again, Mr. Young announced that his railroads 
had made arrangements to avail themselves in the 
future of such A. A. R. services as are furnished by 
the car service and other A. A. R. divisions. There 
should, he stated intelligently, be only one car service 
organization for the whole country and his federation 
would not undertake to go into that field. 

If this means anything, it means that Mr. Young 
feels that in that field and in such others as accounting, 
patents, etc.; the A. A. R. has done and is doing a good 
job. It means that, so far as the stated objectives of 
the federation are concerned—educating the public; 
modernizing equipment and improving services; bring- 
ing about “an equitable balance among wages, return 
on investment, and rates in the railroad industry”; 
maintaining aggressive and progressive railroad staffs, 
and abolishing monopolistic practices—he disapproves 
of what the A. A. R. has done or has not done. 


S WE SEE IT, then, Mr. Young feels that, as to 
some functions, there ought to be but one coun- 
trywide railroad organization, but as to other functions 
—specifically those he feels the A. A. R. has not been 
carrying out properly—there should be a new organi- 
zation to do them better. He cannot hope—and prob- 
ably he doesn’t hope—that the result will be anything 
but a vigorous conflict between his federation and the 
A. A. R. He preferred to set the stage for such a con- 
flict rather than to continue what he apparently had 
become convinced would be a futile effort to change the 
attitude of the A. A. R. on the functions he has chosen 
for his federation. 

As to whether or not a good knock-down-and-drag- 
out fight between the A. A. R. and the federation would 
be a good thing for the industry, we say, at the moment, 
as Mr. Young did when asked how he felt about inte- 
grated transportation, that it is a very difficult question 
and one on which we prefer not now to take a position. 

Mr. Young is hard on the Commission and, we 
think, mistaken in his position on legislation to exempt 
railroad rate-making activities from the operations of 
the anti-trust laws. 

To characterize the Commission as the chief ‘‘cul- 
prit” in the present freight car shortage is to blame it 
for something that was outside its powers to prevent. 
It may well have been that, in the days of the depres- 
sion, the Commission considered the country’s trans- 
portation plant “overbuilt.” So did a lot of other peo- 
ple who noticed the thousands of boxcars standing idly 
On sidings and in yards, quietly falling apart—and so 
did those railroad managers who found their properties 
in bankruptcy courts. 

We wonder whether it is Mr. Young’s position that, 
in times of business recession, railroads should keep 
building for a possible boom to a point where their 
plants will always be equipped to take care of such 
extraordinary emergencies as that brought about by 
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the recent war. At any rate, whoever was at fault, we 
think it hardly fair to place the major blame on the 
Commission which, at the most, has only the power of 
advice in such matters. 

Similarly, we wonder how the Commission can be 
blamed for not bringing about the railroad consolida- 
tions Mr. Young thinks ought to be brought about. 
The law once said that such consolidations might be 
made only to fit a pattern developed by the Commis- 
sion. But that proved wholly impractical and, as it 
stands now, the jurisdiction of the Commission over 
consolidations is merely ‘permissive. It may say that a 
proposed consolidation is or is not in the public inter- 
est; but it has no power to initiate or compel consolida- 
tions. In the exercise of that permissive power it may, 
at times, have been in error or at fault. But it can 
hardly be said to have “gone to sleep in the question.” 

What Mr. Young said about rate bureaus is also 
a little obscure. He fears that adoption of the pending 
legislation would make it possible for railroads to enter 
into agreements as to where to put flowers on tables in 
dining cars; but he hopes his railroads will not have to 
withdraw from rate bureaus. The bureaus, he said, 
should not use coercion. As to that, we know of no 
one who favors it. There have been some accusations 
of coercion in court cases, but to the extent it has 
existed, it certainly would disappear under a law pat- 
terned after the Bulwinkle bill. 

The trouble with discussions of specific things by 
one who can not, perforce, be omniscient, is that there 
is likely to intrude some matter, probably minor, that 
vitiates the whole discussion. Such a thing, in the 
Young conference, was his statement that Chicago 
should have had a single union passenger station as a 
result of President Roosevelt’s “boondoggling.” 

Chicago people themselves would like nothing bet- 
ter; but they are entirely familiar, not only with the 
conveniences they enjoy because of the existing pattern 
of passenger stations in their city, but also with the 
impracticability of such a project. There have been 
many proposals for uniting two or more of the present 
six major rail passenger stations around the Chicago 
loop. But the geography of the city is such that no 
one has even suggested a merger of all six. It would 
simply be impossible. 





In discussing the railroads’ travel credit plan in 
these columns last week, we said: “It can be efficient 
and, indeed, under the guidance of Mr. Siddall, we do 
not think that it will be.” Of course, the “do not” in- 
truded. We meant to say that “under the guidance of 
Mr. Siddall, we think it will be.” 


I. C. C. ACCIDENT REPORTS 


A Southern Railway passenger train derailment at Burke, 
Va., January 11, that resulted in the death of a bystander and 
the injury of 38 passengers and eight dining-car employes, was 
caused by a broken journal on a dining car, according to a 
report of the Commission, by Commissioner Patterson, in in-. 
vestigation No. 3061. The report quoted a report of the rail- 
way’s engineer of tests to the effect that failure of the journal 
was caused by fatigue of metal. It said the bystander killed 
was struck by a piece of rail near the station. 
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Commissioner Mitchell Tendered 
Welcoming Luncheon 


Members of the Commission and executives of the Associa- 
tion of American Railroads and the American Trucking Asso- 
ciations, Inc., turned out, February 25, for a luncheon in honor 
of the new commissioner from Iowa, Richard F. Mitchell, 
tendered by the Washington chapter of the Association of In- 
terstate Commerce Commission Practitioners. Also present 
were B. H. Meyer, former member of the Commission, and 
Claude L. Draper, of the Federal Power Commission. 

All of the members of the Commission who were in Wash- 
— attended: Chairman Aitchison, and Commissioners 
Alldredge, Johnson, Mahaffie, Lee, Miller, and Splawn. 

E. F. Lacey, chairman of the practitioners’ Washington 
chapter, and executive secretary of the National Industrial 
Traffic League, presided. He welcomed the new commissioner 
and promised him the support of the members of the chapter. 
He asked Chairman Aitchison to introduce the guest. 

The chairman, in the course of his introductory remarks, 
said that, remembering he, also, was born in Iowa, there had 
been only a brief period in the history of the Commission when 
there was not an Iowan serving with it. Humorously referring 
to the effectiveness of the Iowans on the Commission, he asked 
the name of the state in Western Trunk-Line Territory in 
which the rates were universally recognized as being so low 
that it was characterized as being a “sink-hole,” and received 
from his audience the reply: “Iowa.” He named the Iowans 
who had been members of the Commission, and others who had 
had a part in shaping the interstate commerce act, reviewing 
briefly their contributions to regulation. He concluded his re- 
marks by telling the practitioners present that it would be 
helpful to their careers if they could assist the new commis- 
= in the task of finding a place in Washington for his 

amily. ‘ 

Replying to the chairman’s introductory remarks, Com- 
missioner Mitchell said that, when he listened to the list of 
distinguished Iowans who had preceded him on the commission, 
and thought of his duty to carry on the great job they had done, 
he was “pretty nervous.” Recalling that he had been at the 
Democratic national convention in Chicago in 1944, and had 
offered the name, not of the present President for the vice- 
presidency, but that of a man who had then been a Democrat 
for about two months, Commissioner Mitchell said President 
Truman was “kind and generous and overlooked that mistake 
that I made.” 

After some references to his appearance before the Senate 
interstate commerce committee, the new commissioner recalled 
that he had served with J. Carter Fort, vice-president and gen- 
eral counsel of the Association of American Railroads, on a 
wage case resulting in the increased wages to rail labor that 
had, he said, “caused Ex Parte 162.” He also recalled that he 
had been the legal representative of John Brady, a motor 
carrier of Fort Dodge, Ia., for a number of years. 

The only two occasions on which he had appeared “before 
the commission” were, he said, when he represented the truck- 
ing operators’ association of the middlewest, asking Director 
Johnson, of the Office of Defense Transportation, not to take 
those truck lines over; and about a year and a half later when, 
he said, he came to Washington to try to convince the O. D. T. 
director that he should not turn the trucks back to their 
owners. 


“T am immensely inerested in this work,” said the new 
commissioner. 

He continued by referring to his difficulties in house- 
hunting. He lived in Fort Dodge, he said, on the lot on which 
he was born, his only “move” having been about 40 years ago 
from an old house to a new one. He spoke of his endeavors to 
find a place to live, making special reference to “row houses” 
and contrasting the size of some of those houses he had been 
shown with a single room in the home of his client, John Brady. 

“And the prices!” he said. 

Commissioner Mitchell said he knew there was a lot of 
work around the commission, and that he had been warned 
about it. He said he was told the same thing when he went on 
the Supreme Court of Iowa in December, 1932. However, he 
said, he had also practiced law and thought there was no work 
either on the court or on the Commission that was harder than 
a practicing lawyer’s work. 

“There is only one thing I have always liked to do,” he 
said, “and that is: do the job, and get it done.” 

° He added that when he went on the Iowa bench it was 
several hundred opinions behind. He described the practice in 
Iowa as holding hearings the first of the month, having oral 
argument each month, with written opinions filed the next 
month. He said that, for the 10 years he was on the Iowa 
bench, every opinion assigned to him was ready for submission 
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the following month. That, he added, was what he proposed 
to do “here,” if possible. 

“T think decisions have to be made,” he said, “and I think 
they can be made without too long a time intervening. You 
make just as many mistakes as you will delaying them.” 

In concluding his remarks, Commissioner Mitchell said he 
knew he was going to like the work and asked the assistance 
of the practitioners. 

Before closing the affair, Mr. Lacey suggested that those 
in attendance come forward to meet the new commissioner. 


N. A. R. U. C. Resolution on 
Legislation and Cooperation 


The executive committee of the National Association of 
Railroad and Utilities Commissioners has adopted a number of 
resolutions relating to transportation and has fixed the date for 
the opening of the 1947 convention the afternoon of July 14 at 
the Statler Hotel in Boston, Mass., instead of July 15. ; 

Resolutions adopted by the committee oppose the creation 
of additional federal transportation agencies as proposed in S. 
46: oppose the enactment of S. 293, providing for the establish- 
ment of a National Air Policy Board, in its present form and 
approve association amendments to S. 1, the McCarran aviation 
bill, and H. R. 1699, the King aviation bill, both relating to 
regulation of air commerce. 

The committee adopted another resolution instructing the 
representatives of the association’s Washington office to confer 
with the I. C. C. for the purpose of requesting the Commission 
to investigate the desirability of ordering all carriers to accept 
interline tickets of other carriers and that said carriers be re- 
quired to settle for these tickets every thirty days or supply 
reason why the same is not paid within that time limitation. 

A resolution relating to the box car shortage authorized 
the association’s Washington office to explore the possibility of 
the conversion of government-owned troop cars to box cars to 
assist in the relieving of the present box car shortage and if 
such conversion proves feasible to call the matter to the atten- 
tion of the Senate committee investigating the box car shortage. 

The committee said that a proposal under current consid- 
eration by the Commission provided that, in proceedings which 
did not involve operations into or through foreign territory, the 
orders referring matters to joint boards contain a paragraph 
providing for a reference of the proceeding to an examiner if 
members from two or more states did not appear at the time 
and place the hearing was assigned. 

The committee said that a memorandum dated December 
31, 1946, from John E. Benton, advisory counsel of the associa- 
tion, with the concurring views of the executive officers of the 
association attached thereto, expressed the opinion that: 

(1) The recommended proposal should not be adopted by the Com- 
mission, for the reason that it is not based upon a proper construction 
of the motor carrier act, as enacted in 1935, and amended in 1940. 

(2) That, even if such construction should be adopted by the Com- 
mission, the paragraph to be inserted in joint board orders providing 
automatic termination of the board, by reason of the non-attendance 
of a member or members of such board at any hearing, should not pro- 
vide for summary dismissal of an attending member of such board from 
all further connection with the proceeding, but should provide for 


recognition of such member in a cooperative capacity, under the pro- 
visions of section 205(g). 


The committee, in a resolution embodying the foregoing 
matter, with the legislation and cooperation committees, con- 
curred in the views set forth and instructed the secretary of 
the association to transmit a copy of the resolution to the Com- 
mission. 


PIPELINE AND TERMINALS FOR SALE 


Bids for the purchase or lease, in whole or in part, of two 
rail-water terminals and a 200-mile pipeline in Florida, con- 
structed and operated to meet German submarine activity off 
the Atlantic coast during the war have been invited by the war 
assets administration which says: 


The terminals, formerly operated by the General American Trans- 
portation Corporation, are located near Panama City and Jacksonville 
and cost the government approximately $5,000,000. The pipeline was 
formerly operated by the Florida Emergency Pipeline Company to 
transport petroleum products from Timber Island, near Carrabelle, 
to barge terminal facilities on the St. John’s river near Jacksonville. 
It cost $4,200,000. ... » 

Sealed proposals for the Panama City terminal will be received 
at the W.A.A. Regional Office, Administration Building of St. Johns 
Shipyard, Jacksonville, Fla., until 10:00.A. M., Monday, April 14, 1947. 
Those for the Jacksonville Oil Terminal and the pipeline must be 
received by 3 P. M. (E.S.T.), Friday, April 11, at P. O. Box 4120, 
Jacksonville, Fla. These will be. publicly opened and read at the 
W.A.A,. Regional Office in the St. Johns Shipyard Administration build- 
ing. Detailed information may be obtained through the W.A.A. 
regional office. 
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Through Rates Protected by 
Shippers’ Intention 


A report of the Commission, division 2, in No. 29322, E. J. 
Stanton & Son vs. Union Pacific Railroad Co., shows a differ- 
ence of opinion in the division as to the applicability of through 
rates on shipments of lumber accepted at Los Angeles and then 
forwarded to Glendale, Calif., for milling in transit. 

The majority found inapplicable the rate of 4.75 cents a 
hundred charged for the movement from Glendale to Los An- 
geles, plus the transcontinental rates from Los Angeles to 
destinations in the east, and awarded reparation of $663.90 
with interest at 4 per cent a year, on 15 carloads of lumber. 

The lumber was shipped from points in Oregon and Wash- 
ington to Los Angeles where it was registered for transit but, 
because of congestion at the Los Angeles plant, was forwarded 
to a plant at Glendale for processing. The majority said com- 
plainant expected the transcontinental rates to be applied from 
initial origins to eastern destinations with a stop in transit at 
Los Angeles for milling, the milling service to be performed 
at Glendale. It said the primary question was whether the 
movements from Glendale to Los Angeles, and from there to 
the eastern points were separate and distinct and so unrelated 
as to compel the carriers to charge a combination of locals, as 
contended by defendant, or whether those movements were 
parts of a through transportation service. Defendants, it said, 
relied on separate billing, the shipments having paid, in the 
readjustment of charges, local rates from the initial origins to 
Los Angeles, Los Angeles to Glendale, and Glendale to Los 
Angeles, transcontinental rates having been applied from Los 
Angeles to the east. 


After citing a number of cases, the majority said the intent 
of the complainant to ship the lumber to eastern destinations 
was definitely established by affirmative evidence, and that this 
intention was carried out. 


Commissioner Alldredge, dissenting, said that “having es- 
tablished a continuing intent to make the shipments to eastern 
destinations, the majority concludes that the joint through rates 
from Glendale to final destinations were applicable and, there- 
fore, accords greater relief than complainant seeks.” This, he 
said, raised doubt concerning the correctness of the decision. 
He added that “it is also contrary to the general practice of 
applying combination rates on reforwarded shipments where 
the tariffs specifically provide for the use of such combinations. 

The commissioner said the complainant could have so han- 
dled the shipments that the through rates from Glendale to the 
eastern destinations would have been applicable under the 
terms of the reconsignment rules, plus a small reconsignment 
charge, but “for some reason not clearly disclosed it elected 
to take delivery at Los Angeles.” Under the terms of the re- 
consignment rules, he added. combination rates became appli- 
cable as the result of complainant’s seleeted method of han- 
dling. He said that Baltimore & O. S. W. R. Co. vs. Settle, 
260 U. S. 166, one of the cases cited by the majority, should 


not be so construed as to require the application of through ~ 


rates in disregard of specific tariff provisions. 


Churning Cream Rates to Lakeville; 
Minn., Found Not Reasonable 


The Commhission, division 2, by a report and orders in I. 
and S. No. 5362, Cream to Lakeville, Minn., embracing No. 
29028, Lakeville Creamery Co. vs. Railway Express Agency, 
Inc., et al., has found not just and reasonable, schedules of 
fates and rules on churning cream from points in Minnesota, 
Michigan, Wisconsin, North Dakota, South Dakota, and Mon- 
tana to Lakeville, Minn., filed in purported compliance with 
the findings in a prior report, 262 I. C. C. 165; has ordered 
the suspended schedules cancelled, on or before March 28, 
without prejudice to the filing of new schedules in accord with 
the instant findings; and has discontinued the suspension pro- 
ceedings. 

_ The division also found just and reasonable and in com- 
Pliance with the findings in 262 I. C. C. 165, a proposed estab- 
lishment of combination baggage-express service for the trans- 
Portatoin of the aforementioned traffic and entered an order 
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giving effect to the prior findings with respect to rates for the 
future in No. 29028, effective on or before June 24. 

With respect to the order for the future, the defendants 
were directed to maintain and apply to the transportation of 
churning cream in baggage service to St. Paul, Minn., and in 
express service from St. Paul to Lakeville, Minn., from points 
on the lines of the defendant railroad companies in Minnesota, 
Michigan, Wisconsin, North Dakota, South Dakota, and Mon- 
tana, rates that would not exceed rates on a basis of those in 
a commodity-rate express scale shown in an appendix to its 
prior report, plus charges of two cents each for five-gallon cans, 
five cents each for eight-gallon cans, and six cents each for 
10-gallon cans for each transfer in transit requiring the actual 
handling of the can by the defendants, and as provided in the 
tariff of the Railway Express Agency, Inc., containing the 
commodity-rate express scale. 

In its prior report in No. 29028, said the division, it pre- 
scribed for the future the aforementioned rates on churning . 
cream, giving the defendants a reasonable time to decide on 
the kind of service, baggage or express, or both, to be fur- 
nished, the findings having provided that the calculations of 
continuous mileages should be based on the distances over 
routes over which there was the most expeditious service. It 
said the Great Northern Railway Co.’s tariff I. C. C. No. 8205, 
and supplement No. 1 thereto, published to become effective 
August 20, 1945, and participated in by the Soo Line, Northern 
Pacific, and Railway Express Agency, Inc., were filed in pur- 
ported compliance with the findings in No. 29028, but were sus- 
pended until March 20, 1946, on protest of the Lakeville Cream- 
ery Co. Subsequently, it said, the respondents. voluntarily 
deferred the effective date of the tariff pending decision in the 
instant proceedings. On October 22, 1945, it said, on petition of 
the Lakeville Creamery Co., the proceeding in No. 29028 was 
reopened on further hearing “solely with respect to the kind of 
services to be established.” 

The division said the level of rates for the future was pre- 
scribed in the report in No. 29028 and that that question was 
not now in issue. It said the single issue now presented in No. 
29028 was whether the defendants should establish through 
service entirely by express or baggage, or a combination bag- 
gage-express service from the affected points of origin to Lake- 
ville. The issue in the suspension docket, it said, was whether 
bE ete of the tariff complied with the findings in No. 

It said that although the complainants indicated at the 
original hearing in No. 29028 that their principal interest was 
in the level of the rates and that they were not concerned with 
the types of service—baggage or express, or both—their posi- 
tion in the latter respect had changed at a further hearing. 
They now insisted, said the division, that the netire transporta- 
tion be performed in express service. 

At oral argument, said the division, counsel for the com- 
plainants admitted that the principal reason for their prefer- 
ence for through express service rather than a combination 
baggage-express service proposed by the respondents-defend- 
ants was that, on through express traffic, each carrier agent, 
because of the commission paid him on such traffic, would have 
an incentive to solicit shipments of churning cream for the 
complainants and others who received such shipments by 
express. Continuing, the division said: 


As counsel conceded, however, this advantage for complainants is 
not a factor that can properly be considered by us in determining the 
issues in this proceeding. The record does not contain testimony by 
any shipper other than complainants themselves that he prefers express 
service to baggage service in the handling of his shipments of churning 
cream; and on the whole the evidence does not indicate that the latter 
service is less efficient or less expeditious than the former. 








I. C. C. Division Rules on 16 
Low-Grade Oil Complaints 


The Commission, division 3, by a report and order in No. 
29319, B. F. Nelson Manufacturing Co. vs. Atchison, Topeka & 
Santa Fe Railway Co. et al., embracing 15 other complaints, 
has dismissed five of the complaints on finding rates on low- 
grade petroleum products, in tank-car loads, from origins in 
Kansas, Oklahoma, Texas, Arkansas, and Louisiana, to desti- 
nations in Minnesota, North Dakota, Wisconsin, and Nebraska, 
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not shown to have been unreasonable or otherwise unlawful. 
The division found unreasonable rates on crude petroleum 
oil, in tank-car loads, from origins in Oklahoma and Texas to 
destinations in Iowa, Minnesota, and South Dakota, but not 
shown unduly prejudicial, and awarded reparation. 
The embraced cases were: 


No. 29325, Midwest Oil Co., et al. vs. Atchison, T. & S. F. Ry. Co., 
et al.; No. 29327, Northern States Power Co., et al. vs. Same; No. 29334, 
Cooper Petroleum Co., Inc. vs. Same; No. 29334, Sub. 1, Town of Rem- 
sen vs, Same; No. 29334, Sub. 2, City of Luverne vs. Same; No. 29334, 
Sub. 3, Central Electric & Gas Co. vs. Same; No. 29334, Sub. 4, City of 
Madison vs. Same; No. 29334, Sub. 5, Water, Light, Power & Building 
Commission, Village of Janesville, Minn., vs. C. & N. W., et al.; No. 
29334, Sub. 6, Federated Cooperative Power Association vs. A. T. & S. 
F. Co., et al.; No. 29334, Sub 7, Municipal Electric Light and Power 
Commission of Hutchinson, Minn., vs. Same; No. 29334, Sub. 8, Village 
of Lakefield vs. Same; No. 29334, Sub. 9, Mathew Hall vs. Chicago, 
Burlington & Quincy Railroad Co., et al.; No. 29371, City of Sioux 
Falls vs. Same; No. 29383, Searle Petroleum Co. vs. A. T. & S. F., 
et al.; and No. 29383, Sub. 1, Milder Oil Co. vs. A. T. & S. F., et al. 


The report carried an appendix of a little more than two 
pages showing “separate statements of issues.” The findings 
of the division were as follows: 


We find: 1. That the rates assailed in Nos. 29319, 29325, 29327, 
29383 and 29383 (Sub. No. 1) and charged on shipments of low-grade 
petroleum oils, which moved prior to July 31, 1944, are not shown to 
have been unreasonable or otherwise unlawful. These complaints will 
be dismissed. 2. That the rates assailed in No. 29334 and Sub. Nos. 1 
to 9, inclusive, and in No. 29371, and charged on shipments of crude 
petroleum, in tank-car loads, from July 31, 1944, to May 11, 1945, both 
inclusive, which exceeded 80 per cent of the rates prescribed on gaso- 
line, in tank-car loads, from and to the same points, resulting under 
finding 1 of this Commission in Petroleum Rail Shippers’ Assn. vs. 
Alton & S. R., 243 I. C. C, 589, whether specifically prescribed, or pub- 
lished by defendants pursuant to the direction of the Commission, were 
unreasonable to that extent but are not shown to have been unduly 
prejudicial, and that these complainants are entitled to reparation, with 
interest. These complainants should file statements in accordance with 
the provisions of rule 100 of the General Rules of Practice, as to all 
shipments, accompanied by proof in affidavit form concerning the pay- 
ing and bearing of freight charges. If defendants object to this method 
of proof, a further hearing may be requested. 

At the conclusion of the introduction of evidence by complainants 
the defendants moved that the complaints be dismissed for failure to 
make sufficient proof of the allegations in the complaints and for failure 
to show any legal right to reparations. The motion was overruled with 
the provision that defendants could press it with the Commission. 
Defendants renew their motion on brief. The motion is overruled. 

In their brief complainants included a motion to amend complaints 
in No, 29334 (Sub. No. 4) and No. 29334 (Sub. No. 6) to correct errone- 
ous dates shown in paragraph V of both complaints to include ship- 
ments which moved during the statutory periods prior to May 12, 1945. 
The allegations in those paragraphs and the other paragraphs of the 
complaints are broad enough to cover the statutory periods prior to 


May 12, 1945, and they are so construed herein. Action on this motion 
is not required. 


An order will be entered, dismissing the complaints in Nos. 29319, 
29325, 29327, 29383 and 29383 (Sub. No. 1). 


The division said, in general, the complainants alleged that 
rates charged on tank-car load shipments of low-grade petro- 
leum oils, including residual fuel oil, fuel oil, distillate fuel oil, 
and gasoil, moving in the statutory periods and prior to July 
31, 1944, and crude oil moving in those periods and prior to 
May 12, 1945, from origins in Kansas, Oklahoma, Texas, Ar- 
kansas, and Louisiana to destinations in Minnesota, North Da- 
kota, Wisconsin, Iowa, and South Dakota, were unreasonable, 
in certain instances unduly prejudicial, and in one instance 
inapplicable in violation of section 6 of the interstate commerce 
act. It said the relief sought, as clarified at the hearing, was 
for reparation only. It said the Minneapolis Traffic Association 
intervened and introduced evidence in behalf of complainants. 


After a review of the complaints, the division said the 
record contained a comprehensive history of the rates on crude 
petroleum and its products from the origin groups to the desti- 
nations involved. It said that, from May 10, 1926, the date of 
its decision in Midcontinent Oil Rates, 1925, 1926, 112 I. C. C. 
421, the Commission had consistently followed the 80 per cent 
relation of rates on low-grade oils to rates on gasoline in pre- 
scribing maximum reasonable rates on these commodities. Com- 
plainants relied heavily on this policy of the Commission, it 
said in contending that it might be accepted generally that 
rates on low-grade petroleum products were unreasonable to 
the extent they exceeded 80 per cent of the contemporaneous 
rates on refined oil. In this connection they would include crude 
oil in the low-grade oil group, it said. 


Cases Do Not Support Reparation 


_ , After discussing cases relied on by the complainants, the 
division said that ordinarily the contention that those who were 
charged rates in excess of the 80 per cent would be afforded 
sufficient basis for an award of reparation by those cases. How- 
ever, it continued, the findings in those proceedings, in which 
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reparation was not requested, resulted in general readjustments 
of the rates affecting the considered commodities, and the Com- 
mission. generally refused to award reparation under such cir- 
cumstances. Also, it added, some of the rates on gasoline were 
reduced after June 11, 1941, to meet competitive conditions. 
It continued: 


These conclusions would apply only to shipments which moved 
prior to July 31, 1944, the date on which rates on low-grade petroleum 
oils became effective in compliance with the decision in Midland Co- 
operative Wholesale vs. Abilene & S. Ry. Co., 258 I. C. C. 75. However, 
the carriers did not accord crude petroleum oil the 80 per cent basis 
on that date, contending that they were not required to do so because 
crude petroleum oil was not specifically named in finding 1 of that 
decision. The carriers were granted temporary fourth-section relief 
under fourth section order No. 15152 (corrected), of July 18, 1944, to 
permit compliance with the order in that proceeding. That order named 
crude petroleum oil among the low-grade petroleum products in para- 
graph 1 thereof. Strict compliance with the provisions of the temporary 
fourth-section order required the carriers to provide the same rates on 
crude petroleum oil as were provided on other low-grade petroleum oils 
when they published those rates effective on July 31, 1944, in com- 
pliance with the findings in the proceeding cited above. However, the 
carriers did not publish the 80-per cent basis on crude petroleum oil 
until they completed their entire revision of rates to comply with the 
terms of the provisions (a) and (b) of the fourth-section order requir- 
ing revision of the rates on low-grade petroleum oils from and to 
righer-rated intermediate points. The effective date of these provisions 
was postponed from time to time to permit the carriers more time to 
revise their rates at such points. This was accomplished by the carriers 
effective May 12, 1945. Due to the failure of the defendants to comply 
with the provisions of the temporary fourth-section order by naming 
crude petroleum oil along with other low-grade petroleum oils on which 
the revised rates became effective on July 31, 1944, complainants who 
made shipments of crude petroleum oil between the latter date and 
May 12, 1945, were subjected to the payment of unreasonable rates to 
the extent that rates charged on such shipments exceeded 80 per cent 
of the rates prescribed on gasoline from and to the same points, and 
are entitled to reparation in those amounts, with interest. : 

On exceptions defendants urge that the same considerations which 
warranted denial of reparation on shipments of other low-grade petro- 
leum products require denial of reparation on shipments of crude petro- 
leum. Our conclusion with respect to crude petroleum is sound, regard- 
less of whether or not that commodity was named in paragraph 1 of 
the fourth-section order and despite the fact that it was not named in 
finding 1 of the decision cited above. The reasons are: (1) That the 
Commission in its decision in that proceeding enumerated the trans- 
portation characteristics of low-grade oils that distinguish them from 
gasoline and other high-grade refined oils as quoted above from pages 
96 and 97 of that decision; (2) that it prescribed on low-grade oils rates 
based 80 per cent of those prescribed as maximum reasonable on gaso- 
line in the same decision; (3) that the record herein shows that crude 
petroleum oil is of lower value than most of the other low-grade oils 
and has the other transportation characteristics of those oils enumer- 
ated above; (4) that the carriers could have included crude petroleum 
oil in the list of low-grade oils on which they filed revised rates effec- 
tive July 31, 1944, with no more difficulty than accompanied the revision 
of the rates on the other low-grade oils; and (5) that the shippers were 
entiled to that kind of cooperation on the part of the carriers in the 
light of the numerous decisions of the Commission in which the 80-per 
cent basis has been prescribed on low-grade oils for more than 20 years. 

Defendants also except to the award of reparation on shipments of 
crude petroleum as being contrary to the principle announced by the 
Supreme Court in Arizona Grocery Co. vs. Atchison, T. & S. F. Ry. Co., 
284 U. S. 370, on the ground that the rates charged were made 80 per 
cent of the refined oil rates prescribed or approved in Midcontinent 
Oil Rates, 1925, supra. No doubt that was true many years ago, but 
at the time Midland Cooperative Wholesale vs. Abilene & S. Ry. Co., 
supra, was decided the rates on crude petroleum were as high as, and 
in some instances higher than, the contemporaneous refined oil rates. 
When the carriers reduced the rates on low-grade petroleum products, 
in compliance with the findings in the latter proceeding, the rates on 
crude petroleum remained on the higher basis and were not made 80 
per cent of the contemporaneous rates on refined oils. Our award of 
reparation covers only shipments which moved between the effective 
date of the order in that proceeding and the date on which the rates 
on crude petroleum were reduced to the same basis as low-grade petro- 
leum products. In these circumstances, the Arizona principle has no 
application. 

By agreement of the parties, No. 29383 and No. 29383 (Sub. No. 1) 
were submitted, without hearing, for disposition on the record herein. 
These complaints assail the rates charged on shipments of fuel oil 
distillate which moved between September 1, 1943, and July 31, 1944, 
from points in Texas, Oklahoma, Kansas, and Arkansas to Omaha, 
Neb., and request reparation to the basis of 80 per cent of the rates on 
refined oils from and to the same points. In accordance with the con- 
clusions herein as to similar shipments, these complaints will be 
dismissed. 





I. C. C. Defines Various U. P. Jobs 
as Those of Subordinate Officials 


The Commission, by a report on reargument and recon- 
sideration, has affirmed the findings. in its prior report, 266 
I. C. C. 85, defining as subordinate officials, under the provi- 
sions of the railway labor act, the work of The Union Pacific 
Railroad Co.’s roadmasters and supervisors, such as general 
roadmasters, roadmasters, assistant roadmasters, and general 
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foremen; supervisors of bridges and buildings, such as super- 
visors, assistant supervisors, and general foremen, supervisors 
of water supply; supervisors and inspectors of signals, such as 
supervisors, assistant supervisors, and general foreman; and su- 
pervisors of telegraph lines. The report was issued in Ex Parte 
72, Sub. 1, In the Matter of Regulations Concerning the Class 
of Employes and Subordinate Officials to be Included Within 
the term “Employee” Under the Railway Labor Act, etc. Com- 
missioner Miller filed a dissenting opinion and Commissioners 
Lee and Rogers noted dissents. 

Commissioner Miller said it appeared that the respondent 
railroad’s chief object in seeking a finding that the persons 
involved and holding the positions defined in the report were 
its officials, was to prevent them from joining labor unions. 


Union Affiliations Discussed 


“As pointed out in the report,” he continued, “whether or 
not these persons join such unions does not depend upon our 
findings. . . . However, assuming that respondent’s real pur- 
pose in seeking to have the persons involved classified as its 
officials is to prevent them from joining labor unions, I venture 
to suggest that the one thing most likely to deter them from 
doing so is for respondent to make their compensation, rules 
and working conditions so attractive that there would be no 
incentive for their joining unions.” 

Commissioner Miller said the instant and prior findings 
should be reversed. 

The Commission said petitions for reargument and recon- 
sideration submitted by the Union Pacific and the Association 
of American Railroads contended, among other things, that 
in determining who were subordinate officials or employes “for 
the purpose of collective bargaining,” the purpose and intent 
of the railway labor act required that public policy and public 
interest should be considered. 

“The petitioners,” said the Commission, “are fearful of their 
continued loyalty to the company if these various groups of 
— have their work defined as that of subordinate offi- 
cials.” 

Asserting that as pointed out in its report of July 19, 
1946, whether or not these employes joined labor unions was 
not dependent on its findings in the instant proceeding, the 
Commission added: 

“Our duties under the railway labor act are clear and 
questions of public policy or the public interest have no place 
in our deliberations under the issues presented. In passing it 
may be noted that there is nothing of record to warrant the 
petitioners’ fears in this particular.” 

The Commission also referred to a contention of the 
petitioners that the issues were not controlled by its order 
of February 5, 1924, wherein the Commission prescribed regu- 
lations designating the classes of employes to be included 
within the term “subordinate official.” 

“We have no thought that this order of February 5, 1924, 


may not be changed as circumstances warrant,” said the Com- 
mission. 


Says No Change Warranted 


By the terms of paragraph 5 of section 1 of the railway 
labor act, it continued, the Commission had authority to amend 
or interpret its orders entered under the provisions of that 
act. Thus, it said, determination of the instant issues properly 
might be influenced by the order of February 5, 1924, because 
the record before the Commission did not warrant any other 
conclusion than that the classes of employes under considera- 
tion were subordinate officials. It said that having found that 
roadmasters with rank and title not higher than that of divi- 
sion roadmaster, track supervisors, maintenance inspectors, 
supervisors of bridges and buildings with rank and title below 
that of superintendent of bridges and buildings, supervisors of 
water supply, and supervisors and inspectors of signals with 
rank and title below that of assistant signal engineer were 
Subordinate officials, that classification, which had been in 
effect for many years, should remain undisturbed until the 
Commission had a record that required a change to be made. 

“In our opinion,” said the Commission, “the present record 
is not sufficient for that purpose.” 

With respect to a contention of the petitioners that the 
Commission had erred in laying disproportionate emphasis on 
trivial matters and had subordinated its findings as to matters 
of substance and importance, the Commission said the railway 
labor act did not contain a definition of a subordinate official 
and that the Commission had not attempted to set a rigid stand- 
ard by which, in all instances, the duties and responsibilities 
2 subordinate officials and officials might be designated at a 
glance. 


Rank and Title Held Not Controlling 


“It is true that in our order of February 5, 1924, some 
limitation was placed on some of the classes therein embraced,” 
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said the Commission. “In the final analysis, however, rank 

and title are not controlling any more than are wages and 

salaries, or hours of labor performed. However, rank and 

title tend to disclose the responsibilities of a position, and 

help in defining the work of subordinate officials or employes.” 
The Commission quoted its prior report as saying: 


Generally speaking, railroad employes below the grade of division 
superintendent are corisidered to be subordinate officials or employes, 
as the case may be. However, assistant superintendents, train masters, 
chief train dispatchers under certain circumstances, and others, who at 
times exercise the authority of a division superintendent, are looked 
upon as Officials. 


It also quoted the prior report as saying: 


We do not believe that as a practical matter it is feasible to make 
a definite line of demarcation between the work of subordinate officials 
and that of officials. Frequently it is comparatively simple to find that 
the work of certain employes is that of subordinate officials. There are 
other instances, however, the so-called border-line cases, the present 
proceedings being good illustrations, where the determination of the 
question is more difficult. Each proceeding, therefore, of necessity must 
be decided upon the record before us, and all pertinent facts considered, 
even though of themselves some may be deemed trivial. 


Brady Applications Denied in Motor 
Cases Brought to Determine Status 


In proceedings involving applications filed by the Brady 
Transfer and Storage Co., Fort Dodge, Ia., for the purpose of 
obtaining a decision concerning its status in the performance 
of the considered operations, the Commission, division 5, has 
denied certificates by a report and order in MC 52110, Sub. 27, 
Brady Transfer and Storage Co. Extension—Omaha—Cedar 
Rapids, embracing Subs. 28, 29, and 30, Same, Extension Appli- 
cations. 

The applications are for general-commodity authority, 
with exceptions, over regular routes, (1) between Cedar Rap- 
ids, Ia., and Omaha, Neb., (2) between Harlan, Ia., and the 
junction of U. S. highway 59 and Iowa highway 141 at a point 
south of Denison, Ia., (3) between Chicago, Ill., and Inde- 
pendence, Ia., (4) between Hartley and Sanborn, Ia., (5) from 
and to Sheldon, Ia., over a loop route, and (6) between Minne- 
apolis, Minn., and the junction of U. S. highway 169 and Iowa 
highway 9 near Lakota, Ia. 

The division said that in addition to authority previously 
granted the Brady company for operations over various regu- 
lar routes, its certificate in MC 52110 authorized transportation 
of general commodities, with exceptions, over irregular routes 
between all points in Iowa and specified points in Nebraska, 
Illinois, Indiana, Kansas, Minnesota, Missouri, New York, Ohio, 
Pennsylvania, South Dakota, Connecticut, Maryland, and 
Washington, D. C., and between these points, on the one hand, 
and, on the other, all points on the regular routes which Brady 
was authorized to serve. 

By virtue of its irregular-route operating authority de- 
scribed in the report, said the division, Brady now might render 
an irregular-route service between all the points it now pro- 
posed to serve in the conduct of regular-route operations. 

“However,” it continued, “applicant is not satisfied that its 
present operations over the routes and between the poitns 
specified in the appendix hereto are those of an irregular-route 
carrier, and it filed the four applications now before us for the 
purpose of (1) obtaining a decision concerning its status in 
the performance of operations between the points specified in 
the appendix hereto, or (2) establishing that public convenience 
and necessity require the proposed regular-route operations.” 

No shippers appeared in support of the applications, said 
the division, adding that in the absence of evidence that the 
service being rendered by the protestant carriers was unsatis- 
factory and inadequate and that the public was in need of an 
improved and added regular-route service between the points 
and over the routes involved in the instant proceeding, it con- 
cluded that the applicant had failed to establish that public 
convenience and necessity required its proposed services. 

The general subject of the differences between regular and 
irregular-route operations was discussed in a report of divi- 
sion 5 in MC C-246, Transportation Activities of Brady Trans- 
fer and Storage Co. (See Traffic World, February 22.) 


ARROW MARINE FORWARDER AUTHORITY 

By a report in FF 164, Arrow Marine Forwarders Freight 
Forwarder Application, the Commission, division 4, has ap- 
proved a proposed service by Marshall E. Green and Joseph 
Henry Wolf, copartners proposing to do business as Arrow 
Marine Forwarders, Los Angeles, Calif., as a freight forwarder 
of commodities generally, over routes embracing common car- 
riers by water through the Panama Canal, from points in New 
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Hampshire, Massachusetts, Rhode Island, Connecticut, New 
York, New Jersey, Pennsylvania, Maryland, Delaware, Virginia, 
West Virginia, North Carolina, South Carolina, and Ohio, to 
points in Arizona, California, Nevada, Oregon, and Washington. 

The division said that as the applicants were not ready to 
perform service issuance of a permit would be withheld pending 
a showing by the applicants that they would be ready to com- 
mence service on or before August 1, and had complied with 
the Commission’s insurance requirements. 


STEAMSHIP MAY CARRY ONE SCOOTER 


Refrigerated Steamship Line, Inc., of New York, having 
asked under the provisions of section 311 (a) of the interstate 
commerce act for temporary authority to operate as a common 
carrier by water in interstate or foreign commerce, and, accord- 
ing to an order of the Commission, division 4, having shown 
there was an immediate and urgent need for the service speci- 
fied, and that there was no other carrier service capable of 
meeting the need, has been granted authority to dperate as a 
common carrier by self-propelled vessels, in interstate or for- 
eign commerce, in the transportation of one motor scooter, 
weighing approximately 640 pounds, before March 10, from 
Jacksonville, Fla., to New York, N. Y. 

The order was issued in W-333, Sub. 1TA, Refrigerated 
Steamship Line, Inc., Temporary Authority—Motor Scooter. At 
the Commission it was said that, as the applicant had raised the 
question of its right to transport the scooter, the order was 
issued. 

By an order in W-333, Sub. 2TA, Same—Passengers, the 
division has authorized the applicant to transport passengers 
between New York, N. Y., on the one hand, and, on the other, 
Fort Pierce and Jacksonville, Fla., to and including March 31. 


MESECK STEAMBOAT TEMPORARY AUTHORITY 


By an order in W-958, Sub. 2TA, Meseck Steamboat Co., 
Inc., Temporary Authority—West Point, the Commission, divi- 
sion 4, has authorized the application to operate as a common 
carrier by self-propelled vessel, in the transportation of one 
group of passengers from New York, N. Y., to West Point, 
N. Y., and return, on May 30, on a showing that there was a 
need for the service and no other carrier service was capable 
of meeting the need. According to the application the group 
to be transported are members of a Polish-American youth 
organization. 


PRUDENCE ISLAND WATER SERVICE 


Effective on and after May 7, 1947, the Commission, divi- 
sion 4, by a report, certificate and order in No. W-944, Edwin 
H. Sanford, Common Carrier Application, has authorized sea- 
sonal operation by the applicant, doing business as Prudence 
Island Line, of Tiverton, R. I., each year from May to October, 
inclusive, as a common carrier by water, by self-propelled ves- 
sels, (1) in the transportation of passengers and commodities 
generally between Fall River, Mass., and points on Prudence 
Island, R. I., and (2) in the transportation of passengers (a) 
on round-trip excursions from Fall River to Riverside, War- 
wick Neck, and Wickford, R. I., and return and (b) on cruises 
from Fall River to points in Narragansett Bay and return. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Steel Rails 


No. 29134, West End Iron & Steel Corporation vs. Northern 
Pacific. By division 2. Reparation of $77.40 with interest 
awarded, on finding applicable, rate of 13 cents on one carload 
of second-hand steel rails from Duluth, Minn., to Superior, Wis., 
and that rate found to have been unreasonable to the extent 
it exceeded 5.5 cents, applicable on rails in mixed carloads with 
other iron and steel articles. Commissioner Alldredge, concur- 
ring, recorded his disagreement with “the implication of the 
report that in determining the application of rates published 
in tariffs it is incumbent upon the shipper to make an in- 
vestigation of the railroad’s operating practices or the weight 
and condition of its rails and the like.” The report said com- 
plainant claimed as the applicable rate a switching rate of 
1.75 cents and that, in the event this contention was not sus- 
tained, that the line-haul rate be found unreasonable and in 
violation of section 4. The report said complainant’s plant was 
not named in the switching item, and said, with reference to 
the fourth-section allegation, that to construe the tariff as per- 
mitting application over the route described by the complainant 
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would contravene the principle announced in Great Northern 
Ry. Co. vs. Delmar Co., 283 U: S. 686. 


Steel Plates 


No. 29101, Zenith Dredge Co. vs. Northern Pacific Railway 
Co. The Commission, by division 2. On oral hearing, finding in 
prior report, 259 I. C. C. 288, modified. Found that assailel 
rate of 12 cents a 100 pounds on two carloads of steel plates 
shipped August 20, 1942, from the plant of the Lake Superior 
Shipbuilding Co. in Superior, Wis., to complainant’s industry 
in the bay-front district of Duluth, Minn., was applicable on the 
shipments under consideration, and that it was unreasonable to 
the extent it exceeded six cents. Reparation awarded. Commis- 
sioner Alldredge, concurring in part and dissenting in part, 
said he agreed with the report to the extent that it said the 
evidence reecived on further hearing disclosed there was now 
no need for prescription of a rate for the future. He said the 
report manifested a misconception of fourth-section principles 
similar to that pointed out in his separate expression in No. 
29134, West End Iron and Steel Corp. vs. Northern P. Ry. Co. 


Tank Car Demurrage 


No. 29534, Rausch Naval Stores Co., Inc., vs. Illinois Cen- 
tral Railroad Co. The Commission, by Commissioner Miller. 
Complaint dismissed. Found not shown unreasonable, demur- 
rage charges of $884.88 sought to be collected for detention of 
certain tank cars containing turpentine at New Orleans, La., 
between January 22, and September 16, 1944. Citing American 
Smelting & Refining Co. vs. Director General, 69 I. C. C. 
229,232, and decisions therein cited, the report said that under 
the demurrage tariffs, shippers were chargeable with demur- 
rage for any detention of equipment, except as otherwise ex- 
pressly provided, and demurrage might properly be assessed 
against the shipper where detention of the cars accrued through 
no a of the carriers, even though the shipper was not at 
fault. 


Rubber Boots, Shoes 


MC C-488, Servus Rubber Co. vs. Merchant Motor Freight, 
Inc. The Commission, by division 2. Proceeding closed. Found 
inapplicable, rates charged in the period from July 6, 1942, to 
February 23, 1944, inclusive, on less-than-truckload shipments 
of rubber boots and shoes, from Rock Island, Ill., to Minneap- 
olis, St. Paul, and Austin, Minn. Applicable rate on such ship- 
ments found to be a commodity rate of 82 cents a 100 pounds. 
The report said the defendant alleged that it had erroneously 
paid to the complainant on a basis of the 82-cent rate, in lieu 
of the class rate which the defendant urged was then applicable, 
three claims totaling $205.12, in connection with 47 shipments 
of rubber boots and shoes that moved in the period May 29, 
1942, to December 12, 1942, inclusive, from Rock Island to St. 
Paul and Minneapolis. It said class rates were applicable on 
such shipments as moved prior to July 6, 1942, the date on 
which the commodity rate in issue became effective. The divi- 
sion said its conclusion that the 82-cent commodity rate was 
applicable under the intermediate-point rules, applied with 
respect to shipments that moved subsequent to that date, to and 
including December 12, 1942. In respect of shipments that 
moved between May 29, and July 5, 1942, both dates inclusive, 
said the division, with respect to which the defendant had made 
refund to the complainant on a basis of the 82-cent rate, under- 
charges were outstanding to the extent of the difference be- 
tween the 82-cent rate and the applicable class rates. 


Bananas 


No. 29341, West Coast Banana Distributors vs. Pacific 
Electric Railway Co. By division 2. Found to have been and to 
be unreasonable, rates on bananas, carloads, from Los Angeles 
Harbor to Fresno, Modesto, Oakland, San Francisco, San Jose, 
and Stockton, Calif., that exceeded or exceed the aggregate of 
intermediate rates, 37 cents, plus $8 a car for loading, 25 cents 
a ton of 2,000 pounds for wharfage and 45 cents a car for 
slatting, plus increases authorized June 20, 1946, on shipments 
made when and after such increases became effective. Further 
found assailed rate of 17 cents from Los Angeles Harbor to 
Los Angeles, had been, was, and would be unreasonable to the 
extent it had exceeded, or might exceed 13 cents, minimum 20,- 
000 pounds, subject to established absorption provisions and to 
the general increase authorized June 20, 1946. Reparation 
awarded. Defendants to establish rates complying with tariff 
provision for publication of rates not exceeding aggregate of 
intermediate rates on or before May 20, on not less than 30 
days’ notice. Commissioner Splawn dissented in part. Em- 
braced in the report were No. 29341, Sub. 1, W. W. Crenshaw 
Co. et al. vs. Pacific Electric, and No. 29341, Sub. 2, Blase Bros. 
& Co. et al. vs. Same 


Kapok 


No. 29114, Van Waters & Rogers, Inc. of /California, Vs. 
Baltimore & Ohio Railroad Co. et al. By division 2, Chairman 
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Aitchison. On reconsideration, findings in prior report, 263 
I. C. C. 556, that combination rate charged on a single shipment 
of imported kapok from San Pedro, Calif., stopped for further 
loading at Wingfoot, Calif., and forwarded to Brooklyn, N. Y., 
was applicable, but that the applicable domestic fourth-class 
rate of $3.72 cents a 100 pounds charged on the shipment from. 
Wingfoot was unreasonable to the extent it exceeded the import 
commodity rate of $1.54, affirmed. Award of reparation also 
affirmed. The report said tariff rules that might be reasonable 
under ordinary circumstances might become unreasonable be- 
cause of the occurrence of events and resulting conditions un- 
foreseen when the rules were formulated. It said in this case 
there was an uncontroverted statement by complainant that 
part of the imported shipment was stored at Wingfoot because 
there was no storage space available at the port. 


Acid 


I. and S. No. 5408, Acid, New Jersey to Delaware and 
Pennsylvania, embracing fourth-section application No. 21881, 
Sulphuric Acid from Gibbstown and Paulsboro, N. J. Authority 
to establish and maintain reduced rates on sulphuric acid, tank- 
car loads, from Gibbstown and Paulsboro, N. J., to certain sta- 
tions in Philadelphia, Pa., and to Newport, Del., without observ- 
ing long-and-short-haul provision of section 4 of the act denied. 
Proposed rates found not less than minimum reasonable rates, 
but found unlawful, in violation of section 4. Suspended sched- 
ules ordered cancelled on or before March 28, on not less than 
one day’s notice. Suspension proceeding discontinued. By sched- 
ules filed to become effective May 1, 1946, respondents proposed 
to establish reduced rates as aforementioned, and filed concur- 
rently the application in No. 21881. On consideration of the 
application, the division said, it declined to grant temporary 
relief and on its own motion suspended operation of the sched- 
ules until December 1, 1946, respondents voluntarily deferring 
their operation pending disposition. The division said findings 
similar to those in Bituminous Coal to Buffalo, N. Y., 219 
I. C. C. 554, were warranted here, and denial made because of 
failure of applicants to sustain burden of showing the proposed 
rate structure would not result in unjust discrimination between 
receivers in the switching district. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 4199, Sub. 6, Vincent Goldere’s Sons, Inc., Morristown, 
N. J. On reconsideration, findings in prior report of December 
14, 1945, modified. Permit granted. (1) Liquid dispersed re- 
claimed rubber, rubber compounds, concrete pipe, concrete 
pipe joint sealer, solvent cement, asphalt tile, asphalt com- 
pounds, resin paint, cleaning and polishing compounds, insecti- 
cides, disinfectants, and dry building mortar, from Whippany, 
N. J., to points in N. Y., Conn., and Pa., within 150 miles of 
Whippany, and (2) containers used in the transportation of the 
aforementioned commodities, scrap rubber, reclaimed rubber, 
and pitch, from points in the aforementioned states within 150 
miles of Whippany to Whippany, over irregular routes in each 
Instance. — 

MC 30605, Sub. 47, Santa Fe Trail Transportation Co., 
Wichita, Kan. On reconsideration, certificate denied. General 
commodities, between specified’ N. M. points, over. regular 
routes. By separate report and order. Certificate issued June 
25, 1946, found inadvertently issued. Certificate revoked. 

*MC 103293, Sub. 2, J. Russell and John Thomas Russell, 
dba Russell Transfer Co., Washington, Ga. On reconsideration, 
findings in prior report, decided May 6, 1946, modified and cer- 
tificate granted, subject to conditions relative to dual opera- 
tions and request for revocation of outstanding permit in MC 
61506. Petroleum products, in bulk, in tank trucks, from Knox 
and Chattahoochie, Ga., to points in Ga., and S. C., within 300 
miles of such origins, over irregular routes. 

*MC 106519, Maurice H. Boles, dba Henderson Transfer 
Co., Vincennes, Ind. Permit granted. Such commodities as are 
dealt in by chain, retail, and mail order department stores, the 
business of which is the sale of general merchandise, under 
Individual contracts with persons who operate such stores, 
from Vincennes, Ind., to points in Ill., within 35 miles of Vin- 
cennes, and returned, rejected, or undelivered shipments of 
such commodities in the reverse direction, over irregular routes. 
Dual operations authorized. 


CONSOLIDATED STATISTICAL STATEMENTS 
At the request of the accounting division of the Asosciation 
of American Railroads, the Commission, division 1, has issued 
an order waiving the requirements of its order of December 
18, 1941, relating to consolidated statistical statements for the 
year ending December 31, 1946. , 
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The order said the accounting division had requested that 
the filing of consolidated statistical statements by steam rail- 
way companies having annual railway operating revenues of 
$10,000,000 or more, for 1946, be waived because of a backlog 
of work accumulated during the war period in the accounting 
departments of the interested carriers. 

In all other respects, the instant order said, the order of 
December 18, 1941, remained in full force and effect. 


Intervention Permitted in Case 
Involving Private Carriage 


The Commission, by Commissioner Lee, has authorized the 
Private Carriers Conference of the American Trucking Asso- 
ciations, Inc., to intervene, by an order in’MC 96541, Lenoir 
Chair Co. Contract Carrier Application. 

The proceeding, in which a Commission examiner recom- 
mended dismissal of the applicant for a permit on a finding that 
the applicant’s operations were those of a private carrier, has 
been the subject of joint exceptions filed with the Commission 
by the National Tank Truck Carriers, Inc., and the Regular 
Common Carrier Conference of the A. T. A., asking a review of 
the basic characteristics of private carriage and to find that 
an owner or bailee transporting its own property in its own 
vehicles cannot charge and receive compensation exceeding its 
cost of engaging in transportation without violating its status 
(see Traffic World, Feb. 15, p. 483). 

The Private Carriers Conference, which described itself as 
a sub-division of the A. T. A. “composed of the private carrier 
members” of the A. T. A., said it was interested in this case 
because “the rights of private carriage are being challenged by 
some of the other interveners.” 

“The conference feels that the free use of the motor truck 
by industry, farm, tradesmen, and individuals, must be per- 
mitted if the national welfare is to be promoted,” the confer- 
ence continued. “The conference is not interested in this case 
as such, but is very much interested in the determination of 
what is private carriage and what is for-hire carriage, and in 
the principles upon which such determination is basec.” 








COMMISSION ORDERS 


1. & S. 5407, Filter press cloths; Southwest to East and South. Peti- 
tion of respondents for reopening and reconsideration by entire Com- 
mission, denied. ‘ 

No. 29288, Whyte Feed Mills vs. A. T. & S. F., et al. Motion of 
complainant for issuance of an order requiring defendant carriers to 
withdraw flat rates from Memphis, Tennessee, to Louisiana Groups 1, 
2 and 3 in supplement 58 to D. Q. Marsh’s ICC 3601 and to continue in 
lieu thereof the present flat rates therefrom, and to publish and main- 
tain flat rates from Pine Bluff, Arkansas, to same destinations made 4 
cents under current flat rates from Memphis, in accordance with the 
Commission’s findings and order in proceeding, overruled. 

MC-C 878, Minimum rates or charges, Emery Transportation Co. 
Proceeding discontinued. 

MC-F 2874 (supplemental), John Manlowe, investigation of control, 
Interstate Freight Lines, Inc., and Pihl Transfer & Storage Co. Investi- 
gation discontinued. 

MC-F 3382, McGary Transportation Co., 
Albert J. Demelle. Application dismissed. * 

MC 69842, Sub. 2, D. L. Wartena, Inc. of Illinois, extension Texas. 
Reopened for reconsideration. 

MC-F 2181, United States Freight Company, investigation of con- 
trol, Interstate Motor Freight System and MC-F 2224, A. S. Hickok, 
investigation of control, Interstate Motor Freight System. Petition of 
United States Freight and Hickok Oil Corp., requesting further hear- 
ing, denied. : 

MC-F 2529, St. Louis-San Francisco Railway Company, control; 
Frisco Transportation Co., purchase, Missouri-Arkansas Transportation 
Co. Petitions of applicants and Wichita (Kansas) Chamber of Commerce 
for reconsideration of report and order of Division 4 of July 15, 1946, 
denied. 

MC-F 3135, Thomas T. Dragna, Jr., control D. P. D. Truckmen, 
Inc. Applicant’s position for reopening and reconsideration of report 
and order of Division 4 of August 22, 1946, denied. 

Ex Parte 104, Part 2, Practices of carriers affecting operating reve- 
nues and expenses, terminal services, Anaconda Copper Mining - Co. 
Order of October 14, 1946, further modified to become effective May 1, 
instead of March 31. 

MC 106629, G. Herbert Ruff, common carrier application. Findings 
in report and order, which order became effective July 22, 1946, modified 
so as to authorize issuance to applicant, on compliance with sections 
215 and 217 of interstate commerce act and rules and regulations there- 
under, of a certificate authorizing operation, in interstate or foreign 
commerce, as a common carrier by motor vehicle of passengers, in a 
special, round-trip sightseeing service, during period from June 1 to 
September 30, both inclusive, of each year, beginning and ending at 
Waynesville, N. C., or points within 10 miles thereof, and extending to 
points described below over routes there described: 

(1) From Waynesville over North Carolina Highway 284 to Dell- 
wood, N. C., thence over North Carolina Highway 293 via Soco Gap 
to Cherokee, N. C., thence over North Caroilna Highway 107 to New- 
found Gap, N. C., thence over National Park Highway to Clengman’s 
Dome, thence return over National Park Highway to Newfound Gap, 


Inc., purchase (portion) 
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thence over North Carolina Highway 107 to the North Carolina-Tennes- 
see State Line, thence over Tennessee Highway 71 to Gatlinburg, Tenn., 
and return over the same route; 

(2) (a) From Waynesville to Gatlinburg over the route described 
above, thence over Tennessee Highway 73 to Marysville, Tenn., also 
(b) From Waynesville over North Carolina Highway 19 via Ela and 
Dillsboro, N. C., to Hopton, N. C., thence over U. S. Highway 129 to 
Marysville, Tenn. Return from Marysville over the routes (a) or (b). 
With service at intermediate and off-route points within 10 miles of 
Waynesville as points for pick-up and discharge of passengers utilizing 
the authorized special service over the above-described routes. 

This order shall become effective March 10, unless any party in 
interest shall show cause, if any there be, in writing verified under 
oath, why report and order, which order became effective July 22, 1946, 
should not be modified in manner described above. 

No. 29458, Inland Navigation Co. vs. Amador Central Railroad Co., 
et al. Order of January 24 authorizing complainant to file an amended 
complaint, modified to provide that complainant may file amended com- 
plaint on or before March 10. 

No, 29497, Leeds and Northrup Co. vs. Truck-Rail Terminals, Inc., 
et al., and No. 29522, Great Atlantic & Pacific Tea Co. vs. Truck-Rail 
Terminals, Inc. Time for filing reply to defendants’ petition for re- 
consideration, extended to February 25. 

No. 28076, State Corporation Commission of Virginia et al. vs. 
A. C. & Y. et al., and No. 28256, State Corporation Commission of 
Virginia et al. vs. B. & O. et al. Proceedings stayed and closed, 
without prejudice. 

No. 29161 and Subs. 1 to 5, Atlantic Commission Co., Inc., vs. 
Bangor and Aroostook et al., and No. 29208, Paskoff Bros. & Co. et al. 
vs. Aroostook Valley R. R. Co. et al. Order of November 29, 1946, 
modified to extent necessary to permit Canadian Pacific Railway Co. 
to issue supplements to its tariffs E. 1252-D, I. C. C. E. 1253-B, I. C. C. 
E. 2532, cancelling Rule 6 of each tariff in so far as it applies on 
traffic between points in United States effective March 11, on not less 
than 10 days’ notice. 

No. 29245, Minneapolis Traffic Association vs. C. & N. W. et al., 
No. 29271, Saint Paul Association of Commerce vs. C. & N. W. et al., 
and No. 29267, Duluth Board of Trade et al. vs. C. St. P. & P. et al. 
Order of December 18, 1946, modified to become effective May 13, on 
not less than 30 days’ notice, instead of March 28. 

W-1, Erie & St. Lawrence Corp., contract carrier application. 
Effective date of second amended certificate and order of April 1, 1946, 
further postponed to May 1. 


MOTOR FINANCE CASES 

MC F-3277, Anna Rosenberg, et al.—Control; Holland Transporta- 
tion Co., Inc.—Purchase—Allied Freightways, Inc. Purchase by Hol- 
land Transportation Co., Inc., of Boston, Mass., of the operating rights 
of Allied Freightways, Inc., also of Boston, and acquisition of control 
of said operating rights by Anna, Philip, Aaron J., and Leonard E. 
Rosenberg, and Alice Paster through said purchase, approved and au- 
authorized, subject to condition. 

MC F-3384, F. D. Hartwick—Purchase (Portion)—Columbia Truck 
Express. Application for authority under section 210a (b) of F. D. 
Hartwick, doing business as Nehalem Valley Motor Freight, of Port- 
land, Ore., for temporary operation of a portion of the motor-carrier 
rights of Columbia Truck Express, also of Portland, granted with con- 
ditions. 

MC F-3392, Walter A. Juneg, Inc.—Purchase—George Stamm. Ap- 
plication for authority under section 210a (b) of Walter A. Junge, Inc., 
of Antioch, Calif., for temporary operation of motor-carrier rights of 
— Stamm, doing business as F. Stamm & Son, also of Antioch, 
denied. 

MC F-3212, Russell DeVries—Purchase (Portion)—Charles J. Hopla. 
Purchase by Russell DeVries, dba Carlton Hill Trucking Co., Carlton 
Hill, N. J., of certain operating rights between specified N. J. points, 
of Charles J. Hopla, dba Hopla Trucking Co., Keyport, N. J., approved 
and authorized, subject to condition. : 

MC F-3206, C. B. Fischbach—Purchase (Portion)—A. & A. Truck 
Lines, Inc., and MC F-3261, Elmer C. Breuer—Control; Elmer C. Breuer 
Transportation Co.—Purchase (Portion)—A. & A. Truck Lines, Inc. 

1. Purchase by C. B. Fischbach, dba Fischbach Trucking Co., of 
Akron, O., of certain operating right of A. & A. Truck Lines, Inc., of 
Canton, O., approved and authorized, subject to condition. 

2. Issuance of a permit to C. B. Fischbach, dba Fischbach Trucking 
Co., approved and authorized, on compliance with certain conditions. 

3. Purchase by Elmer C, Breuer Transportation Co., of Cleveland, 
O., of certain other operating rights of A. & A. Truck Lines, Inc., and 
acquisition of control of said operating rights by Elmer C. Breuer 
through said purchase approved and authorized, subject to condition. 

4. Issuance of a certificate to Elmer C. Breuer Transportation Co., 
approved and authorized, on compliance with certain conditions. 


MC F-3306, George D. Loyner and B. S. Reid—Control; R. C. Motor 


Lines, Inc.—Purchase (Portion)—Sanders Truck Transportation Co., 
Inc. Purchase by R. C. Motor Lines, Inc., of Jacksonville, Fla., of cer- 
tain operating rights of Sanders Truck Transportation Co., Inc., of 
Allendale, S. C., and acquisition of control of said operating rights by 
George D, Joyner and B. S. Reid, both of Jacksonville, through such 
purchase, approved and authorized, subject to conditions. 

MC F-3020, Matthew Leo McKeone, Sr., et al.—Purchase—Liberty 
Motor Freight Lines, Incorporated. Application of Matthew Leo Mc- 
Keone, Sr., Matthew Leo McKeone, Jr., Joseph James McKeone, and 
Albert Joseph McKeone, partners doing business as Red Ball Transfer 
Company, of Omaha, Nebr., for authority to purchase certain operating 
rights of Liberty Motor Freight Lines, Incorporated, of Secaucus, 
N. J., denied. 

MC F-3321, First National Bank of Montgomery and Mary C. Mont- 
gomery (Trustees)—Control; Capital Motor Lines—Purchase—J. R. 
Crow. Purchase by Capital Motor Lines, of Montgomery, Ala., of the 
operating rights and certain properties of J. R. Crow, doing business 


meaner mee 
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as Florida-Alabama Motor Lines, of Troy, Ala., and acquisition of 
control of said operating rights and properties by the First National 
Bank of Montgomery and Mary C. Montgomery, Trustees of the estate 
of Avery A. Crow, through such purchase, approved and authorized, 
subject to conditions. 


UNCONTESTED FINANCE CASES 


Second supplemental report and third supplemental order in F. D. 
No, 4164, El Paso & Southwestern System Control, authorizing modifi- 
cation of lease agreement under which the Southern Pacific Co. oper- 
ates the railroad properties of the Dawson Railway Co.; conditions pre- 
scribed re protection of employees. Approved. 

Report and order in F. D. No. 15590, Wheeling & Lake Erie Rail- 
way Co. Equipment Trust Certificates, granting authority to assume 
obligation and liability in respect of not exceeding $1,680,000 of Wheel- 
ing & Lake Erie Railway equipment-trust certificates, series N, to be 
issued by the Marine Midland Trust Co. of New York, as trustee, and 
sold at 99.419 per cent of par and accrued dividends in connection with 
the procurement of certain equipment. Approved. 

Report and certificate in F. D, No. 15543, Kenosha Motor Coach 
Lines, Inc., Acquisition, authorizing the acquisition and operation by 
the Kenosha Motor Coach Lines, Inc., of a line of railroad in Milwau- 
kee and Waukesha Counties, Wisconsin. Approved. 

Report and order in F. D. No. 15588, Missouri-Kansas-Texas Rail- 
road Co. Equipment Trust Certificates, granting authority to assume 
obligation and liability in respect of not exceeding $3,900,000 of Mis- 
souri-Kansas-Texas equipment-trust certificates, series 1947, to be is- 
sued by the Republic National Bank of Dallas, Tex., as trustee, and 
sold at 99.129 and accrued dividends in connection with the procure- 
ment of certain equipment. Approved. 

Report and order in F. D. No. 15600, Eastern Massachusetts Street 
Railway Co. Notes, granting authority to issue at par not exceeding 
$1,500,000 of installment promissory notes in further evidence of the 
unpaid portion of the purchase price of certain motor busses to be ac- 
quired under conditional-sale agreements. Approved. 


FINANCE APPLICATIONS 


Finance No. 15622, The Chesapeake & Ohio Railway Co. asks author- 
ity to assume obligation and liability in respect of $1,800,000 of serial 
equipment trust certificates, to be dated April 1, to be issued under 
C. & O. second equipment trust of 1947, to cover 80 per cent of the 
cost of 10 freight locomotives with 21,000-gallon tenders, estimated to 
cost $2,281,532.50. Competitive bids will be asked, no bid to exceed 
2 per cent interest a year. 

MC F-3404, Lloyd E. Eckert, dba Eckert Freight Lines, of Seattle, 
Wash., asks authority to acquire control of Eagle Transfer & Storage 
Co., of Wenatchee, Wash., through ownerships of capital stock. 

MC F-3405, Loren L. Larson, dba Algona Bus Lines, of Fort Dodge, 
Ia., and Interstate Transit Lines, of Omaha, Neb., asks authority to 
transfer one Interstate route to Algona. 

MC F-3403, Deaton Truck Lines, of Birmingham, Ala., asks au- 
thority to purchase certain operating rights of B. C. Truck Line, Inc., 
and La Grange Truck Line, Inc., of Atlanta, and temporarily to operate. 

Finance No. 1546 (supplemental), Louisville & Nashville Railroad 
Co. asks authority to sell to the Burlington railroad, 130 shares of stock 
in the Illinois Bridge & Belt Railroad Co., at $266.67 a share. 

Finance No. 15624, Washington, Virginia & Maryland Coach Co., 
Ine., Arlington, Va., asks authority to issue securities in the form of 
a note or notes aggregating $100,000, payable on or before five years 
from date of issue and to bear interest at 5 per cent per annum payable 
quarterly; proceeds to be used to refund existing obligations. 


PETITIONS FOR REHEARING, ETC. 


W-938, Great Lakes-Atlantic Transit, contract carrier application. 
Applicant asks for further hearing. 

Il. & S. M-2651, Class rates between Arkansas and Oklahoma. J. D. 
Hughett, agent, on behalf of carriers parties to rates under suspension 
ask for vacation of order of May 2, 1946. 

No. 13535, et al., Consolidated southwestern cases. Defendant car- 
riers operating in southwestern territory ask for modification of find- 
ings and orders in 123 I. C. C, 203; et seq. by eliminating therefrom, 
caps, milk bottle, fibreboard, paper or pulpboard, printed or imprinted, 
or not printed or imprinted nested or flat, in packages, and discs, 
NOIBN, in western classification, fibreboard, paper or pulpboard, for 
bottles, cans, glasses or jars or can bottoms, flat, printed or imprinted, 
or not printed or imprinted. 

No, 13535, et al., Consolidated southwestern cases. Defendant car- 
riers operating in official and southwestern territories ask for modifica- 
tion of findings and orders in 123 I. C. C. 203, et seq. by eliminating 
therefrom concentrated sweet cream (moisture content under 5 per 
cent), not frozen, carloads, on traffic from official classification territory 
to southwestern territory. 

No. 13535, et al., Consolidated southwestern cases. Defendant car- 
riers operating in southwestern territory ask for modification of 
findings and orders in 123 I. C. C. 203, et seq. for approval under Find- 
ing 27 to establish rate of $6.00 per ton of 2,000 pounds on copra (dried 
cocoanut meat), fire and water damaged, carloads, minimum weight 
marked capacity of car but not less than 40,000 pounds, from Alex- 
andria, La., to Little Rock, Ark., to expire 90 days after effectiveness. 

No. 29014, Roanoke City Mills, Inc., vs. Aberdeen & Rockfish, et al. 
Complainant asks for permission to file an amended complaint. 

No. 29014, Roanoke City Mills, Inc., vs. Aberdeen & Rockfish, et al. 
Complainant asks for reopening, reargument and reconsideration by 
entire Commission. 

No. 29262, Standard Cap and Seal Corp. vs. D. L. & W., et al. Com- 
plainant asks for further modification or supplemental order for re- 
opening for further hearing insofar as shipments of wood pulpboard 
C. L. that moved via route of L. & B. R. R., N. ¥. C., DL. & W 
from Beaver Falls, N. Y., to Jersey City, N. J., are concerned. 





Mare! 


Ni 
Opera 
consid 

N 
Defen 
7, 194 

N: 
ants ; 
entitle 
Order 
Facts. 


Rai 


1562) 
road 
of m 
nects 
Trav 
sidin; 
essar 
Mich 


" 
appli 
a tot 

] 
don ’ 
in K 
need: 
other 
volur 
traffi 
out-o 

J 
aban 
wan 
said 
mont 
indic 
in th 
and 1 
in th 

’ 
don ¢ 
in Ja 
had 
tatiol 


mate 
turn 
has | 
calle 
in F 


pend 
the ] 
divis 
of tl 
for 1 
tries 
and 
War 
Wab 








1 of 
onal 
state 
ized, 


oD! 
difi- 
per- 
pre- 


Rail- 
sume 
heel- 
Oo be 

and 
with 


oach 
n by 
wau- 


Rail- 
sume 
Mis- 
e is- 
and 
cure- 


treet 
eding 
f the 
e ac- 


thor- 
serial 
under 
f the 
ed to 
xceed 


attle, 
orage 


odge, 
ity to 


s au- 
Inc., 
erate. 
ilroad 
stock 


years 
ryable 


‘ation. 


J. D. 
ension 


it car- 
f find- 
efrom, 
rinted, 
discs, 
‘d, for 
rinted, 


it car- 
ydifica- 
nating 

5 per 
rritory 


nt car- 
ion of 
> Find- 
(dried 
weight 
| Alex- 
veness. 
, et al. 


, et al. 
ion by 


1. Com- 
for re- 
pboard 
&WwW 





March 1, 1947 


No. 29170, Continental Grain Co. vs.. Inland Waterways Corp., 
Operating Federal Barge Lines. Defendant asks Commission for re- 
consideration and reargument. 

No. 29324, El Rey Products Co. vs. Alton & Southern R. R. et al. 


Defendants ask for reconsideration of report and order of November 
7, 1946. 


No. 29500 and Sub. 1, Summer and Co. vs. B. & O. et al. Defend- 
ants ask Commission to strike paper filed by complainant which is 
entitled ‘‘New Evidence Introduced in Accordance with Commission’s 


Order of February 4, 1947, In Reply to Defendants’ Memorandum of 
Facts.’’ 


Railroad Abandonments 


G. R. & I.-Pa. 


The Grand Rapids & Indiana Railway Co., in Finance No. 
15621, asks authority to abandon, and the Pennsylvania Rail- 
road Co. asks authority to abandon operations over 1,942 feet 
of main track at the end of the G. R. & I. line where it con- 
nects with the Manistee & Northeastern Railway Co., in 
Traverse City, Grand Traverse county, Mich., together with 
sidings used as interchange facilities. Abandonment was nec- 
essary, the applicants said, to enable relocation of certain 
Michigan highways through a portion of Traverse City. 


M. & St. L. 


The Minneapolis & St. Louis Railway Co. has filed three 
applications with the Commission asking authority to abandon 
a total of about 50 miles of railroad in Iowa and Minnesota. 

In Finance No. 15618, the railroad asks permission to aban- 
don 7.288 miles of railroad between Corwith and St. Benedict, 
in Kossuth and Hancock counties, Ia., because, it says, the 
needs of the community to a large extent have been filled by 
other modes of transportation that have adversely affected the 
volume of traffic handled by rail. Even in the peak period of 
traffic in 1944 and 1945, it said, revenue was insufficient to cover 
out-of-pocket expense. 

In Finance No. 15619, the M. & St. L. asks authority to 
abandon 40,66 miles of railroad between St. James, in Waton- 
wan county, Minn., and Estherville, in Emmet county, Ia. It 
said operation of the line in 1944 and 1945 and for the first 6 
months of 1946 resulted in a net deficit. There was a definite 
indication, it continued, that the deficit would become greater 
in the future, as a result in part of increased costs for labor 
and materials, and added there was no prospect of any increase 
in the amount of traffic handled. : 

In Finance No. 15620, the railroad asks authority to aban- 
don 2.55 miles of line between Lynnville Junction and Lynnville, 
in Jasper county, Ia., again saying the needs of the community 
en been filled to a large extent by other modes of transpor- 
ation. 

Winona 


Abandonment by the Winona Railroad Co. of approxi- 
mately 39.62 miles of railroad line and 1.28 miles of sidings or 
turnouts, all in Kosciusko, Fulton, and Miami counties, Ind. 
has been approved by the Commission, division 4, with the so- 
called Burlington labor conditions, by a report and certificate 
in Finance No. 15417, Winona Railroad Co. Abandonment. 

Traffic available or in prospect did not warrant large ex- 
penditures that would be required for rehabilitation of the line, 
the principal shipping points having other rail service, said the 
division. It said the line comprised approximately two-thirds 
of the Winona’s entire system and had been used exclusively 


for the transportation of freight since 1934. The main indus-. 


tries in the tributary territory, it said, were farming, mining, 
and manufacturing. 

The line to be abandoned, said the division, extended from 
Warsaw, Ind., to a connection with the Wabash railroad at 
Wabash Junction. 


West Feliciana 


In Finance No. 15623, the West Feliciana Railway Co. asks 
authority to abandon operations over, dismantle, or otherwise 
dispose of about 17.73 miles of railroad extending from the end 
of the track near St. Francisville to the end of the track near 
Angola, in West Feliciana parish, La. It described the trackage 
as the entire line of railroad and railroad property owned and 
operated by it. The line, it said, traversed an area subject to 
Seasonal high water and, occasionally, to flash floods. In No- 
vember, 1946, it said, due to “the torrential rainfall” the night 
of November 10-11, bayous and streams in the vicinity of its 
tailroad were suddenly filled with flood waters and overflowed 
the banks, “causing raging torrents to rush through the defiles 
and gorges of the hill section.” It said two 125-foot sections 
of a steel bridge including trackage, rails, ties and bridge tim- 
bers, across Tunica Bayou, collapsed and fell into the bayou, 
leaving a gap between the south bank approach and the part 
of the bridge remaining on the north side. The flood scoured 
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a new channel and expensive protective work would be neces- 
sary to change the channel back to normal to protect against 
a flash flood or even an ordinary flood state, the railroad said. 
Another bridge over Big Bayou Sara was damaged also, it said, 
and that extensive work would be necessary. There was prac- 
tically no traffic, except for a light lumber tonnage from Tunica, 
except that originating or terminating at Angola with the rail- 
road’s connection, the Illinois Central, at St. Francisville, the 
railroad said. It said it did not have the $125,000 or $150,000 
needed to reestablish the two bridges, and other additional ex- 
penditures necessary to restore the trackage. On the basis of 
current operating revenues, it said, which were steadily de- 
creasing due to diversion of certain promised traffic, it would 
require several years to rehabilitate the line, leaving nothing 
for operating and other costs. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5463, Fluxing Stone to Ohio, Pa. and W. Va., 
from February 20, 1947, to and including September 19 certain 
schedules as published in supplements Nos. 77 and 79 to Agent 
W. S. Curlett’s tariff I. C. C. No. A-823. The suspended sched- 
ules propose to increase the rates on fluxing stone, in carloads, 
from Martinsburg, W. Va. and related points to Weirton, W. Va., 
Toronto, Struthers and Bentley, O. 

I. and S. M-2724, Wearing Apparel from and to New York 
City, from February 22 to and including September 21 certain 
schedules as published in supplement No. 2 to tariff MF-I. C. C. 
No. 15 of Barney Shapiro, agent, Newark, N. J. The suspended 
schedules propose increases and reductions in the rates on 
numerous articles of wearing apparel, between New York City, 
N. Y., and points in Connecticut, Delaware, Maryland, New 
Jersey, New York, Pennsylvania and West Virginia. 

I. and S. M-2725, Agricultural Implements—between West 
& Southwest, from February 25, to and including September 24, 
certain schedules published in supplements Nos. 17 and 26 to 
joint tariff MF-I. C. C. No. 49 of issuing agent Middlewest 
Motor Freight Bureau, Kansas City, Mo. The suspended sched- 
ules propose on agricultural implements, agricultural imple- 
ment parts, and other articles, between points in Middlewest 
Territory and points in Southwestern Territory, to cancel classi- 
fication exceptions ratings of class 40, minimum 18,000 pounds, 
and permit higher classification ratings of class 45, subject to 
minimum 16,000 pounds, to apply. 





Local Freight Agents Not Obeying 
O. D. T. 18A Order—King 


Railroad executives and transportation officers have had 
transmitted to them by R. V. Fletcher, president, and W. C. 
Kendall, chairman, car service division, of the Association of 
American Railroads, respectively, a letter sent to Mr. Fletcher 
by Homer C. King, deputy director of the Office of Defense 
Transportation, in which the latter said that “local freight 
agents are either not informed or are intentionally violating 
provisions” of O. D. T. Order 18A, Revised. The objective of 
the correspondence is to obtain compliance with 18A, which 
provides in general for full utilization of freight cars for move- 
ment of carload traffic. Mr. King’s letter follows: 


I am quite sure that you will agree that there is nothing that af- 
fects the economic use of a freight car so much as the tonnage that it 
can be made to carry. This was the position of the O. D. T. when Order 
18A was issued. It was our position when we revised it on August 10, 
and it is our position today that the order if made to work will save 
cars. Obviously, if there is only so much tonnage to move, the more 
tonnage put into each car the less cars required. 

This order is responsible for a lot of our work—attempting to 
police it and granting permits where we feel they should be granted. 
However, from our observation of the working of the order and from 
information that we get from passing reports, I am persuaded that the 
local freight agents are either not informed or are intentionally violating 
the provisions of the order. This is not fair to those shippers who are 
attempting to live under the order, and it is not fair to the other rail- 
roads who have given their agents specific instructions and insist on 
them living up to them. 

I believe that a great many shippers favor the order because they 
feel that compliance with it will make more cars available for their use. 
However, the thing that surprises me most is that the order was written 
for the benefit of the railroads whose indifference to its policing is 
causing it to break down. We cannot continue enforcing the order 
on shippers who are willing to attempt to live under it and allowing 
others to evade compliance. If we cannot get the support that we 


should get from the railroads, then I feel that the time has come to 
I would like to have your views. 


cancel the order. 








644 


Replying to Mr. King, Mr. Fletcher, in part, said: 


I thoroughly agree with you as to the value and importance of this 
order. It has been of immeasurable value in bringing about the maxi- 
mum utilization of freight car equipment and exceedingly helpful in 
conservation of car supply. Compliance with its provisions is highly 
desirable on the part of all concerned and it warrants our undivided 
support. 

I am, therefore, calling your comments to the attention of all mem- 
ber lines of the association with the request that they take such action 
wherever necessary in order to bring about full compliance with its 
provisions. 

I might say that our field forces have been instructed to check 
and report on the observance of this order, and I would also be glad 
to have any information coming to you from your field organization 
as to any violations in order that we may give the matter appropriate 
handling. 


Oo. D. T. PERMITS EXTENDED 


The Office of Defense Transportation has announced the 
extension to May 1 of revised general permit Nos. 10 and 11 
to general order ODT-I-revised. Said the O. D. T.: 


Revised general permit 10 permits any common carrier by railroad 
to accept from a shipper or load and forward from any city or town 
situated in that part of official classification territory which is east of 
the Indiana-Illinois state boundary and the Chicago switching district 
any car loaded with merchandise freight when such car is destined to 
any point or points south or west of the first loading point of such car 
without regard to the weight contained therein. 

Revised general permit II permits any common carrier to accept 
from a shipper or load and forward any railway closed car, containing 
not less than 15,000 pounds of merchandise, from any city or town 
situated in that part of Official Classification Territory which is east 
of the Indiana-Illinois state boundary but including the Chicago switch- 
ing district when such car is destined to any point east of the loading 
point of such car in such territory, providing that such car shall move 
from the loading point direct to destination by-passing all transfer 
stations enroute. 


SERVICE ORDER EXTENSIONS 


Expiration dates of outstanding service orders have been 
postponed by order of the Commission, division 3, as follows: 


By amendment No, 3 to service order No. 129, Body Ice in Re- 
frigerator Cars—Removal by Consignee, to 11:59 p. m., June 30. 

By amendment No. 10 to fourth revised service order No. 180, De- 
murrage on Refrigerator Cars, to 7 a. m., July 1. 

By amendment No. 8 to revised service order No. 188, Refrigerator 
Car Demurrage on State Belt Railroad of California, to 7 a. m., July 1. 

By amendment No. 5 to service order No. 624, Movement of Grain 
to Terminal Elevators by Permit, to 7 a. m., June 30. 





BULK GRAIN PERMIT ORDER 


By amendment No. 5 to service order No. 648, Permit 
Required for Bulk Grain, the Commission, division 3, effective 
February 25, removed certain cities among those for which the 
indicated permit agents, appointed by the original order, were 
authorized to issue permits. : 

The cities over which the following agents will no longer 
exercise permit authority are as follows: 

E. R. Weimer, of Kansas City, Mo.; Copeland, Dodge City, 
and Wellington, Kan. 

J. E. Youngman, of St. Louis, Mo.; Sikeston, Mo. 

L. A. Denison, of Omaha, Neb.; Lincoln, Neb. 

C. T. Aspelmier and J. G. Harris, of Dallas, Tex.; Wood- 
ward, Tex. 


CITRUS ICE SALTING AMENDMENT 


By amendment No. 6 to service order No. 260, Salting of 
Ice on Cars of Citrus, the Commission, division 3, effective at 
12:01 a. m., February 24, has extended until 11:59 p. m., May 
15, the exception which permits salting with not to exceed 
three per cent salt, of ice in bunkers of refrigerator cars 
originating in Florida, loaded with straight carloads of tan- 
gerines, or mixed carloads where tangerines comprise 50 per 
cent or more of the lading. 


PIPE LINE ANNUAL REPORT FORM 


The Commission has issued an order, “Carriers by Pipeline 
Annual Report Form P,” modifying its order of December 22, 
1944, and approving and prescribing an attached annual report 
form P, to be filed for the year ended December 31, 1946, and 
each succeeding year. 


1. Cc. C. OIL PIPE LINE STATISTICS—1945 

“Statistics of Oil Pipe Line Companies Reporting to the 
Interstate Commerce Commission for the Year Ended Decem- 
ber 31, 1945,” statement No. 4632, a 29-page summary and 
abstract covering reports of 75 companies, has been issued by 
the Commission. Prepared by the Bureau of Transport Eco- 
nomics and Statistics, the publication said reports of 15 opera- 
tions in 1945 related to pipe-line departments of large oil com- 
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panies or to agencies of the Reconstruction Finance Corpora- 
tion. Not included, it said, were statistics of certain govern- 
ment-financed pipe lines not reporting to the Commission, such 
as the “Big Inch” and “Little Inch,” which discontinued oil 
transportation in November, 1945. 


RAILWAY ANNUAL REPORT FORM 


The Commission, division 1, has issued an order, Steam 
Railway Annual Report Form A, approving an annual report 
form for Class I and Class II steam railway companies and 
switching and terminal companies, and prescribing the form to 
be used for the year ended December 31, 1946, and for each 
succeeding year. The instant order modifies an order dated 
February 7. 


M. C. Asks Order for 
Water-Rail Rate Negotiations 


Based on a statement by Attorney General Clark, that the 
Department of Justice had taken the position that, if the 
Commission issued an order directing that negotiations be 
carried on between railroads and water carriers to adjust 
their competitive rates, there would be no violation of the 
anti-trust laws, the Maritime Commission has asked the I. C. 
C. to issue such an order in No. 29663, Transcontinental Rail 
Rates, and No. 29664, Intercoastal Water Rates. 


Those proceedings were instituted as a result of the peti- 
tion of the Maritime Commission in Ex Parte 164, Water Com- 
petitive Railway Rates and Practices, in which the Commission 
was asked to investigate all railroad competitive rates and 
practices (see Traffic World, Dec. 21, 1946, p. 1647). 

The Maritime Commission said it had asked the views of 
the Department of Justice because of the compelling need to 
conserve time in the disposition of the proceedings before the 
Commission. 








No. 29699, Moffatt & Edwards, Montgomery, Ala., vs. St. Louis South- 
western et al. 

Rate on shipment of cans, made of sheet iron or steel, October 

11, 1946, from Gatesville, Tex., to Montgomery, in violation of 

sections 1 and 6. Asks cease and desist order, refund of difference 

between charges collected and those claimed, or hearing at Mont- 


gomery. (James E. Burkett, Montgomery, Ala.) 


No. 29700, Pillsbury Mills, Inc., Minneapolis, Minn., vs. Great Northern. 
Alleges demurrage charges on cars of grain on hand in the period 
July 1, 1945, through July 16, 1945, or received immediately follow- 
ing beginning of a state grain weighers’ strike, unloading of which 
was impossible because of strike, in violation of section 1. Asks 
reparation of $14,131.18. (A. G. Grimm, general traffic manager, 
Pillsbury Mills, Inc., 608 Second Ave., S., Minneapolis 2, Minn.) 
No. 29700, Sub. 1, Pillsbury Mills, Inc., Minneapolis, Minn., vs. Great 
Northern. 4) 
Alleges demurrage charges on 80 cars of grain in the period June 
10, 1944, through June 14, 1944, when state grain weighers were on 
strike and it was impossible to unload cars, in violation of section 
1. Asks reparation of $185.92. (A. G. Grimm, general traffic manager, 
Pillsbury Mills, Inc., 608 Second Ave., S., Minneapolis 2, Minn.) 


No. 29701, Michaelson & Schackman, Menands, N. Y., vs. C. of N. J., 
et al. 

Alleges overcharge on a car of round type watermelons, shipped 
June 6, 1945, from Umatilla, Fla., to Kearney, N. J., by reason of 
collection of charge of 12c a hundredweight from Newark, N. J., to 
Manhattan Produce Yards, alleged to take the New York rate base. 
Asks cease and desist order, rates, and reparation of $30.66 with 
interest. (Earle H. Bogardus, 19 Vine St., Scotia 2, N. Y.) 

No. 29702, Brooks Elevator Corporation, Minneapolis, Minn., et al. vs. 
Milwaukee, et al. 

Allege demurrage charges occurring from June 10, 1944, to June 
14, 1944, while a strike of state grain weighers made it impossible 
to unload grain, in violation of sections 1, 2, and 3. Ask cease and 
desist order, rates, and reparation of $600 with interest. (Frank B. 
Townsend, 164 Grain Exchange Bldg., Minneapolis 15, Minn.) 

No. 29703, Monsanto Chemical Co., St. Louis, Mo., vs. A. C. L., et al. 

Rate on phosphate rock, ground and unground, carloads, from 
Nichols and other points in Pebble Rock district of Florida in vio- 
lation of section 1 for the future. Asks cease and desist order and 


rate for future. (H. F. Klocker, 830 Paul Brown Bldg., St. Louis, 
Mo.) 
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Atlanta 15-Mile Radius Service for 


Eleven Motor Carriers Recommended 


Joint board No. 101, in a proposed report in MC 106049, 
Sub. 7, Atlanta-New Orleans Motor Freight Co. Extension— 
Atlanta 15 Miles Radius, and embraced sub-numbers, has rec- 
ommended that the Commission grant Atlanta-New Orleans 
Motor Freight Co., Atlanta, Ga., and 10 other motor carriers 
authority to transport general commodities, with specified ex- 
ceptions, to and from all points within 15 miles of Atlanta, as 
intermediate and off-route points in connection with the respec- 
tive applicants’ presently authorized regular-route operations 
to and from Atlanta. 

Observing that Atlanta, since 1935, had enjoyed substan- 
tial industrial growth and that many industries were and would 
be located beyond that city’s corporate limits, the board said: 

“The granting of the applications will enable applicants to 
give pick-up and delivery service as well as one-line direct 
service to all shippers in the area. Representatives of all the 
carriers stated that the granting of the applications will result 
in economical operations and will be a benefit to all the ship- 
pers in the area.” 

In the event the applications were granted, said the board, 
the applicants would be agreeable to having a 15-mile radius 
measured from a zero marker located at the site of the old 
Union Station, now dismantled, in Atlanta. In numerous pro- 
ceedings, it said, grants such as those sought had been made 
merely in terms of miles about a particular municipality. Such 
were the form of the grants recommended, it said. 

The applications, said the board, were supported by the 
Atlanta Chamber of Commerce, U. S. Envelope Co., Boyle Mid- 
way, Inc., E. I. duPont deNemours, and Ford Motor Co. In the 
last two years, it said, the U. S. Envelope Co., Boyle Midway, 
Inc., two automobile assembly plants, E. I. duPont deNemours, 
and 80 other concerns processing food, paints, glass, furniture, 
and other commodities, had erected plants within 15 miles of 
Atlanta. 

The board recommended that the authority proposed, to 
the extent it duplicated any authority heretofore granted to or 
now held by the applicants, should not be construed as granting 
more than one operating right. 

Embraced applications were: 


MC 78632, Sub. 62, Hoover Motor Express Co., Inc., Nashville, 
Tenn.; MC 65967, Sub. 10, Wilson Truck Co., Inc., Nashville, Tenn. ; 
MC 36473, Sub. 36, Central Truck Lines, Inc., Tampa, Fla.; MC 2900, 
Sub. 44, Great Southern Trucking Co., Jacksonville, Fla.; MC 43654, 
Sub. 12, Dixie Ohio Express Co., Akron, O.; MC 52629, Sub. 27, Huber 
& Huber Motor Express, Inc., Louisville, Ky.; MC 105521, Sub. 6, Ben 
Jessup, doing business as Atlanta-Savannah Freight Lines, Cochran, 
Ga.; MC 30073, Sub. 5, Johnson Freight: Lines, Inc., Chattanooga, Tenn. ; 
MC 58885, Sub. 8, Jennings E, Watkins and James L. Watkins, doing 
business as Atlanta Motor Lines, Atlanta; and MC 59499, Sub 7, United 
Motor Freight Terminal, Inc., Birmingham, Ala. 


Tank Truck Petroleum Authority 
in Middle West Recommended 


In the face of protests of railroads and motor carriers, 
Examiner Roy L. Burge, in a proposed report in MC 23259, 
Sub. 15, John Ruan Extension—Minnesota, has recommended 
that the Commission issue a permit to the applicant, doing 
business as Ruan Transportation Co., of Des Moines, Ia., au- 
thorizing transportation of petroleum products, in bulk, in 
tank trucks, between various points in Iowa, Missouri, Illinois, 
Wisconsin, and Minnesota, over irregular routes. 

He said the record failed to establish that any motor car- 
rier of bulk petroleum products was now operating from all 
of the named points of origin to all points in the described 
destination territories, adding it failed to show generally the 
extent of present permanent motor carrier services except to 
a limited extent. Supporting shippers and receivers, he said, 
“at least for the handling of certain shipments,” prefer truck 
service rather than rail service because it is faster.” 

In commenting on the evidence of shippers, the examiner 
observed that they desired motor carrier service as being faster 
and more flexible, and because it was necessary to make fre- 





quent deliveries. One petroleum company, he said, found mo- 
tor carrier service more economical “since they unload the 
traffic and the rail carriers do not,” and that many dealers 
were not in a position to handle a large rail shipment of petro- 
leum products and smaller shipments as moved by motor car- 
riers would be more convenient. At the time of the hearing, 
he observed, applicant was serving some shippers satisfactorily 
under temporary authority. 

The examiner also proposed finding not inconsistent the 
contract-carrier operations involved and common-carrier au- 
thority to transport general commodities, because there was 
no similarity as to the commodities handled or shippers served, 
and the two operations were not competitive. 


Michigan Motor Rights Purchase 
Recommended by Examiner 


Examiner Thomas J. Patrick, in a proposed report in MC 
F-3148, C. H. Hubert—Purchase—Service Freight Lines, Inc. 
(Alfred T. DeOtte, Trustee), embracing also MC F-3265, Wil- 
liam C. Blair—Control; Blair Transit Co.—Purchase—Christo- 
pher H. Hubert, has recommended that the Commission ap- 
prove, subject to conditions, the purchase by Blair Transit Co., 
Saginaw, Mich., (1) of the operating rights and properties of 
C. H. Hubert, doing business as Hubert Motor Freight Co., 
Pontiac, Mich., and (2) of the operating rights of Service 
Freight Lines, Inc. (Alfred T. DeOtte, trustee), Ypsilanti, Mich., 
and acquisition of control of these operating rights and prop- 
erties by William C. Blair, of Saginaw, through the purchases. 

examiner also proposed denial of an application of 
C. H. Hubert, doing business as Hubert Motor Freight Co., for 
authority to purchase the operating rights of Service Freight 
Lines, Inc. (Alfred T. DeOtte, trustee). He recommended issu- 
ance of a certificate to Blair Transit Co. 

The record showed, said the examiner, that the purchase by 
Blair Transit was conditioned on a prior approval of the pur- 
chase by Hubert of Service Lines’ rights. He said Hubert had 
no intention of conducting any operations under the rights of 
Service Lines in the event the Blair purchase was approved, 
but would immediately transfer all his rights, including those 
of Service Lines, to Blair Transit. In his opinion, said the ex- 
aminer, Hubert would be merely acting as a conduit of title for 
Blair Transit in the purchase of rights of Service Lines, and 
under those circumstances, and for that purpose, it would not 
be ——— with the public interest to approve the purchase by 
Hubert. 


MARKLEY MOTOR RIGHTS PURCHASE 

Examiner Robert H. Murphy, in a proposed report in MC 
F-3165, Schuylkill Valley Lines, Inc.— Purchase— John D. 
Markley, has recommended dismissal of an application of 
Schuylkill Valley Lines, Inc., of Norristown, Pa., for authority 
to purchase the motor bus operating rights and certain prop- 
erty of John C. Markley, dba Perkiomen Transit Co., of 
Schwenksville, Pa. 

Dismissal was recommended on the ground that The 
Conway Corporation, of Philadelphia, controlled Schuylkill, and 
although directed that it should join in the application to 
= authority to control the operations involved, had not 

one so. 


PAUL L. BUTLER RIGHTS LEASE 


In a proposed report in MC F-3226, N. Demos—Control; 
Kenosha Auto Transport Corporation—Lease (Portion)—Paul 
L. Butler, Inc., Examiners James L. Smith and Hobart C. 
Clough have recommended that the Commission approve lease 
of certain operating rights of Paul L. Butler, Inc., of Toledo, O., 
by Kenosha Auto Transport Corporation, of Kenosha, and con- 
trol of said rights by N. Demos, in control of Kenosha Auto 
Transport. The rights involve initial movements in driveaway 
service of automobiles, trucks, and finished and unfinished 
chassis, between Toledo, on the one hand, and, on the other, 
Maine and Rhode Island, and from Toledo to points in Illinois, 
Connecticut, Maryland, Massachusetts, New York, Pennsyl- 
vania, District of Columbia, Delaware, New Hampshire, New 
Jersey, and Vermont. The authority recommended would be 
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‘conditioned as not authorizing use of said rights in conjunction 
with other initial or secondary movement rights for the through 
, transportation of traffic under such combination. 


ASH TRUCK LINES PURCHASE 

By a proposed report in MC F-3199, Henry Ogram—Con- 
trol; Union Transfer Co.—Purchase—Ash Truck Lines, Inc. 
(George S. Allen, Trustee), examiners Fabian C. Cox and Leo 
W. Cunningham have recommended approval of purchase by 
Union Transfer Co., dba Union Freightways, of Omaha, Neb., 
of the operating rights of Ash Truck Lines, Inc., of Kansas 
City, Mo. 

After a review of shipper support and of opposition of 
motor carriers, the examiners said consideration of the evidence 
led to the conclusion that approval would not result in sub- 
stantial impairment of service the public had been receiving 
from protestants, They also recommended approval of acquisi- 
tion of the involved rights by Henry Ogram, of Omaha. 


Proposed Reports in Motor 
Revocation Proceedings 


The Commission has issued proposed reports of a number 
of joint boards and one of its examiners in proceedings in 
which it is recommended that the respondents be found not 
rendering reasonably continuous and adequate service, and not 
to have complied with the requirements of section 215 of the 
interstate commerce act. In each case the respondent was 
given 60 days after the effective date of orders to be entered, 
in which institute service and comply with the Commission’s 
insurance regulations. The cases and the certificate numbers 
were as follows: 


MC C-734, John D. Colson, Salina, Kan. (MC 2361); MC C-737, Mar- 
vin F. Engwall, Courtland, Kan. (MC 23845); MC C-733, Ray. Clifford 
Smethers, Kincaid, Kan. (MC 1764); MC C-735, Ren E. and James H. 
Easum, dba Easum Truck Line, Yates Center, Kan. (MC 7336); MC C-738, 
Falcon Refining Co., Great Bend, Kan. (MC 29927); MC C-739, O. A. 
Cook, Hays, Kans. (MC 32086); MC C-744, Vern L. McCoy, Eskridge, 
Kan. (MC 75803); MC C-750, Slack & Bohn, Lexington, Neb. (MC 
24842); MC C-752, Charles Ervin Best, Wilsonville, Neb. (MC 38200); 
MC C-760, Everett L. Haynes, dba Tribune Carrier, Red Cloud, Neb. 
(MC 100807); MC C-803, W. L. Hadfield, Neola, Ia. (MC 104505); and 
Poa C-830, Puget Sound-Portland Lines, Inc., Portland, Ore. (MC 15603, 

ub. 1). 


In the following proposed reports, the respondents were 
found not to be in compliance with section 215. It was recom- 
mended that = be given 70 days in which to furnish an 
affidavit of compliance: 


MC C-552, Margaret F. Ward, New York, N. Y. (MC 79200); MC 
C-751, Farmers Oil Co., Inc., Kearney, Neb. (MC 29720); MC C-732, 
M. R. Caughey, Russell, Kan. (MC 379); and MC C-753, H. L. Dixon, 
Broken Bow, Neb. (MC 59061). 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’ type, with name of town or 
city following.) 


New Jersey (Elizabeth)—-MC 107755, Matthew Dursa and 
John E. Murphy, dba Dursa & Murphy. Denial of permit pro- 
posed. Over irregular routes, upholstered booths, from New 
York, N. Y., to Syracuse, Rochester, and Buffalo, N. Y., To- 
ledo, Cleveland, and Cincinnati, O., Pittsburgh, Pa., Chicago, 
Ill., Indianapolis, Ind., New Haven, Conn., and Boston, Mass., 
traversing R. I. and N. J. for operating convenience only, and 
empty containers used in the aforementioned operation and 
rejected shipments on return. 

Pennsylvania (Allentown)—MC 107704, Lehigh Valley 
Freight Terminal, Inc. Denial of certificate proposed. Over 
irregular routes, general commodities between Allentown, on 
the one hand, and, on the other, points in N. J. and Pa. located 
within 40 miles of Allentown, in connection with other carriers 
having prior or subsequent movement by such carriers. 

Ohio (Akron)—MC 107654, Glenn E. Trip. Permit pro- 
posed. Chlorate of potash, red phosphorous and sesquisulphide 
of phosphorous from Niagara Falls, N. Y., to Wadsworth, O.; 
dry glue from Gowanda, N. Y., to Wadsworth, O.; and matches 
from Wadsworth to Buffalo, Dunkirk, Niagara Falls and 
Jamestown, N. Y., and Erie, Oil City, Sharon, and Warren, Pa., 
over i routes. 

Georgia (Marietta) — MC 107584, Jimmie H. Ayer, dba 


TRAFFIC WORLD 


Home Transportation Co. Permit proposed. Prefabricated 
houses, or sectionalized houses, from Marietta and Roswell, 
Ga., and points within two miles of each, and Atlanta, Ga., and 
points within five miles thereof, to all points in Ala., Ténn., 
N. C., S. C., Fla., Miss., La., and Va., and on return movements 
rejected shipments of the aforementioned commodities and 
building materials and machinery used in the manufacture of 
prefabricated or sectionalized houses from all points in the 
aforementioned states to Atlanta, and points within five miles 
thereof, and to Roswell and Marietta, and points within two 
miles of each, over irregular routes. 

New York (Slaterville Springs) —MC 107493, Leslie I. 
Crispell and Harry T. Crispell, dba Crispell Brothers. Cer- 
tificate proposed. Passengers and their baggage, between 
Ithaca, N. Y., and Brooktondale, N. Y., and return, over a 
described route, serving no intermediate points. 

District of Columbia (Washington)—-MC 107412, Sub. 1, 
Lawrence R. Beamer and Lawrence R. Pratt, dba B. & B. 
Trucking Co. Denial of permit proposed. Food, food products, 
and cut flowers, from Washington to Hot Springs, Va., over a 
regular route, and empty containers in the reverse direction. 

New Jersey (Linden) —MC 106690, Sub. 1, Thomas A. 
Lovett. Denial of certificate proposed. Liquid solvents; ace- 
tates, denatured and isopropanol alcohols, and paint and lacquer 
thinners, having a flash point of 100 degrees Fahrenehit, or 
lower, from Newark, N. J., to New York, N. Y., over irregular 
routes, with no transportation for compensation on return. 

New York (Brooklyn)—MC 105950, Sub. 2, Bader Bros., 
Inc. Certificate proposed. Household goods between New York, 
N. Y., and points in Nassau county, N. Y., on the one hand, 
and, on the other, points in Mich. and Fla., over irregular 
nna through N. C., S. C., and Ga., for operating convenience 
only. 

Massachusetts (West Bridgewater)—MC 105618, Sub. 3, 
Thomas F. Kemp, dba Kemp Transportation Co. Certificate 
proposed. New furniture, from Webster and Dudley, Mass., to 
points in Me., N. H., Vt., Mass., R. L, Conn., N. J., Pa., Del., 
Md., Va., W. Va., District of Columbia, and points in N. Y. 
within 125 miles of the eastern boundary of that state; and 
return with refused, rejected, and damaged shipments of the 
same commodities to the aforementioned points of origin, over 
irregular routes. 

lowa (Story City)—-MC 102223, Sub. 4, Otis Frette. Cer- 
tificate proposed. Livestock between Story City, Ia., and points 
within 20 miles of Story City, on the one hand, and, on the 
other, South St. Paul and St. Paul, Minn., over irregular routes. 


Wyoming (Lyman)—MC 96545, Vernon J. Walker. Cer- 
tificate proposed. General commodities, with exceptions, be- 
tween Carter, Wyo., and Mountain View, Wyo., over unnum- 
bered highway, serving all intermediate points and the off- 
route points of Fort Bridger and Lyman, Wyo. 

Indiana (Oakland City)—MC 96544, Howard Stafford. 
Dismissal of application for certificate proposed. Coal from 
points in Pike and Gibson counties, Ind., to Mt. Carmel, IIL. 
and sand and gravel from Mt. Carmel to points and places in 
Pike and Gibson counties, Ind., over irregular routes. The 
joint board found that the operations sought were those of 
private carriage. The board said no one opposed granting of 
the application. 

South Dakota (Tripp)—MC 95523, Fred Lindeman. De- 
nial of application, to the extent reopened for further hearing, 
for want of prosecution, proposed. Plumbing supplies, equip- 
ment, and fixtures from Sioux City, Ia., to Parkston, S. D., and 
points within 15 miles of Parkston, over irregular routes. The 
report said the application was reopened for further hearing 
solely to determine whether public convenience and necessity 
required the considered operations but that neither the appli- 
cant nor anyone else in his behalf, appeared at the hearing. 

Minnesota (St. Paul) —-MC 76266, Sub. 44, Merchants Motor 
Freight, Inc. Certificate proposed. General commodities, with 
exceptions, serving points in the Davenport-Rock Island and 
Moline commercial zone as intermediate and off-route points 
in connection with presently authorized regular-route opera- 
tions to and from any point in the zone. 


Massachusetts (Waltham)—MC 76180, Sup. 6, Clarence 
Oliver Ashforth. Denial of permit proposed. N ew furniture, 
bedding, mattresses, and advertising materials between Somer- 
ville and Medford, Mass., on the one hand, and, on the other, 
points in Me., N. H., Vt., R. I., Conn., and that part of N. Y. 
within 50 miles of Albany, N. Y., including Albany, over 
irregular routes. 

New York (Pleasantville) —MC 74506, Sub. 2, Joseph 
Schoenfeld. Certificate proposed. Women’s wearing apparel 
from Pleasantville to Hartford, Conn., and clothes hangers on 
the return, over irregular routes. 

Kentucky (Middlesboro)—-MC 70402, Sub. 5, James R. 
Spangler. Certificate proposed, with conditions. (1) Household 
goods between specified points in Ky., Va., and Tenn., on the 
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one hand, and, on the other, points in Tenn., Va., Ky., Ind., 
O., Mich., W. Va., Ga., Ala., and Fla., through M. C. and S. C. 
for operating convenience only; and (2) hardware and mine 
supplies, from Middlesboro, Ky., to points in four Tenn. coun- 
ties and two Va. counties, all over irregular routes. 

New York (New York)—MC 66562, Sub. 762, Railway Ex- 
press Agency, Inc. Certificate proposed. General commodities 
moving in express service between Monrovia and Pasadena, 
Calif., over U. S. highway 66, serving no intermediate points, 
subject to conditions, including one that the service would be 
limited to that which was auxiliary to or supplemental of 
express service and one that shipments would be limited to 
those moving on through bills of lading and express receipts, 
covering in addition to a motor-carrier movement by the ap- 
plicant, an immediately prior or subsequent movement by rail 
or air. 

Massachusetts (Springfield) —MC 61016, Sub. 7, Peter 
Picknelly, dba Peter Pan Bus Lines. Certificate proposed. 
Passengers and their baggage, over described regular routes 
between Springfield, Mass., and Bradley Field, Windsor Locks, 
Conn., and return, serving all intermediate points with the 
restriction that the service would be limited to: transportation 
of persons whose transportation was incidental to transporta- 
tion by aircraft. 

Nebraska (Omaha)—MC 39063, Sub. 11, Union Pacific 
Stages, Inc. Certificate proposed, with conditions. Passengers 
and their baggage and newspapers, express and mail, in the 
same vehicle, between junction of U. S. highway 10, and Wash. 
highway 11, approximately 38 miles west of Spokane, Wash., 
and Bouncer, Wash., over Wash. highway 11, and return over 
the same route, serving no intermediate points. 

Ohio (Columbus)—MC 38799, Sub. 3, Edwards Transfer 
and Storage Co. Certificate proposed. Commodities requiring 
special equipment because of unusual weight or size, between 
points in O., within 60 miles of Columbus, including Columbus, 
over irregular routes. 

Minnesota (Warren)—-MC 27368, Sub. 1, R. C. Smith, dba 
Smith Truck Lines. Denial of certificate proposed. Petroleum 
products, in bulk, in tank trucks, from Grand Forks, N. D., to 
points in five Minn. counties and a described area of Roseau 
county, Minn., and rejected petroleum products on return, over 
irregular routes. 

Ohio (Columbus)—MC 13307, Sub. 2, United Moving and 
Storage, Inc. Certificate proposed. Household goods between 
points in Ind. on and north of U. S. highway 40, and points 
in O., on the one hand, and, on the other, points in Ala., Ark., 
sone Ga., La., Miss., Okla., S. C., and Tex., over irregular 
routes. 

Texas (Houston)—-MC 1124, Sub. 57, Herrin Transporta- 
tion Co. Denial of certificate proposed. General commodities, 
with exceptions, between Dallas, Tex., and Shreveport, La., 
over U. S. highway 80, serving no intermediate points. 

Tennessee (Knoxville)—-MC 97, Sub. 2, Fireproof Storage 
and Van Co., Inc. Certificate proposed. Household goods be- 
tween Knoxville and points in Tenn. within 75 miles of Knox- 
ville, on the one hand, and points in Ia., on the other, over 
irregular routes. 

Rhode Island (Providence)—-MC 107763, Harold B. Nihill, 
dba Nihill Transportation Co. Denial of certificate for want of 
prosecution proposed. General commodities, with exceptions, 
between Boston, Mass., and Providence, R. I., over U. S. high- 
ways 1 and 1A, serving all intermediate and off-route points 
within 10 miles of those routes. 

Wisconsin (Shullsburg)—MC 107840, Sub. 1, Forrest Gensler 
and Arden Gensler, dba Gensler Bros. 
Feed, fertilizer, salt, building materials, fencing wire, binder 
twine, farm machinery and parts and bale ties, from points in 
Ill. on and north of U. S. highway 6, to points in Lafayette 
county, Wis., and to Cuba City, Grant county, Wis., over irreg- 
ular routes. 

New York (Kingston) —MC 2835, Sub. 18, Adirondack 
Transit Lines, Inc. Certificate proposed. Passengers, baggage, 
express, mail and newspapers between Long Lake, N. Y., and 
Tupper Lake, N. Y., over N. Y. highway 10, serving all inter- 
mediate points. ~ 

_ Connecticut (Danbury)—-MC 107539, Walter J. Scott and 
William A. Samaha, dba Scott & Samaha. Certificate pro- 
Posed. Hats, furs, hat by-products and fur by-products, and 
materials and supplies used in the manufacture of hats, be- 
tween Danbury, Conn., and New York, N. Y., over a described 
regular route. 

Pennsylvania (Emmaus)—-MC 10408, Sub. 3, Perkiomen 
Transfer, Inc. Certificate proposed. General commodities, with 
exceptions, between Emmaus, Pa., and Philadelphia, Pa., over 
a described route for operating convenience only. 


Pennsylvaina (Uniontown)—-MC 19366, Sub. 12, Eastern 


Freight Line, Inc. Certificate proposed. Radiators, boilers and - 


Plumbers’ supplies used in connection therewith, between 
Uniontown and Monaca, Pa., on the one hand, and New Castle, 


Certificate proposed.- 


647 


Del., on the other, over irregular routes, traversing Maryland 
for operating convenience only. 

Virginia (Abingdon)—MC 31208, Sub. 1, H. T. Ratcliff. 
Certificate proposed. Trailers and semi-trailers and parts and 
accessories therefor, by truckaway method, in initial move- 
ments, from Bristol, Va., to points in Ala., Conn., Del., Fila., 
Ga., Ky., Md., Mass., Mich., N. J., N. ¥., N. C., Pa. O., R. L, 
S. C., Tenn., Va., W. Va., and D. C., over irregular routes, with 
rejected shipments on return. 

New Jersey (Atlantic City)—-MC 35402, Sub. 1, W. Potler 
& Sons Express & Storage Warehouse Co. Certificate proposed. 
Household goods, between points within 15 miles of Atlantic 
City, N. J., not including Atlantic City, on the one hand, and 
points in Conn., Del., Md., Mass., N. J., N. Y., Pa, Va., and 
D. C., located within 200 miles of Atlantic City, on the other, 
over irregular routes, operating through R. I., for convenience. 

New Hampshire (Nashua) —MC 35812, Sub. 3, D. W. 
Transportation Co. Certificate proposed. Such merchandise as 
is dealt in by wholesale and retail grocery, drug, and food 
business houses and in connection therewith, equipment, ma- 
terials, and supplies used in the conduct of such businesses, 
between Nashua, N. H., on the one hand, and points in Wind- 
ham county, Vt., and a defined area of Windsor county, Vt., 
on the other, over irregular routes, subject to condition that 
the proposed operations shall not be connected with those 
otherwise authorized to applicant so as to render a through 
service. 

Connecticut (London)—MC 44139, Sub. 10, The Savin Ex- 
press Co. Denial of certificate proposed. General commodities, 
with exceptions, between New York, N. Y., on the one hand, 
and points in a described area in N. J., on the other, over 
irregular routes. 

New York (Buffalo)—-MC 46421, Sub. 2, C. T. Villa Cart- 
ing Co., Inc. Certificate proposed. Commodities as meat, meat 
products and meat by-products, dairy products, and articles 
distributed by meat packing houses, from Buffalo, N. Y., to 
Bradford and Eldred, Pa., and to New York, N. Y., traversing 
a portion of N. J., over irregular routes, with rejected ship- 
ments on return. 

Wlinois (Virden)—-MC 52365, Sub. 16, Norman E. Hulcher, 
dba Hulcher Service Lines. Permit proposed. Malt beverages, 
in containers, from St. Louis, Mo., to Virden, Tll., over irregu- 
lar routes, with rejected shipments and empty malt beverage 
containers on return. 

Ohio (Akron)—-MC 59728, Sub. 1, Morrison Motor Freight, 
Ine. Certificate proposed. General commodities, with excep- 
tions, over an alternate route for operating convenience only, 
between Muncie and Indianapolis, Ind. d 

Rhode Island (Westerly) —MC 66210, Sub. 2, George Louis 
Quattromani. Certificate proposed. Rough and finished granite, 
slate and marble, and stone monuments and memorials, from 
Westerly, R. IL. to points in N. Y., N. J., Pa., Md., Del., O., 
Va., and D. C., granite and marble, from points in Conn. to 


.Westerly, and refused, rejected and damaged shipments of the 


aforementioned commodities in the opposite directions, over 
irregular routes, subject to elimination of duplicating authority. 

WWinois (Virden)—-MC 69981, Sub. 3, Adolph E. Hulcher. 
Certificate proposed. Washing machines, ironers and supplies 
and parts therefor, from Newton, Ia., to specified counties in 
Tll., over described regular and irregular routes. 

Massachusetts (Boston)—-MC 72349, Sub. 1, Eastern Massa- 
chusetts Street Railway Co. Certificate proposed. Passengers 
and their bagaage, between Malden and Lawrence, Mass., in the 
period April 1 to December 15 of each year, both inclusive, 
over a described regular route. 

Ilinois (Hoopeston)—MC 74275, Sub. 1, C. E. Dexter and 
Robert H. Fournier, dba Dexter and Fournier Trucking Service. 
Certificate proposed. Cannery machinery and cannery machin- 
ery parts, from Hoopeston, IIl., to points in the U. S., including 
D. C., but not including points in Ind., Ia., Ky., Mich., Mo., 
and O., and not including specified points in Tenn., over irreg- 
ular routes, and used cannery machinery, and parts therefor, 
in the reverse direction. 

Washington (Mount Vernon)—-MC 79648, Sub. 2, E. T. 
Standt, dba Brown Line Freight. Denial of certificate proposed 
for want of prosecution. Fresh, frozen, and canned fish and 
other named commodities from and to specified points in Ore. 
and Wash., over described route. 

Wisconsin (Appleton)—-MC 107217, Magdalene Nimitz, dba 
Ampco Trucking Co. Permit proposed. Malt beverages, from 
Chicago, Ill., to Fond du Lac, Wis., over irregular routes, with 
return of empty malt beverage containers. 

Mississippi (Greenville)—-MC 107405, C. Danna. Certificate 
proposed. Household goods, lard, lard substitutes, and cooking 
oils, between Greenville, Miss., and Helena, Ark., over a de- 
scribed route. 

New Jersey (Freehold) —-MC 107329, George T. Scott. De- 
nial of application for certificate proposed for want of prose- 
cution. Agricultural products and fertilizer materials, from 
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Englishtown, N. J., to New York, N. Y., and Philadelphia, Pa., 
over irregular routes, and rejected shipments on return move- 
ments. 

Pennsylvania (Johnstown) — MC 107339,-W. F. Schoen- 
berger. Denial of certificate proposed. Machinery, equipment, 
and other heavy property which, due to size or weight, requires 
the use of low bed, open platform or pole trailers, or requires 
rigging, between Johnstown, Pa., and points in Md., and Pa., 
within 50 miles thereof, excluding points in Allegheny county, 
Pa., on the one hand, and points in Md., N. J., N. Y., O., and 
W. Va., on the other, over irregular routes. 

Indiana (South Bend)—MC 107407, Sub. 4, Brodbeck Truck- 
ing Co., Inc. Denial of certificate proposed. General commod- 
ities, with exceptions, serving the Kaiser-Frazier Willow Run 
plant as an intermediate or off-route point in connection with 
regular-route operations. 

Pennsylvania (Brownstone, West Earl Township) — MC 
107512, Sub. 2. Certificate proposed. (1) Agricultural pulver- 
ized limestone, from points in Lancaster county, Pa., to points 
in Del., and Md. except incorporated communities; and (2) sand, 
from points in New Castle county, Del., and Cecil county, Md., 
to points in Lancaster county, Pa., over irregular routes. 

Pennsylvania (East Earl)—-MC 107514, Sub. 2, Daniel B. 
Reed. Certificate proposed. (1) Agricultural pulverized lime- 
stone, from points in Lancaster county, Pa., to points in Del. 
and Md., except incorporated municipalities; and (2) sand, from 
points in Cecil county, Md., to points in Lancaster county, Pa., 
over irregular routes. 

Tennessee (Chattanooga)—-MC 107609, J. T. Allison, con- 
tract carrier. Permit proposed. Such merchandise as is dealt 
in by chain, retail, and mail order department stores, under in- 
dividual contracts with those operating such stores, from Chat- 
tanooga to points in Ga., within 35 miles of Chattanooga, and 
returned, traded in, or rejected shipments on return, over ir- 
regular routes. 

Pennsylvania (Joanna, Caernarvon Township)—MC 107710, 
Leroy W. Stoltzfus common carrier. Cetrificate proposed. Agri- 
cultural pulverized limestone, from points in Lancaster county, 
Pa., to point in Del. and Md., except incorporated municipali- 
ties, over irregular routes. 

Pennsylvania (Elverson)—-MC 107711, Stephen M. Beiler, 
common carrier. Certificate proposed. Agricultural pulverized 
limestone, from points in Lancaster county, Pa., to points in Del. 
= Md. except incorporated municipalities, over irregular 
routes. 

Pennsylvania (New Holland)—-MC 107713, Anna M. and 
Elam M. Burkholder, common carrier. Certificate proposed. 
Agricultural pulverized limestone, from points in Lancaster 
county, Pa., to points in Del. and Md., except incorporated 
municipalities, over irregular routes. 

Rhode Island (Providence)—-MC 107760, Anthony Iadevaia, 
common carrier. Certificate proposed. Such cOmmodities as 
require transportation by dump trucks and can be unloaded by 
dumping, over irregular routes in an area comprising points in 
R. I., and points in Conn., and Mass., within 25 miles of R. I. 

Georgia (Atlanta)—-MC 107867, Henry Clay Allen, contract 
carrier. Permit proposed. New and used furniture, between 
Atlanta, on the one hand, and, on the other, all points in Ala., 
Fla., Tenn., N. C., and S. C., over irregular routes. 

Canada (Bow Island, Alberta)—-MC 107883, Henry G. Jen- 

» common carrier. Certificate proposed. Petroleum and pe- 
troleum products, in bulk, in tank trucks, and in containers in 
quantities of 5,000 pounds or more from points in Toole and 
Liberty counties, Mont., to Canadian-United States ports of 
entry located on the border in the named counties, over irreg- 
ular routes. 


New York (New York)—MC 107902, Kaufman Motor Lines, 
contract carrier, originally filed in name of Transportation Vet- 
erans, Inc. Denial of permit proposed. Ladies and women’s 
garments and wearing apparel, on hangers on racks or un- 
wrapped, between New York, N. Y., on the one hand, and, on 
the other, Jersey City, Newark, and Trenton, N. J. and Phila- 
delphia, Pa., over irregular routes, and rejected shipments on 
return. 

lowa (Des Moines)—-MC 23259, Sub. 15, John Ruan, dba 
Ruan Transportation Co. Permit proposed. 

Illinois (Chicago)—-MC 52657, Sub. 355, Arco Auto Car- 
riers, Inc. Denial of certificate proposed. New automobiles, 
automobile bodies, chassis, parts and accessories moving in con- 
nection with automobiles, automobile show equipment, farm and 
garden tractors and parts and accessories, and rototillers, over 
irregular routes, from Willow Run, Mich., in initial movements 
(1) by truckaway and driveaway methods to points in Wis. and 
Minn., and (2) by driveaway method to points in IIl., except 
Chicago, and rejected and damaged shipments in reverse direc- 
tion in each case. 

illinois (Chester)—-MC 619, Sub. 1, Harold B. Mueller, dba 
Mueller Truck Service. Certificate proposed, with conditions. 
Newspapers, theater films, magazines, and ice cream, in pack- 
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ages, not to exceed 100 pounds in weight, (1) between St. 
Louis, Mo., and Chester, Ill., and return over a described route, 
serving specified intermediate points, unrestricted, and Sparta, 
Til., restricted to newspapers, magazines, and ice cream, and 
(2) between Ruma and Prairie Du Rocher, Ill., over Tl. high- 
way 155, serving no intermediate points. 

Massachusetts (Palmer)—MC 1351, Sub. 5, Morris Haskell. 
Permit proposed. Folding paper boxes, knocked down, from 
Chicopea, Mass., to Pawtucket, Providence, and Woonsocket, 
R. I., over irregular routes. ; 

Ilinois (Chicago)—-MC 1501, Sub. 11, Greyhound Corpora- 
tion (Delaware). Certificate proposed. Passengers and their 
baggage and newspapers, express, and mail in the same vehicle, 
between Hamilton, Ga., and Tip Top, Ga., over Ga. nighway 
116 and unnumbered county road, via Pine Mountain Valley, 
Ga., serving the Pine Mountain Valley community as an inter- 
mediate point. 

Ilinois (Chicago)—-MC 2180, Sub. 45, Burlington Trans- 
portation Co. Certificate proposed, with conditions. Passengers 
and their baggage, and express and mail in the same vehicle, 
between Valley, Neb., and Fremont, Neb., over relocated U. S. 
highway 275, serving all intermediate points. 

Ilinois (Chicago)—-MC 3567, Sub. 6, Keeshin Motor Ex- 
press, Inc. Certificate proposed. General commodities, with 
exceptions, between junction Ind. highways 18 and 3, and junc- 
tion Ind. highways 18 and 9, at Marion, Ind., over Ind. high- 
way 18, as an alternate route for operating convenience only, 
serving no intermediate points. 

New Hampshire (Peterboro)—-MC 4239, Sub. 3, George A. 
Myhaver. Certificate proposed. Passengers and their baggage 
between Peterborough and Manchester, N. H., over a described 
regular route, and return over the same route, serving specified 
intermediate points. 

Pennsylvania (Lebanon)—MC 16651, Sub. 9, J. H. Sprecher, 
Inc. Certificate proposed. New automobiles and new trucks, in 
initial and secondary movements, by driveaway and truckaway 
methods, from Buffalo, N. Y., points in Wayne county, Mich., 
and points in Warren township, Macomb county, Mich., to 
Wilmington, Del., over irregular routes, with no transportation 
for compensation on return. 

New York (Hornell)—MC 35212, Sub. 1, John Francis Mur- 
phy and John Andrew Murphy, dba Murphy Trucking Co. Cer- 
tificate proposed, with conditions. Household goOds between 
Hornell, N. Y., and points within 50 miles thereof, on the one 
hand, and, on the other, points in 11 states and Washington, 
D. C., over irregular routes. 

Oregon (Portland)—MC 42487, Sub. 138, Consolidated 
Freightways, Inc. Certificate proposed, with conditions. Gen- 
eral commodities, with exceptions, over irregular routes between 
points within 15 miles of Spokane, Wash., including Spokane. 

lowa (Des Moines)—MC 52758, Sub. 1, Willard Rietveld, 
dba Rietveld Truck Line. Certificate proposed. Fresh fruits 
and vegetables from Chicago, Ill., and Benton Harbor, Mich., 
to Des Moines, Ia., over irregular routes, traversing Ind. for 
operating convenience only. 

Indiana (Whiting)—-MC 59310, Sub. 19, Sprout & Davis, 
Inc. Permit proposed, with conditions. Petroleum and petro- 
leum products, in bulk, in tank trucks, over irregular routes, 
from Whiting, Ind., to points in described areas of Mich. and 
Tll., and returned or rejected shipments in the reverse direction. 

Illinois (Chicago)—MC 68909, Sub. 22, Decatur Cartage 
Co. Certificate proposed. General commodities, with exceptions, 
serving Robertson, Mo., the site of Ford Motor Co. plant near 
Robertson, the site of Lambert Airfield, and Ferguson, Mo., 
as off-route points in connection with applicant’s presently 
authorized regular-route operations to and from St. Louis, Mo. 


New Jersey (East Orange)—-MC 93903, Sub. 1, Anderson’s 
Trucking Corporation. Permit proposed. Concrete pipe and fit- 
tings, forms, and moulds, from Wharton, N. J., to points in 
N. Y., N. J., Conn., R. I., Mass., Pa., Del., and Md., within 300 
miles of Wharton, and rejected shipments of these commodities, 
and equipment used in the manufacture of concrtee pipe, on 
return, over irregular routes. 


Pennsylvania (East Earl)—-MC 107513, Sub. 2, George M. 
Reed, common carrier. Certificate proposed. (1) Agricultural 
pulverized limestone, from points in Lancaster county, Pa., to 
points in Del. and Md. except incorporated municipalities; (2) 
sand, from points in New Castle county, Del., and Cecil county, 
Md., to points in Lancaster county, Pa., over irregular routes. 

Washington (Bremerton)—MC 107603, Sub. 1, Howard L. 
Ranniger, dba Bledsor Transfer Storage Co. Certificate pro- 
posed. Household goods, (1) between points in Kitsap county 
and a portion of Mason county, Wash., and (2) between points 
in the territory in (1) on the one hand, and, on the other, points 
in King and Pierce counties, Wash., over irregular routes. 

Alabama (Stevenson)—-MC 107766, Otis Arnold, dba Ala- 
bama-Tennessee Bus Line. Denial of certificate proposed, for 
want of prosecution. Passengers and their baggage, between 
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Stevenson and Winchester, Tenn., over a described route and 
return, serving all intermediate points. 

lowa (Des Moines)—-MC 107777, Lewis Albough, contract 
carrier. Permit proposed. (1) Animal and poultry feed, from 
Des Moines to points in Ill., Minn., Mo., Neb., and S. D., and 
(2) feed ingredients and rejected shipments of animal and 
poultry feed on return, over irregular routes. 

New Jersey (Camden)—-MC 107782, M. & R. Transport 
Corporation, contract carrier. Denial of permit proposed, for 
want of prosecution. Sectionalized prefabricated houses, lum- 
ber, building materials and supplies used in the construction of 
sectionalized prefabricated houses, between Haddon Heights, 
N. J., on the one hand, and, on the other, points in Me., N. H., 
Vt., Mass., Conn., N, Y., R. IL, Pa. Md., Del., Va, W. Va., 
N. C., O., and D. C., within 500 miles of Haddon Heights, over 
irregular routes. 

Delaware (Middletown)—-MC 107899, James Wilson, ‘com- 
mon carrier. Certificate proposed. (1) Lumber and fertilizer, 
from Baltimore, Md., to points in New Castle county, Del., 
except Wilmington; and (2) radio cabinets, from Middletown 
to Camden, N. J., and Philadelphia, Pa., over irregular routes 
in each instance. 

lowa (Iowa City)—MC 92983, Sub. 10, Eldon and Gladys 
Miller, dba Eldon Miller. Certificate proposed. Live stock, be- 
tween Iowa City and points within 35 miles thereof, -on the one 
hand, and, on the other, points in Mo., Neb., and Ill.; and to 
Milwaukee and Madison, Wis., Kansas City, Kan., and Kansas 
City, Mo.; and hides, from Iowa City and points within one mile 
thereof to Milwaukee. 

INinois (Chicago)—MC 102805, Sub. 3, Fred William Crous, 
dba Crous Cartage (corrected report). Certificate proposed. 
Brick, over irregular routes, from Maynard, Ind., and points 
within one mile of Maynard, to points in Ill. within 75 miles 
of Maynard, except points in the Chicago commercial zone. 

New Jersey (Millbrook)—MC 84752, Sub. 3, Alexander M. 
Kennedy, dba Kennedy Transportation Co. Certificate proposed. 
Cotton piece goods between Wappingers Falls, N. Y., on the 
one hand, and, on the other, Wharton and Dover, N. J., over 
irregular routes. 

Kentucky (Paducah)—-MC 80533, Sub. 2, Gaither Moore, 
dba Moore Truck Lines. Denial of certificate proposed. Gen- 
eral commodities, with exceptions, over a described regular 
route between Paducah, Ky., and Memphis, Tenn., serving all 
intermediate points on U. S. highway 45 between Paducah and 
Fulton, including Fulton. 

Pennsylvania (Philadelphia)—-MC 77569, Sub. 53, E. A. 
Gallagher & Sons. Certificate proposed. Furs, fur wearing ap- 
parel and wearing apparel fur trimmed or fur lined, between 
Newark, N. J., and Philadelphia, Pa., and between Newark and 
points in the Philadelphia commercial zone, on the one hand, 
and, on the other, Richmond, Va., Baltimore, Md., and points 
in the Washington, D. C., commercial zone, over irregular 
routes. 

Connecticut (Danbury)—MC 74473, Sub. 3, Flying Eagle 
Whiteway Lines, Inc. Certificate proposed. Passengers and 
their baggage in special operations over irregular routes, be- 
tween all points on its presently authorized routes [including 
those of its affiliate Flying Eagle Whiteway Lines, Inc. set 
forth in certificates Nos. MC 74473, Sub. 1, MC 52794, and 
MC 84670 (now assigned MC 52797, Sub. 3), pursuant to MC- 
FC 19713], except that no operations are authorized (1) be- 
tween New: York, N. Y., on the one hand, and, on the other, 
Hartford, New Britain, and New Haven, Conn., and Beacon, 
Newburgh, Patterson, and Poughkeepsie, N. Y.; and (2) between 
Danbury, Conn., and White Plains, N. Y., on the one hand, and, 
on the other, Patterson and Pawling; and (3) except no round 
trip operations from Hartford or New Haven to Pawling or 
Fishkill, N. Y., and return. 


Maryland (Easton)—-MC 73587, Sub. 24, Elliott Brothers 
Trucking Co., Inc. Certificate proposed. General commodities, 
with exceptions, over irregular routes, between State Road, 
Del., on the one hand, and, on the other, points in Del. and 
Md. lying between the Chesapeake Bay and the Atlantic Ocean, 
and on and south of the north bank of the Chesapeake and 
Delaware Canal, including Chesapeake City, Md. 


Pennsylvania (Sunbury)—-MC 67646, Sub. 27, Hall’s Motor 
Transit Co. Certificate proposed. General commodities, with 
exceptions, between Erie and Williamsport, Pa., over a de- 
scribed regular route and return, serving points in Pa. within 
25 miles of Erie as intermediate or off-route points. 

Michigan (Detroit)—-MC 67152, Sub. 6, Jeffers Drive-A- 
Way, Inc. Certificate proposed. Over irregular routes, new 
automobiles, automobile bodies, automobile chassis and auto- 
mobile parts and accessories moving in connection therewith, 
in initial movements, by driveaway method, from Willow Run, 
Washtenaw county, Mich., to points in IIL, Ind., Ia., Mich., 
Minn., Neb., O., Wis., Mont., and a described Kan. area, travers- 
ing Mo., N. D., and S. D. for operating convenience only; and 
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rejected shipments of the aforementioned commodities on return 
movements to Willow Run. 

New York (Dolgeville)—MC 58755, Sub. 1, Henry N. Cartell 
and Reuben Gray, dba Henry N. Cartell. Certificate proposed. 
General commodities, with exceptions, between Utica, N. Y., 
and Dolgeville, N. Y., and return over a described route, with 
service at the intermediate points of Mohawk, Herkimer, and 
Little Falls, N. Y., restricted to traffic moving to or from 
Utica, provided that applicant, Henry N. Cartell, requests in 
writing withdrawal of registration statement in MC 58755. 
The report says Mr. Cartell has registered with the Commission 
certain N. Y. intrastate authority. It adds that since the 
registered authority is in the name of an individual and opera- 
tions are being conducted as a partnership, it appears that 
they are unlawful. However, continues the report, there do 
not appear to be any willful violations of the interstate com- 
merce act; and, under the circumstances, they should not 
operate as a bar to the grant of a certificate. 

Alabama (Brewton)—MC 55889, Sub. 6, Louis Cooper and 
T. J. Davis. Certificate proposed. Glass containers, caps, covers, 
and tops from Jackson, Miss., to Opp, Ala., shelled ‘peanuts 
from points in Ga. on and south of U. S. highway 80 to Opp, 
Ala., and asphalt tile floor covering from New Orleans, La., 
and points within 10 miles thereof, to Brewton, Ala., and points 
in = and Fla. within 150 miles of Brewton; over irregular 
routes. 

Michigan (Detroit)—-MC 55873, Sub. 14, Great American 
Transport System Incorporated. Certificate proposed. Road 
machine parts from Wayne, Mich., to Mattoon, Ill.; and road 
machine parts, road machines, and empty steel stock boxes from 
Mattoon to Wayne, (over regular routes. 

Mississippi (Jackson)—-MC 52908, Sub. 3, Perry Heavy 
Haulers. Certificate proposed. Contractors’ equipment, except 
oil-well drilling contractors’ equipment, between all points in 
Ala., Ga., and Miss., over irregular routes. 

Indiana (Warsaw)—MC 33747, Sub. 3, Guy E. Hygema and 
Warren E. Hygema, dba Warsaw Trucking Co. Permit pro- 
posed. Animal and poultry feed, paint, animal and poultry tonics 
and medicines, insecticides, and advertising matter, and pre- 
miums used in the sale and distribution of the aforementioned 
— over irregular.routes, from Quincy, IIl., to points 
in Ind. 

Pennsylvania (Ephrata)—-MC 21547, Sub. 3, Edwin G. Erb. 
Certificate proposed. Agricultural pulverized limestone from 
points in Lancaster county, Pa., to points in Del. and Md., 
except incorporated municipalities, over irregular routes. 

Michigan (Detroit)—-MC 12358, Charles Robinson, dba 
Globe Connecting Bureau. Denial of application for license to 
oe as a broker proposed. Household goods, between points 
in U. S. . 

New Jersey (Mount Holly)—MC 9124, Sub. 2, F. Ward 
Gsell, dba Gsell. Certificate proposed. General commodities, 
with exceptions, from Philadelphia, Pa., to Mount Holly, N. J. 
and points in N. J., within 20 miles of Mount Holly, and textiles 
and dye stuffs from Mount Holly to Philadelphia, over irreg- 
ular routes, subject to condition that applicant request in writ- 
ing the deletion from his present certificates of authority to 


transport lumber, plasterboard, fiberboard, and lath from Phil- 
adelphia to Mount Holly. 


Tennessee (Kingsport—MC 2630, Sub. 4, Tom Still Trans- 
fer Co., Inc. Denial of certificate proposed. Household goods 
between all points in Tenn., Ky., O., Ind., Mo., Okla., S. C., 
N. C., W. Va., Va. Md., Pa., N. Y., Mass., Ark., Conn., Del., 
Ala., Ga., Tex., N. J., La., Fla., and D. C., and fresh fruits and 
vegetables from points in Fla. to Kingsport, over irregular 
routes. 

Ohio (Columbus)—MC 2072, Sub. 1, Valley Greyhound 
Lines, Inc. Certificate proposed. Passengers, baggage, express, 
newspapers and mail between points and places in O.,: over 
regular routes. 


Tennessee (Johnson City)—-MC 52953, Sub. 5, ET & WNC 
Transportation Co. Denial of certificate proposed. General 
commodities, with exceptions, between points in S. C. on reg- 
ular routes authorized in certificate MC 52953, dated December 
18, 1943, on the one hand, and points in S. C. located within 
25 miles of said regular routes, on the other, also serving Clem- 
son and LaFrance, S. C., as off-route points, over irregular 
routes. 

New York (Ballston Spa)—-MC 107597, Edward F. George. 
Certificate proposed. Livestock, other than ordinary livestock, 
and in connection therewith, personal effects of attendants, 
supplies, and equipment, including mascots used in the care 
and/or exhibition of such animals, between points in N. Y., Me., 
N. H., Vt., Mass., Conn., R. I., N. J., O., and Pa., over irregular 
routes. 

Iinois (Danville)—MC 107606, Henry D. Johnson. De- 
nial of certificate proposed. Road gravel, washed gravel, ce- 
ment mix, sand, gravel, and sand fill, from Covington, Ky., to 
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Danville, Ill., and points and places in Ill, within 40 miles of 
Danville, with rejected shipments on return. 

ilinois (Salem)—MC 107770, Sub. 1, Porter Potter. De- 
nial of application for certificate proposed for want of prosecu- 
tion. Gasoline, kerosene, and petroleum products, over regular 
routes, from Cape Girardeau, Mo., to Chester, Anna, Metropo- 
lis, Harrisburg, Carbondale, Marion, and Benton, Ill., and from 
Salem, Ill., to Cape Girardeau, and empty containers on return. 

South Dakota (Patricia)—-MC 107844, M. G. Hatch. De- 
nial of certificate proposed. Livestock and farm produce from 
Patricia, S. D., and points and places within 10 miles thereof 
to points and places in Neb. within 100 miles of Patricia, and 
livestock, coal, and building materials in the opposite direction, 
over irregular routes. 

Ohio (Cleveland)—MC 107592, William Walsh and Mary 
Walsh, dba Walsh Auto Transportation. Certificate proposed, 
subject to request for cancelation of authority previously 
granted in MC 1631 and Sub. 2. New and used automobiles, 
trucks and chassis, by truckaway, over irregular routes, from 
Cleveland, O., to points in Wayne county, Mich., in initial and 
secondary movements, and from points in O., west of Ohio 
highway 4 to Cleveland, O., restricted to secondary movements; 
and by truckaway and driveaway, over irregular routes, in 
initial and/or secondary movements, from, to and between 
specified points in O., Md., Pa., and W. Va. 

Michigan (Grand Rapids) —MC 106603, Sub. 12, Direct 
Transit Lines, Inc. Certificate proposed. Canned goods, in 
quantities of 20,000 pounds or more, (1) from Fennville, South 
Haven, and Benton Harbor, Mich., to points in Ill., except Chi- 
cago, and to points in O., except Toledo, and (2) from Rock- 
ford, O., to Muskegon, Ludington, Traverse City, Sturgis, Kala- 
mazoo, South Haven, Benton Harbor, and Grand Rapids, Mich., 
over irregular routes, with rejected shipments of the aforemen- 
tioned commodities, on return to the respective origins. 

Pennsylvania (Lancaster)—-MC 107460, Sub. 1, William Z. 
Getz. Permit proposed. Balers and farm machinery and parts 
thereof, over irregular routes, between New Holland, Pa., on 
the one hand, and, on the other, points in 16 states. 

Ilinois (Danville)—-MC 107502, Floyd E. Hires. Permit 
proposed. Malt beverages from Evansville, Ind., to Danville, 
Tll., over a described route, and empty malt beverage containers 
from Danville to Evansville, over the same route, serving no 
intermediate points in either direction. 

Wisconsin (Belleville)—-MC 107574, Fred W. Stuessy. De- 
nial of certificate proposed. Concentrated foods from Burling- 
ton, Wis., to points in Worth, Mitchell, Howard, Winneshiek, 
and Allamakee counties, Ia., and the northerly two tiers of 
townships in Clayton county, Ia., over irregular routes. 

Washington (Spokane)—MC 107743, Frank J. Saccomanno 
and Joseph E. Saccomanno, dba Sac & Son. Certificate pro- 
posed. Rough lumber from points in Benewah, Bonner, Bound- 
ary, Kootenai and Shoshone counties, Ida., to points in Spo- 
kane county, Wash., over irregular routes. 

iWinois (Salem)—-MC 107702, Alfred D. Cotten, dba A. D. 
“Slats” Cotten Trucking Co. Certificate proposed. Machinery, 
equipment, materials, and supplies used in, or in connection 
with, the discovery, development, production, refining, manu- 
facture, processing, storage, transmission, and distribution of 
natural gas, and petroleum and their products and by-products, 
not including the stringing and picking up of pipe in connection 
with pipe lines, between points in Ill., Ind., Ky., and Tenn., 
over irregular routes. 

illinois (Chicago)—-MC 107652, Muscatine, Davenport & 
Clinton Bus Co. Certificate proposed. Passengers and their 
baggage, and newspapers, express and mail in the same vehicle, 
(a) between Muscatine, Ia., and Clinton, Ia., and return, over 
described routes, serving all intermediate points thereon. 

New York (New Rochelle)—MC 107648, Patrick Dandry, 
dba Patrick Dandry Rigging & Hauling. Denial of certificate 
proposed. Contractor’s equipment, heavy and bulky articles, 
machinery and machine parts, and articles requiring specialized 
handling or rigging because of size or weight, between points 
in Westchester county, N. Y., on the one hand, and, on the 
other, points in N. Y., N. J., Conn., and Pa., over irregular 
routes. 


New York (Millbrook)—-MC 107623, Iver O. Mason and 
Ernest W. Van Leuven, dba Mason and Van Leuven. Certificate 
proposed. Coal from Tamaqua, Pa., and points within 35 miles 
of Tamaqua, to the village of Millbrook, N. Y., and points 
within 10 miles of Millbrook, over irregular routes, traversing 
N. J. for operating convenience only. 

Michigan (Fremont)—MC 107323, Sub. 3, Russell Gilliland 
and Maurice Gilliland, dba Gilliland Transfer Co. Denial of 
certificate proposed. Fruit, from Muskegon, Mich., to Effing- 
ham and Kankakee, Ill., operating through Ind.; and rejected 
shipments on return. 

IMinois (Chicago)—-MC 106297, Sub. 11, Mid-States Trailer 
Transport. Denial of certificate proposed. House trailers, in- 
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cluding special-purpose house trailers, (1) in initial movemenis, 
by towaway and/or truckaway service from Los Angeles and 
Pasadena, Calif., to all U. S. points except points in Ariz, 
Calif., Ida., Nev., Ore., Utah, and Wash., and (2) in secondary 
movements, by towaway and/or truckaway service between 
Los Angeles and Pasadena and all U. S. points except points 
in the aforementioned seven states, over irregular routes. 

North Carolina (High Point)—MC 104349, Sub. 1, J. M. 
Chafin, dba Chafin Transfer. Certificate proposed. Uncrated 
new furniture, from High Point and Thomasville, N. C., to 
points in Tenn., Ky., Md., N. Y., N. J., O., Ala., Fla., Ill., Ind, 
Pa., and Washington, D. C. over irregular routes traversing 
Ga., S. C., Va., W. Va., and Del., for operating convenience 
only, and rejected shipments of the aforementioned commodi- 
ties in the reverse direction. 

British Columbia, Canada (Nelson)—-MC 100931, Sub. 2, 
Katherine Williams, dba Williams Transfer. Denial of cer- 
tificate proposed. Household goods through the ports of entry 
of Metaline and Northport, Wash., between points in Wash., 
Ida., and a described area of Mont., on the one hand, and, on 
the other, the U. S.-Canada boundary. 

Indiana (Elkhart)—-MC 95996, Sub. 1, Trevor Edward Few, 
dba Elkhart Driveaway Service. Certificate proposed. Auto- 
mobiles and trucks, in initial movements, by driveaway method, 
over irregular routes, from Willow Run, Mich., to Elkhart and 
North Manchester, Ind., with rejected shipments on return 


- movements to Willow Run. 


Nebraska (Omaha)—MC 52361, Sub. 3, Frank H. Prucka. 
Certificate proposed. General commodities, with exceptions, 
serving points in the Chicago commercial zone as intermediate 
and off-route points in connection with its presently authorized 
regular-route operation between Chicago and Omaha, Neb. 

Illinois (Mattoon)—MC 46809, Sub. 1, Ivy Bell Nelms. 
Denial of certificate proposed. Beer in containers from St. 
Louis, Mo., Evansville and LaFayette, Ind., and Milwaukee, 
Wis., to Mattoon, Ill., and empty beé€r containers on return; 
and straw, baled, from points in five Ill. counties, to Terre 
Haute, Ind., over irregular routes. 

Washington (Pomeroy)—MC 34682, Sub. 2, Eugene Snod- 
erly. Certificate proposed. Livestock between points in six 
Ida. counties, on the one hand, and, on the other, points in 
Spokane county, Wash., over irregular routes. 

Washington (Aberdeen)—MC 25643, Sub. 5, W. E. Everts. 
Certificate proposed. (1) Liquid glue in bulk, in tank trucks, 
from Springfield, Ore., to points in Del Norte and Humboldt 
counties, Calif., (2) formaldehyde, in bulk, in tank trucks, from 
Springfield, Ore., to points in Pierce, Grays Harbor, and King 
counties, Wash., except Seattle, Wash., and (3) rejected ship- 
ments of the aforementioned commodities on return to their 
respective origins, over irregular routes. 

INlinois (Quincy)—MC 24223, Sub. 5. Eugene Kirkpatrick, 
Sr. Permit proposed. Mineral, animal, and poultry feeds, dry 
earth paint, insecticides, animal and poultry tonics and medi- 
cines, advertising matter, and premiums, used in connection 
with the advertising of such products, over irregular routes 
from Quincy, Ill., to points in that part of Ia. on and east 
of U. S. highway 71, traversing Mo. for operating convenience 
only, and rejected and damaged shipments on return. 

New Hampshire (Rochester)—-MC 7953, Sub. 2, Dallas J. 
Peterson. Certificate proposed. Box shooks from Rollinsford, 
N. H., to Gloucester, Mass., and rejected shipments on return, 
over irregular routes. 

New Hampshire (Derry)—MC 7766, Sub. 2, Leon A. Wells, 
dba Wells’ Motor Transportation. Certificate proposed. House- 
hold goods between points in three N. H. counties, on the 
paws hand, and, on the other, points in Me., over irregular 
routes. 


Missouri (Memphis)—-MC 192, Sub. 1, Paul Drummond. 
Certificate proposed. General commodities, with exceptions, (1) 
between Memphis, Mo., and Lancaster, Mo., over Mo. highway 4, 
serving the intermediate point of Downing, Mo., and (2) serving 
Gorin and Granger, Mo., as off-route points in connéction with 
presently authorized regular-route operation between Quincy, 
Iil., and Memphis, Mo. 

Pennsylvania (West Chester)—MC 36578, Sub. 12, Lewis 
S. Hickman, Jr. Denial of certificate proposed. Passengers and 
their baggage in the same vehicle, in charter operations, be- 
tween points in Deleware and Chester counties, Pa., on the 
one hand, and, on the other, points in N. Y., Conn., Mass., Vt. 
N. H., Va., W. Va., N. C., S. C., Ga. Ky., Tenn., Ala., Miss., 
and La., over irregular routes, traversing N. J., Del., Md., and 
Washington, D. C., for operating convenience only. 

Pennsylvania (Coatesville)—-MC 39140, Sub. 162, A. Duie 
Pyle, embracing also Same, Sub. 163. Certificate proposed. In 
Sub. 162, general commodities, with exceptions, in less-than- 
truckload lots, between Coatesville, Pa., and points in Pa. 
with 10 miles of Coatesville, on the one hand, and, on the 
other, points in Del., Md., N. J., N. Y., and Washington, D. C., 
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over irregular routes, with provision for any duplicating author- 
ity not granting more than one operating right. In Sub. 163, 
general commodities, with exceptions, between West Chester, 
Pa., and Coatesville, Pa., and return over described regular 
routes, serving all intermediate and off-route points within a 
radius of 10 miles of Coatesville. 


Ex Parte 162 Grain Rate 


Increases Protested 


The Merchants’ Exchange of St. Louis, Mo., has asked the 
Commission to suspend Milwaukee, Illinois Central and North 
Western tariff supplements, effective March 1, establishing in- 
creased rates on grain following the decision in Ex Parte 162. 
The Exchange said the schedules were not in compliance with 
the Commission’s order in that proceeding. : 

It said the methods employed by the three carriers neces- 
sitating the request for suspension “are essentially the same,” 
and based its protest on the following: 


(1) Relationships are disturbed by the increased rates. 

(2) Rates are increased more than 15 per cent. 

(3) Instances where June 30, 1946, rate to St. Louis, Mo., and Chi- 
cago, Ill., were the same, carriers propose to increase Chicago, IIl., 
rates 15 per cent, St. Louis, Mo., rate 15 per cent plus % cent. 

(4) St. Louis, Mo., rates increased additional % cent to preserve 
relationship. This was not done to Chicago, Ill., rates causing relation- 
ship to be disturbed. 

(5) The similarity between this protest and subject matter of I. and 
S. 5433 and I. and S. 5442 be noted. 
































The Exchange offered by way of substitution that Chicago 
and St. Louis markets be given equal treatment so as to pre- 
serve the rate relationship in existence June 30, 1946, “thereby 
carrying out the order of the Commission.” 

The protest was directed to: Supplement 37 to Milwaukee 
I. C. C. B-7395, and supplement 37 to G. F. D. 17000-E; supple- 
ment 58 to Illinois Central I. C. C. A-11147, and supplement 58 
to freight tariff 601-0; and supplement 25 to North Western 
I. C. C. 11077 and supplement 25 to C. & N. W. G. F. D. 
17040-D. ; 















Oklahoma Commission Protest 


As indicated in the protest of the Department of Agricul- 
ture (see Traffic World, Feb. 22), the Corporation Commission 
of Oklahoma has asked suspension of tariffs and supplements 
issued under special permission No. 32233 which, it said, “‘in- 
volve rates on grain and grain products from origins in the 
southwest and/or to destinations in the south or southwest, 
whether that involvement be in the form of proportionals be- 
tween the western markets and Mississippi River or Ohio River 
crossings, or whether it be in the form of direct rates within 
the central area of Western Trunk Line Territory, or within 
the area of Southwestern Territory to the Mississippi River 
and Ohio River crossings, for destinations in the southwest and 
the south.” 


Its ground of protest was similar to that of the Depart- 
ment of Agriculture. It contended the carriers would select 
the highest proportional rate applicable within any adjustment 
or equalization group, increase that proportional rate by the 
full 15 per cent authorized, and that “thereafter other propor- 
tional rates: deemed as forming a part of the equalization 
scheme or direct rates from the interior to similar destinations 
will be increased a sufficient amount to restore the exact rate 
relationship that existed between the particular proportional 
rate and the other claimed related rates prior to the increase.” 

Saying the carriers had argued, in asking special permis- 
sion, that grain loadings were unusually high for January and 
February, and that they were “only 3 per cent higher,” Janu- 
ary 1 to February 1, inclusive, the Oklahoma commission said 
‘it is evident that the carriers misled the Commission as to 
grain loadings in securing the special permission to publish 
these tariffs on short notice for the purpose of depriving the 
shipping public of an opportunity to file proper protests.” It 
continued: : 























































































































































































































This basis for their speed is emphasized when it is realized that 
the carriers are filing these increases in such a way that no shipper 
can tell from tariffs on file on the 15th day of February, 1947, what 
through rates will finally be in effect in purported compliance with 
the admonition as to relationships and equalization, because only a 
portion of the Western Trunk Line factors have as yet been filed. 





















After reviewing the situation that, it said, would result 
under the plan of the railroads, the Oklahoma commission said 
that “by this alleged equalization Oklahoma grain will pay a 
20 per cent increase, Kansas City to St. Louis.” As to the Enid 
to Memphis flat rate, the commission said the carriers proposed 
to increase it to 39% cents, and the Enid to Memphis, propor- 
tional, to 36% cents, adding that “in other words, equalization 
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is to cost the Oklahoma producers, handlers and processors an 
excess over 15 per cent by one-half cent on the flat rate, and 
2 cents on the proportion rate to Memphis.” 

The only reason possible to be urged, it said, was that 
Oklahoma to Memphis traffic must be related to traffic from 
points in Kansas and other northern states, and that Okla- 
homa had contended for many years it was deprived of the use 
of the Kansas City proportional rates by reason of the geo- 
graphical location of Kansas City and Oklahoma origin points, 
to destinations Memphis and beyond. It added that the “carriers 
defy the findings of the Interstate Commerce Commission in 
docket 17000-7A, supra, and ignore the conclusions upon which 
those findings were based, when they attempt to increase the 
Oklahoma rates to Memphis and beyond, with relation to the 
rates from Kansas and other northern states to Memphis and 
for beyond.” 

After further discussion of the Memphis situation, the 
Oklahoma commission said if no other reason than relating the 
rates to those from Kansas and other northern states could be 
assigned to the intended action of the carriers, the Commission 
should, “in fairness to its own findings, suspend all tariffs 
attempting such legerdemain increases made under the guise 
of equalization and the restoration of relationships.” 

The Oklahoma protest, comprising 24 pages and 19 exhibits, 
also discussed the inter-market adjustment, and after asking 
for an investigation said that, pending completion of the inves- 
tigation, “each and every tariff filed with the Interstate Com- 
merce Commission, which seeks to change the straight 15 per 
cent increase to an exact figure, whether for local, flat or pro- 
portional traffic, be suspended.” 


EX PARTE 162 MODIFICATIONS ASKED 


The National Association of Glue Manufacturers, Inc., has 
asked the Commission to modify its findings and order in Ex 
Parte 162, Increased Railway Rates, Fares, and Charges, 1946, 
“so as to limit the measure of increases on animal glue stock 
to 15 per cent, subject to a maximum of 3 cents per one hun- 
dred pounds, and on glue, 20 per cent, subject to a minimum 
of 12 cents per one hundred pounds.” 

The association said the tariffs that became effective Jan- 
uary 1 in purported compliance with the Commission decision 
— to provide an increase of 25 per cent on the glue stock 
and glue. 


Rails Say I. C. C. Made IIl.-Wis. 
Part of Official Territory 


The railroads, parties to Ex Parte 162, Increased Railway 
Rates, Fares, and Charges, 1946, have asked the Commission 
to deny a petition of the Minneapolis Traffic Association, the 
St. Paul Association of Commerce and the Duluth Chamber of 
Commerce for modification of the findings and order in that 
proceeding with respect to rates between points in Illinois and 
Wisconsin and points in northwest territory (see Traffic World, 
Feb. 22, p. 561). 

The railroads said Illinois and that part of Wisconsin in- 
volved lay within what had for a considerable time been recog- 
nized as Official Territory, adding that the level of rates be- 
tween points located in that area was the same as between 
points in other parts of Official Territory. Movements between 
these points in Illinois and Wisconsin on the one hand and 
other points in Official Territory on the other hand were clearly 
intraterritorial movements, said the railroads, and continued: 


By the same token, movements between these Illinois and Wis- 
consin points on the one hand and points in the territory west and 
north thereof on the other hand are to be regarded as interterritorial. 
The findings and orders herein are very definite in authorizing a 22.5 
per cent increase in such interterritorial rates. The Commission’s re- 
ports herein make clear the geographical area it intended to include 
in Official Territory. If it had intended that that area was to be either 
contracted or expanded to conform to some applicable classification or 
for any other reason it would have been easy for it so to state. Since 
it did not so state, the railroads were fully warranted in publishing 
increases in accordance with the authorization, and since the present 


petition shows no valid reason for modification of the authorization it 
should be denied. 


Minn. and Kan. Groups Protest 
Grain Rate Increase Proposals 


The Duluth (Minn.) Chamber of Commerce, St. Paul 
(Minn.) Association of Commerce, and the Minneapolis Traffic 
Association have asked the Commission to suspend supplement 
No. 59 of Agent B. T. Jones’ I. C. C. No. 3633, published to be- 
come effective March 10, asserting that if the schedule is per- 
mitted to become effective the result will be an increase in 
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the proportional rates on grain, grain products and related 
articles from Minneapolis Transfer, St. Paul and Duluth and 
‘ points taking the same rates to points in Indiana, Kentucky, 
Michigan, New York, Ohio, Pennsylvania, and West Virginia. 

The same and other schedules involving increased rates on 
the aforementioned products, published to become effective 
March 1 and 10, have been protested by the State Corporation 
Commission of Kansas. 

The Minnesota petitioners said that following publication of 
supplement No. 81, to Agent L. E. Kipp’s I. C. C. No. A-3455 
to be effective March 1, the aforementioned Jones supplement 
was issued, for the purpose of restoring a previously existing 
relationship as between the proportional rates from Minneapolis 
and Duluth and the proportional rates from Missouri River 
points. The suspension of the tariffs proposed to be effective 
gg Ee already been asked (see Traffic World, February 
22, p. 4 


Pickup and Delivery Hearing 
Ends, Others to Be Held 


The Chicago hearing by the Commission into motor car- 
rier and rail pickup and delivery service, in Nos. 29555 and 
MC-C 452 (see Traffic World, February 22), ended the after- 
noon of February 20, in the Sherman Hotel, with indications 
that one or more additional hearings in the proceedings will 
be held in the south or west. Among the cities suggested to 
Commissioner Rodgers for future hearings are Atlanta, New 
Orleans, Memphis, Dallas, Fort Worth, Akron, and San Fran- 
cisco. 

The basic position of the motor carrier industry on pickup 
and delivery service was presented by W. W. Callan, president 
of Central Freight Lines, Inc., Waco, Texas. Mr. Callan’s testi- 
mony, delivered February 19, was subsequently adopted by 
various motor carrier representatives from Des Moines, Okla- 
homa City, and Houston. 

Motor carriers should have either a system of station-to- 
station rates with no pickup and delivery service, or a system 
of rates that is all-inclusive, providing store door delivery and 
pickup, stated Mr. Callan. He said that a multiple system of 
rates would increase the over-all cost of handling freight, and 
would multiply without end the difficulties in performing a 
complete door-to-door service for the public. “It would in- 
crease our investment to provide facilities adequate to perform 
transportation service under a multiple system of rates as 
compared with our present system of rates, and would ulti- 
mately result in higher transportation costs to the public,” he 
said. 

After presenting an historical sketch of the development 
of the motor carrier industry, Mr. Callan said that there have 
been no fundamental changes in the public demand for pickup 
and delivery service, and that such demand has intensified 
rather than being reduced. ‘The demand is greater today than 
it was when we initially established pickup and delivery service 
because the shippers . . . find the expense of handling small 
shipments to be so great that they rely upon the motor car- 
riers for the performance of this service to a greater extent 
today than they did initially,” he said. “This fact is conclu- 
sively established by reason of the fact that the rail carriers 
have found it necessary to provide competitive pickup and de- 
livery service in order to meet the demands of the shipping 

ublic.” 
" Continuing, the witness said: 


The station facilities of the motor carriers are not adequate for the 
purpose of establishing a two system freight rate basis, namely one 
with pickup and delivery and one without pickup and delivery. Such a 
two system freight rate adjustment would produce a quadruplicate sys- 
tem of freight rates rather than a two system freight rate because we 
would have instances where the shipper would make delivery but the 
consignee would demand that we make delivery at destination. We 
would have instances where the shipper would require pickup but the 
consignee would demand that he be permitted to pick up the shipment. 
We would also have the instance where we picked up the shipment and 
made delivery and we would have the fourth instance where we perform 
neither the pickup or delivery. 


On Shippers’ Allowance 


Commenting upon the allowance of five cents a 100 pounds 
to shippers for picking up and delivering their own freight, 
Mr. Callan said that the amount which is delivered by the 
shipper or picked up by the consignee is negligible and does 
not materially interfere with major carrier operations. Mr. 
Callan was later questioned on this point by several shipper 
representatives, among them John Burchmore, counsel for the 
National Industrial Traffic League, James Dougherty, repre- 
senting several Michigan paper mills, and Herschel Hollopeter, 
transportation director of the Indiana State Chamber of Com- 
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merce, who asked why they should not be entiteld to an allow. 
ance for picking up and delivering freight equal to the cost of 
the service, instead of the present five cents a 100 pounds. 

Mr. Callan asserted that, “by reason of the pickup and 
delivery service in our own vehicles we are able to control the 
flow of traffic into our station. 

“If we had a multiple system of rates, many of the larger 
shipments would be delivered to our platforms by the shipper 
because he would thereby obtain the lowest rate. Under the 
present system ... we frequently save substantial parts of the 
station expense incident to the handling of a shipment because 
we can dispatch the line haul vehicle to the shipper’s place of 
business and handle it as a truckload shipment from the ship- 
per’s dock to the destination.” 

C. F. Jacson, assistant general manager, American Truck- 
ing Associations, presented a 139-page exhibit listing pickup 
and delivery provisions published by the principal motor car- 
rier tariff bureaus. 


Pennsy Position 


; The best interests of the public and Pennsylvania Railroad 
are protected by performing pickup and delivery service as now 
provided, testified J. L. Webb, of Philadelphia, manager of 
stations and motor service, Pennsylvania Railroad. Mr. Webb 
opposed the suggestion that pickup and delivery service be 
covered by a plus charge separate from the line haul rates, 
stating it “would tend to increase the expense for handling 
less-carload traffic . . . would make it advantageous for patrons 
to haul heavy freight and would increase the cost to the rail- 
road for facilities and operations . . . and would leave the 
light freight to be handled by railroad pickup and delivery 
service.” 


The Pennsylvania renders pickup and delivery service at 
every point on the railroad where it is possible to obtain a 
truckman to perform the service, said the witness. Such serv- 
ice is performed in 1,358 communities. 


Harry A. Witte, general freight agent, Baltimore, of the 
Baltimore & Ohio Railroad, testified that the B. & O. performs 
pickup and delivery service at 326 of 750 stations, and that 
the average cost is 11 cents a 100 pounds at all points served. 
The railroad uses local cartage companies, individual drayman, 
and the services of the Railway Express Agency. Mr. Witte 
asserted that pickup and delivery service should be included 
in the line haul rate. “We want both shipper and receiver 
to know what the rate is from point of pickup and point of 
delivery,” he said. 


A different railroad position was presented by J. R. Mac- 
Ananny, assistant freight traffic manager of the Boston & 
Maine Railroad, who advocated that a plus should be added 
to the line haul rate for pickup and delivery service. This 
position was supported by witnesses representing several other 
eastern roads, including the Maine Central and the New Haven 
railroads. 

Requests Railroad Data 


Just before adjournment, Warren H. Wagner, on behalf of 
five packing companies—Dubuque, Oscar Mayer, Rath, Morrell, 
and Hormel—made a formal request for railroad data in 
connection with pickup of livestock. Included in Mr. Wagner’s 
request was an answer to the question, “Has any allowance been 
paid at any station at which railroad had no trucker contract? 
Where, and what amount?” 


He also asked the rail carriers to have a Dubuque trucker 


at the next hearing, and one or two railroad contract truckers 
handling a large volume of traffic in Iowa. 

C. Barron, counsel for the western railroads, in answer 
to Mr. Wagner asserted that the investigation does not embrace 
the pickup and delivery of livestock. “Unless the Commission 
issues a specified order, on behalf of the western railroads I 
formally refuse to furnish such information,” stated Mr. 
Barron. 

The request was taken under advisement by Commissioner 
Rodgers. 


PAN-ATLANTIC SERVICE AT BALTIMORE 


Pan-American Steamship Corporation, of Mobile, Ala., has 
asked the Commission in an application in W-376, Sub. 3, for 
a revised certificate authorizing it to transport commodities 
generally, and passengers, between Baltimore, Md., on the one 
hand, and, on the other, ports and points covered by its cer- 
tificate in W-376 and sought in applications in W-376, Sub. 1 
and Sub. 2: Boston, Mass.; New York Harbor; Philadelphia, Pa.; 
Georgetown, S. C.; New Orleans, La.; Mobile, Ala.; Panama 
City, Fla.; Tampa, Fla.; Port St. Joe, Fla., and Miami, Fla. 

The applicant said shippers and receivers at Baltimore now 
had no water service to and from named Florida, Alabama, and 
Louisiana ports, and that it proposed to afford such a service 
between the ports. 
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Steel Rail Rate Reductions from 
Geneva, Utah, Under Fire 


Eastern and western steel producers protest proposed 
reductions from Geneva, Utah, to Pacific coast points. 
Utah senators, the state of Utah, and numerous com- . 
mercial and industrial interests in west support the re- 
ductions. Reconstruction Finance Corporation, with 
$105,000,000 loan outstanding on Kaiser Co. plant in 
California asks investigation to see if rates are fair to 
the Kaiser plant 














Railroad parties to Agent Haynes’ schedules proposing to 
reduce rates on manufactured iron and steel articles, carloads, 
from Geneva, Utah, and other Utah points, to San Francisco 
and Los Angeles, Calif., Portland, Ore., Seattle, Wash., and 
additional intermediate destinations in California, Oregon and 
Washington, have filed a reply to various petitions for suspen- 
sion of those schedules. Geneva Steel Co., United States Steel 
Co. subsidiary operating the plant at Geneva, and Dr. J. R. 
Mahoney, Ph.D., who served as consultant for the Surplus 
Property Board in the preparation of the report to Congress 
on the disposal of government-owned steel plants, have also 
filed statements with the Commission in support of the pro- 
posed rates, published to become effective March 1 (see Traffic 
World, Feb. 22, p. 571). 

Generally, these parties take the position that the rates are 
necessary to the development of the western part of the coun- 
try, and that the proposed rates are compensatory and that 
present rates are not to be compared with transcontinental 
railroad rates or with rates in other territories because, it is 
—— they were mere “paper” rates under which no traffic 
moved. 

Another contention made by the railroads and the Geneva 
company is that the rates will give lower prices to users of 
steel on the Pacific Coast; and they asserted that the reduced 
truck rates, which the opponents of the reduced rail rates said 
were made as an entering wedge in justification of the rail 
rates, had already resulted in lower prices to users of steel on 
the coast. A denial was also made that the truck rates were 
an entering wedge for the reduced rail rates, it being asserted 
that a substantial volume of traffic is moving by truck, and 
also that the lower truck rates were not solicited but offered 
by the truckers. 









































Position of Railroads 






In setting forth the “position of the railroads,” the reply 
said it was represented by the Reconstruction Finance Corpo- 
ration, before the sale of the Geneva plant, that the then exist- 
ing rates to Pacific Coast points would have to be reduced if 
the plant was to be operated successfully by private capital. 
It said economists and engineers of various departments of the 
federal government, the state of Utah and private industry 
were “of the view that the economic future of the Geneva 
plant was inextricably tied up with the necessity of obtaining 
substantially lower freight rates on finished products, which 
would result in a reduction in prices on the Pacific Coast. 
After referring to public hearings, the railroads continued: 

















The respondent carriers have long felt that the operation of a steel 
mill at Geneva, under private capital, would -give them an opportunity 
to participate in the westbound movement of steel to the Pacific Coast; 
that the ultimate development of such facility would provide the car- 
riers with a very large amount of tonnage, which they had not previ- 
Ously enjoyed, and would result in substantial additions to their rev- 
enues. It was also felt that with the establishment of a steel mill in 
Utah, operated by private capital, and with lower freight rates, this 
would result in a downward revision, relatively, of prices on the 
Pacific Coast; that it would stimulate industrial activity on the Pacific 
Coast; and that it would place Pacific Coast manufacturers using steel 
in their products in better position to compete with manufacturers of 
similar products in the east. With these facts in mind, the respondents 
published the rates here involved. 














The rates proposed were reasonable, .the railroads said, 
and that those rates were displaced ‘for 80,000-pound loads) 
Were not rates prescribed by the Commission, or rates that 
bore any relationship to existing rate structures. Net ton-mile 
yields via short tariff routes from Geneva at the proposed 
fates, according to the railroads, are, to Los Angeles, 12.7 
mills; to San Francisco, 9.9 mills; to Portland, 10.3 mills; and 
to Seattle, 9.8 mills. Based on average loading, they said, 
‘per-car-mile” yields were, to Los Angeles, 73 cents;. to San 
Francisco, 57.2 cents; to Portland, 59.4 cents; and to Seattle, 
36.2 cents, adding that the averages to all destinations were 
10.7 mills and 61.5 cents. These, the railroads said, were well 
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above the average revenue a ton-mile and car-mile figures on 
all freight for three of the respondents for 1944 and 1945. 


Basis of Adjustment 


The yields, they contended, were favorable in comparison 
with those on other commodities in the same general territory, 
and that the rates were no lower than necessary to meet com- 
petition, under which head they said: 


San Francisco is the key destination point on the Pacific Coast on 
which the rate adjustment is predicated. Geneva cannot hope to be 
placed on a rate parity with Fontana at Los Angeles, but, distance con- 
sidered, it should achieve parity in rates at other destinations. Using 
the rate per ton mile of 10.1 mills from Fontana to San Francisco (dis- 
tance 515 miles, rate 26 cents per cwt.) as the basis for a rate to San 
Francisco from Geneva it will be seen that respondents have published 
a rate that is properly related to the Fontana rate. This adjustment is 
basic and important, if the theory under which the proposed rates were 
arrived at is to be understood. Geneva, having thus been furnished with 
a proper rate to San Francisco, it became necessary to publish the same 
rate to Los Angeles and Portland—that relationship having been estab- 
lished many years ago and, rarely, if ever, departed from. The differ- 
ential existing in the present (40,000 pounds minimum weight) adjust- 
ment of 6 cents Seattle over Portland is maintained in the proposed 
(80,000 pound) adjustment. Relatively, the Geneva rate to San Fran- 
cisco could be lower than 48 cents, if the short multiple route distance 
of 856 miles and Fontana’s 10.1 mills per ton-mile yield were used. 
Certainly, it is no lower than it has to be to meet Fontana’s competi- 
tion at San Francisco. The rates to other destinations are properly 
related. 


The respondent railroads said there was no basis for the 
allegation that the proposed rates would break down the 
iron and steel rates throughout the country, at one point saying 
that “the allegation is so groundless as to border on the 
ridiculous, and should be cast aside.” They asserted that the 
transcontinental rate structure was controlled by rates via the 
Panama Canal, although, they said, the transcontinental rates 
had never been on a completely competitive basis with the 
water lines. The rate structure, they said, might be character- 
ized as “stand-by rates,” generally used only in instances when 
water service via the Panama Canal was not available or suit- 
able. Exhibits attached to their reply, they said, showed that 
in periods of normal water operation there was comparatively 
little all-rail movement, adding that “surely, in face of the 
fact that the water movement is approximately ten times that 
of the all-rail movement, and the water rate structure is con- 
trolling . . . it cannot be said that the transcontinental rate 
structure will be broken down by the proposed adjustment from 
Utah. The transcontinental rail rate adjustment may be said 
to be meaningless, so far as the ability of eastern producers of 
steel to reach the Pacific Coast is concerned and in such cir- 
cumstances it cannot follow that a general breakdown of these 
rates will result from the proposed adjustment from Utah.” 

While the protestants emphasized the rate adjustment from 
Geneva to Los Angeles, San Francisco, Portland and Seattle, 
said the railroads, not “one word” was in any of the petitions 
about the rate treatment from Geneva to other points in the 
destination states to which the rates from eastern shipping 
points were on the same level as to the so-called terminal 
cities, but to which Geneva must bear relatively higher charges. 
It was unfair, they said, to single out a limited number of 
destinations to which the Geneva adjustment was the lowest 
for comparison with the adjustment prevailing from all eastern 
origins, when the latter was blanketed at a single rate level 
to substantially all points in California, Oregon and Washington. 

The respondent railroads said it was the position of the 
shipper protestants who, they said, maintained that, although 
present rates on iron and steel articles from Utah to the 
Pacific Coast had not permitted continued successful operation 
of a steel plant in Utah, that situation should be continued un- 
less they, too, received the benefit of rate reductions. That 
position did not recognize that Utah was entitled to rates on 
iron and steel comparable with the structure applying on 
other moving commodities in.the same territory, said the rail- 
roads. Those shippers did not want Utah and western industry 
to reap any benefits from the location of a large steel plant 
in Utah at their expense and offered the “groundless contention” 
that all rates on iron and steel articles throughout the entire 
country were geared to those applying from Utah to the Pacific 
Coast, any change in which would be disastrous to the balance 
of the country’s rate structure, said the railroads. 

Both the railroads and the steel company noted that if 
finished steel produced at Geneva, plus transportation cost, 
could not be sold in the Pacific Coast market without absorption 
by the mill of part of the transportation charges, it was natural 
to expect Geneva to confine the sale of finished steel in other 
markets and sell in the Pacific Coast markets only unfinished 
steel, such as pig iron, billets, etc., and export steel on which 
the rates were substantially lower and no absorption was nec- 
essary. This, they said, would deprive the carriers of much 
needed revenue and contribute to a severe shortage of steel on 
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the Pacific Coast, resulting in postponement or abandonment of 
plant construction plans by other industries on the west coast. 


Geneva Steel Position 


The steel company, among other things, said the proposed 
rates should be permitted to become effective subject to review 
under complaint. It asserted that “the issue is the industrial 
and economic development of the west” and after asserting that 
the saving in freight charges would go to users of steel, and 
making comparisons of the proposed rates similar to those of the 
railroads as showing the rates not unduly low or prejudicial 
to shippers west of the Continental Divide or to transcontinental 
shippers, and observing that the Geneva plant was located 
where it was largely for military reasons, the steel company 
said Geneva products must be shipped to the Pacific Coast and 
that “the purchaser must pay the freight charges.” Competi- 
tive market prices on the coast were directly dependent on the 
freight rates from Geneva, it said, and that it was in the public 
interest to provide the lowest possible freight rates from Geneva 
to bring the Pacific Coast industrial areas as close as possible 
to parity with the industrial centers of the east and south in 
the matter of the cost of important steel supplies. Such treat- 
ment was in the interest of both the western and national 
economy, it said, and continued: 


Such treatment cannot prejudice the eastern or southern shippers, 
certainly not unduly. They have enormous markets close to home. More- 
over, when they do ship to.the Pacific Coast, they generally ship 
through the Panama Canal. Their incidental use of the transcontinental 
route should not be permitted to put Geneva, the Pacific Coast market 
and the economy of the west in a strait jacket. 


It continued by saying it might be the judgment of some 
eastern railroads that they should keep rates on steel at an 
admittedly high level to the detriment of their own steel con- 
suming industries, but that it was the judgment of the far 
western railroads publishing the proposed rates that they could 
derive greater revenue by encouraging industrial development 
in the area they served by rates on a fair and reasonable level 
that were at the same time highly remunerative. The steel com- 
pany said it should not be possible for railroads east of Geneva 
to control rates west of Geneva by means of “a fixed and rigid 
relationship between the rates within the west and the rates 
from east to west.” 

The steel company contended the proposed rates were in 
harmony with all of the criteria of the Commission in deter- 
mining freight rates; with the “rule of rate-making” of the in- 
terstate commerce act; with the general pattern of rates on 
other commodities in the same territory; yielding a profit after 
covering not only out-of-pocket costs but also fully allocated 
costs; not so low as to cast a burden on any other traffic or 
destroy competition; more than reasonable in consideration of 
the value of the commodity, value of the service, and what the 
traffic will bear; not unduly preferential or prejudicial; and 
consistent with the iron and steel rate structure of the western 
United States, representing a reasonable and proper exercise 
by the carriers of their management discretion. 


Surplus Property Board Consultant 


Dr. Mahoney repeated the statement of the steel company 
that the development of the west was in issue and said the four 
requisites for the establishment in the west of a steel industry 
with characteristics similar to the industry in older parts of 
the country as: Raw materials; appropriate type of plants lo- 
cated with reference to distribution of raw materials and mar- 
kets; an operating organization possessing skills and abilities 
necessary for efficient operation and management; and trans- 
portation facilities adequate to transport finished products at 
reasonable costs and “an announced policy of the carriers to 
publish rates that will move the traffic and pass the benefits of 
favorable raw materials and efficient plant operation on to the 
consumers. 

All four of these requirements had been met except the 
adjustment in freight rates, he said, adding that the adjustment 
had been challenged by various interests. 


R. F. C. Wants Investigation 


A. T. Hobson, secretary of the Reconstruction Finance 
Corporation, has addressed a letter to Chairman Aitchison of 
the Commission, in connection with the reduced rates from 
Geneva, Utah, in which he says that “we feel it would be de- 
sirable ‘for the Commission to make an investigation to deter- 
mine whether the freight rate structure as it affects the Fon- 
tana plant is one which affords the plant fair and equitable 
treatment.” 

His reference was to the Kaiser plant at Fontana, Calif. 
He observed that the government had a direct interest in the 
plant “since it was built during the war with funds advanced 
by the R. F. C.” He said the total amount of loans authorized 
for the plant were in excess of $123,000,000, adding that “the 


Youngstown Sheet & Tube Co., Youngstown, O. 
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present balance of the loans outstanding is in excess of $105,- 
000,000.” The success of the plant in the postwar economy, he 
continued, was, to an important degree, dependent on the 
freight rates it paid on the shipment of its products and the 
receipt of its raw materials. Referring to the Kaiser protest 
against the reduced rates from Geneva, the R. F. C. secretary 
said the investigation was felt to be desirable in view of its 
large financial interest in Kaiser Co., Inc. 









Eastern Steel Protestants 


Requests for suspension of the reduced rates from Geneva 
have been received at the Commission from Jones & Laughlin 
Steel Corporation, Pittsburgh, Pa.; Weirton Steel Co., Pitts- 
burgh; Republic Steel Corporation, Cleveland, O.; Bethlehem 
Steel Co., Bethlehem, Pa.; Inland Steel Co., Chicago, Tll.; and 












Among the reasons advanced by eastern steel producers 
for suspension of the reduced rates is the contention that Ge- 
neva has had a $4 a ton differential in its favor and, under the 
reductions, would have an even greater differential. They as- 
serted that steel was sold on a delivered price basis, Weirton 
adding that “the producer with the lowest delivered cost” set 
the pace that competitors met by absorption of freight. Hence, 
it was the contention of the eastern producers that they would 
be forced to absorb as much as $8 a ton under the reduced 
rates. 

Most of them asserted that the production of steel on the 
west coast was not sufficient to meet.the demand and would 
not be for some time in the future. There was, they said, no 
commercial or economic need for the reductions. 

Bethlehem averred that the reductions amounted to about 
31 per cent, observing that this would more than wipe out the 
increases granted in Ex Parte 162, Increased Railway Rates, 
Fares and Charges, 1946, further asserting that the reduction 
was almost double what the railroads had contended they 
needed in instituting that proceeding before the Commission. 
Bethlehem also said Geneva had the advantage of low assem- 
bling costs for raw materials and had proved its ability to 
compete in the west coast markets. It also observed that the 
Santa Fe and the Southern Pacific were not joining in the re- 
ductions. 

Generally, the steel company protestants asserted that the 
effect of the reductions was to project into the postwar period 
the section 22 rates from Geneva during the war period. Those 
shipments were for the government, they said, and were not 
competitive with commercial shipments. 

Inland Steel Co. said that “unless the rates applied on its 
iron and steel traffic from Chicago were correspondingly re- 
duced to 80 cents per 100 pounds it will not be able to continue 
shipments and will be unreasonably prejudiced by the reduced 
railroad rates now published from Geneva, in violation of sec- 
tion 3.” 


























































Colorado Fuel & Iron 








The Colorado Fuel & Iron Corporation said the proposed 
rates would subject its plant at Minnequa, Colo., and all ship- 
pers located there, to undue and unreasonable prejudice and 
disadvantage. It further alleged that rates on iron and steel 
articles were closely related to each other and the proposed 
change of rates from Utah to Pacific Coast terminals -would 
necessitate reductions in rates from Chicago to the same ter- 
minals, which, it said, “in turn will necessitate reductions in 
rates to intermediate points, which reductions will further sub- 
ject protestant to undue and unreasonable prejudice and dis- 
advantage in marketing at such intermediate points.” At- 
tached to its protest was a chart “illustrating the effect on 
intermediate rates if. the Chicago rate to Pacific Coast ter- 
minals is reduced. to maintain the long established relation 
Chicago versus Utah, resulting in a rate of 80 cents from Chi- 
cago.” A red line on the chart, extending southward roughly 
a little west of the middle of North and South Dakota, Ne- 
braska, and Kansas, and along the eastern borders of Okla- 
homa and Texas, represented, according to the protestant, the 
point at which a Chicago rate of 80 cents would be lower than 
present rates to all points west of the line. 











































































Spokane Protests 






The Spokane Merchants’ Association asked suspension of 
the reductions, asserting that the proposed rates to Portland, 
Seattle, Tacoma and Vancouver would be lower than to Spo- 
kane by $4.40 a ton. It said that, for more than 25 years there 
had existed a parity in the rates whether moving at class or 
commodity rates as between Utah on the one hand and Spokane 
and/or Portland, on the other. It said the proposed disparity 
in rates would be relatively unreasonable and unduly prefer- 
ential, adding that this might be substantiated by the Commis- 
sion’s decision in I.’and S. No. 1645, 77 I. C. C. 234, which, it 
said, “involved the same identical commodities from Midvale, 
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Utah, to Portland, Ore.; Vancouver, Seattle and Tacoma, 
Wash.” 


Steamship Association Protest 


The Intercoastal Steamship Freight Association also said 
the proposed reduction was “not the elimination of the recent 
increase but goes beyond that.” It was, said the association, 
“nothing more or less than a dissipation of their (the railroads’) 
revenues.” 


It said the proposed reductions appeared “as a direct slap 
at the Commission,” and referred to the increases granted in 
Ex Parte 162 which, it said, the railroads now sought to dis- 
sipate. Among other things, it said: 


Iron and steel normally moves on a basis of 32% per cent of first 
class. Under the class rate decision, Docket 28300, 324% per cent for 
the Geneva-Los Angeles distance would be 58 cents. This is based on 
the scale which the western carriers are contending in the courts is far 
too low. The Pacific Coast and Mountain Pacific lines have consistently 
advocated that the rates in and between Mountain-Pacific Territory and 
the Pacific Coast should be on a much higher level than the basis the 
Commission prescribed for application in zone 3 in the Southwestern 
cases. This means that the iron and steel rates from Geneva to Pacific 
Coast cities should be anywhere from 15 per cent to 25 per cent higher 
than the basis applicable in zone 3 of the southwest. 


Support for the Reductions 


Senators Eldbert D. Thomas and Arthur V. Watkins, of 
Utah, addressed telegrams to the Commission in support of 
the reductions. Senator Thomas said, in part, that “not to 
allow the wishes of the people of the west to prevail and to 
respond to those who are protesting in a favorable way would 
seem tp the people of the west complete acceptance of the old 
theory of the rate structure being used for the advantage of the 
few and for the disadvantage of the many.” Senator Watkins 
said, in part, that “fair and reasonable freight rates’? were the 
key to successful operation of the Geneva plant, adding that 
“the west has been held back too long by high prices of steel 
which are in part made up by freight rates and a pricing policy 
unfair to the west.” He said, also, that the west was almost 
unanimous in support of the published tariffs and strongly 
urged that they be maintained. He added that “the United 
Steel Corporation pledges to continue to pass on to consumers 
any savings in freight rates.” 


Western Support for Reductions 


Replies to the various requests for suspension of the tariffs 
containing the reductions were received by the Commission 
from the San Francisco Chamber of Commerce; the Steel Com- 
mittee of the Western States Council, and the State of Utah. 
Another reply, while showing sympathy for the Kaiser protest, 
was received from the Norris Stamping & Manufacturing Co., 
of Los Angeles, which said, in part, that it could not “lend 
even a sympathetic ear to the plaints of the several eastern 
and middlewestern steel producers who have up to this time 
operated under and enjoyed an ‘umbrella’ as to western steel 
rates and prices and now come before this Commission to per- 
petuate the price system under which they have profited.” At 
the same time, Norris excepted to some of the statements in the 
Kaiser protest. 

Aside from the formal complaints, as of February 26, the 
Commission had also received 178 telegrams and 26 letters in 
support of the proposed reductions. 


D’Ewart Calls Proposed Rate Fair 


_ Representative D’Ewart, of Montana, wrote the Commis- 
sion he was confident the proposed rate adjustment would be 
fair and equitable and would contribute in a large measure to 
the development of the steel and related industries in the west, 
adding that “we feel that it is highly important to the future 
of the west that the Utah steel plant be given every opportu- 
nity to grow and function as a vital part of our industry.” He 
expressed the hope the Commission would act favorably on the 
proposed reduction. 


GREYHOUND USE OF EXCESS FUNDS 


The Greyhound Corporation has petitioned the Commis- 
sion in MC F-2498, Greyhound Corporation—Issuance of Stock, 
and MC F-2499, Same—Issuance of Securities, for a supple- 
mental order authorizing the use of $1,636,337 from a special 
fund established pursuant to the commission’s order in those 
proceedings, to purchase the outstanding capital stock of the 
Washington Motor Coach Co., Inc., in accordance with approval 
of the transaction in MF F-3295, Greyhound Corporation— 


Spesecantinr scr one Motor Coach Co., Inc., decided February — 
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Railroads Ask Not Less Than 
45 Per Cent Mail-Pay Increase 


Cite increased value of service and falling ratio of mail- 
pay to postal revenues, as well as added costs of oper- 
ation since 1928, when present rates were fixed, in 
justification. Say that mail volume has increased less 
than all types of freight, thus increasing unit costs for 
handling mail. Base 45 per cent request on increase 
in all operating costs, 1947 over 1940, although they 
say their costs are more than 100 per cent over 1928 


A group of 202 railroads petitioned the Commission, Feb- 
ruary 21, to fix rates and compensation for the transportation 
of the United States mail and their performance of the service 
connected therewith, from and after that date, not less than 45 
per cent above the rates now in effect and to grant “such other 
and further relief in the premises as may be just and proper.” 

Observing that the compensation they now received was 
prescribed by the Commission July 10, 1928, in No. 9200, In Re: 
Railway Mail Pay (144 I. C. C. 675) on reopening and re-exami- 
nation, the railroads asked the Commission to reopen that pro- 
ceeding and order the increased rates. 

The rates and compensation. now received by them, the 
railroads said, were not fair and reasonable rates and compen- 
sation, but were unduly and unreasonably low and less than 
the fair and reasonable compensation as contemplated by law 
and “which petitioners are entitled to receive under section 5 
of the Railway Mail Pay Act... .” 

Since the present mail-pay rates were fixed in 1928, they 
said, the value of their service had materially increased be- 
cause of “the substantial increase in postal rates” without any 
increase in the railway mail-pay rates. This, they added, had 
resulted in a sharp decline in the ratio of railway mail-pay 
received by them to postal revenues of the Post Office Depart- 
ment. This statement was followed by a table taken from the 
annual reports of the department showing that, for the year 
ended June 30, 1925, the ratio of mail-pay to audited postal 
revenues was 16.6 per cent,.rising to 17.4 per cent in 1932, and 
dropping to 10.2 per cent in 1945. 

Meanwhile, said the railroads, they had experienced ‘ex- 
traordinary and continuing increases in the cost of transporting 
the mail and performing the service in connection therewith, 
which increased costs are not reflected in, or covered by, the 
existing rates.’ Not reflected in the existing rates, they said, 
were increases in wages and in the prices of material and sup- 
plies, and ‘‘a heavy tax imposed in recent years on petitioners’ 
payroll.” 

Their current wage rates, they continued, were 19.8 per 
cent higher than those in 1945, 50.7 per cent above 1940, and 
72.3 per cent above the 1928 rates when the present mail-pay 
rates were fixed. In 1947, at the same level of employment as 
in 1946, the railroads said they would pay out $1,678,000,000 
more than at the 1928 wage rates, to which they said would be . 
added $75,000,000 for vacations with pay. After reviewing the 
added cost of materials and supplies, the railroads said: 


An entirely new and substantial item of expense to petitioners since 
1928, when the existing mail-pay rates were fixed, is the tax imposed 
by law on petitioners’ payroll to finance social security benefits for 
railroad employes. First imposed in 1936 at a rate of 1 per cent on rail- 
road payrolls, this tax has continued to be assessed at a progressively 
increased rate, which reached 6 per cent in 1940, 6% per cent in 1945, 
and at the present time is 83% per cent. On the basis of the 1946 pay- 
roll, the cost of this tax to petitioners is $346,500,000 per year, com- 
pared with $252,000,000 at the 1945 rate, $241,500,000 at the 1940 rates, 
and nothing at all in 1928. 


By reason of these increases in expenses and taxes, they 
continued, the cost of their operations in 1946 was $746,500,000 
more than the same operations at 1945 unit costs, $1,866,000,000 
in excess of 1940 costs, and $3,188,500,000 more than at 1928 
costs. 


The railroads said their 1947 costs would exceed 1946 costs 
because of $90,000,000 added under the Crosser act, $192,000,000 
in added materials and supplies costs at the 1947 level, and 
$40,000,000 by reason of an increase of 2% cents an hour in 
wages that became effective May 22, 1946, that, figure repre- 
senting the effect for the entire year 1947. Increased by these 
additional items of expense, on the basis of the 1946 employment 
and traffic, the railroads said, at 1947 unit costs their operating 
costs would be $322,000,000 in excess of those operations at 
1946 prices, $1,608,500,000 in excess of 1945 costs, $2,188,000,000 - 
more than at 1940 costs, and $3,510,500,000 above 1928 costs. 
' ‘Thus, they said, they estimated their 1947 operating costs 
would be not less than 45 per cent in excess of such costs 
at the 1940 level, and more than 100 per cent in excess of those 
costs at the 1928 level. With freight traffic in 1947 at the 








656 


1946 level, and passenger traffic down 25 per cent, they esti- 
mated that neither their net railway operating income nor their 
net income would be any greater than in 1946, when both items, 
they said, were recognized by the Commission, in Ex Parte 
162, to be “grossly inadequate.” 


They said operating costs of transporting the mail and 
performing the service connected therewith had not been less 
than the average increase of 45 per cent over 1940, and more 
than 100 per cent over 1928 on all traffic, and continued: 


Instead, petitioners allege that the increase in the cost of trans- 
porting the mail and performing the service connected therewith ex- 
ceeds the average increase on all traffic for the reason that the volume 
of the mail traffic has increased since 1928 and 1940 relatively much less 
than the volume of other kinds of railroad traffic. The estimated in- 
crease in 1947 in freight ton-miles over 1940 is approximately 58 per 
cent, in passenger miles approximately 100 per cent, whereas the volume 
of mail traffic in 1947 will approximate only 25 per cent over 1940. It 
is well recognized that at a fixed level of rates and expenses, a greater 
proportion of gross revenues is reflected in net income as traffic in- 
creases, and a lesser proportion as traffic decreases. By reason, there- 
fore, of the materially lower percentage of increase in the volume of 
mail traffic than of the other classes of traffic, the unit operating costs 


for mail since 1940 have increased more than the average of 45 per cent 
on all traffic. 





McLean Trucking Tariff Item 
Protested by Conference 


The Southern Motor Carriers Rate Conference has asked 
the Commission to suspend item 270-B of supplement 4 to 
tariff MF-I. C. C. No. 5, of McLean Trucking Co., Inc., pub- 
lished to become effective March 4. The conference said the 
item proposed rates of 110 cents and 96 cents a hundredweight 
on cigarettes and other manufactured tobacco articles from 
Durham, Reidsville and Winston-Salem, N. C., to Atlanta, Ga., 
and of a competitive item published for its other members. 

e conference said its members other than McLean had 
directed it to meet McLean’s proposed rates, and that, solely 
because of competitive necessity, it had published those rates 
in index 7913 of supplement 21 to S. M. C. R. C. tariff 6-H, 
MF-I. C. C. 382, to become effective March 3. The conference 
asked suspension of this item. also. 


The conference said it was in receipt of advice that McLean 
was filing an application with the Commission “within the 
next several days” seeking authority to cancel the proposed 
96-cent less-truckload rate that would leave the rate of 110 
cents applying on all less-than-truckload shipments. The con- 
ference said it would file a similar special permission applica- 
tion to cancel its proposed 96-cent rate at the same time. It 
continued by saying that the proposed 110-cent rate was still 
materially lower than the rates on which the traffic was moving 
and had been moving for a long period of time. 

The present proposal, said the conference, followed an 
earlier proposal on the part of McLean to publish an 80-cent 
rate which, it said, was withdrawn in favor of the later item, 
under which, it said, McLean had obtained a portion of the 
traffic from Winston-Salem to Atlanta which “for not less than 
12 years prior to that time had been transported by other motor 
carrier members of protestant.’’ The traffic from Durham to 


greg was being transported by other motor carrier members, 
it said. 





Minneapolis Asks Bond if Switch 
Order Is Postponed 


_ The Minneapolis Traffic Association has asked the Com- 
mission to deny a petition of the defendants in No. 29245, Min- 
neapolis Traffic Association vs. Chicago & Northwestern Rail- 
way Co. et al., and embraced cases, for postponement of the 
effective date of the order pending determination of petitions 
for reconsideration, unless the defendants are required to post 
a “satisfaction” in the sum of $125,000. 

In those proceedings, the Commission, in a report written 
by: Commissioner Splawn, found unreasonable, unjustly dis- 
criminatory, and unduly prejudicial, practices of certain roads 
governing absorption of connecting line switching charges at 
Minneapolis, St. Paul, and Duluth, Minn., and Superior, Wis., 
on designated carload traffic between those points and points 
in — and western states (see Traffic World, Jan. 4, 
p. ‘ 

Saying the report and order were clear on “all fours,” the 
complainant said the “defendants seek to gain a few months 
whereby they will not be required to absorb switching charges 
and this will cause complainant’s members to bear an unlaw- 


ful charge from March 28 (the date now set for compliance - 


with the order) to the date when tariffs are made effective.” 
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This, it said, was an “old story” often resorted to by carriers 
when their petitions prevailed and the public bore the charges 
that had been condemned. 


The defendants did not offer any satisfaction in the event 
the effective date of the order was postponed, said the com- 
plainant, adding that “if their petition is granted they should 
post bonds with the Commission in the sum of $125,000, and 
an accounting order should be issued requiring refund of all 
unlawful charges paid on shipments moving on and after March 
28, 1947, until the tariffs are finally amended.” 


In explanation of its position, the Minneapolis association 
said: 


Following the report and order in Minneapolis Traffic Association 
vs. Chicago & N. W. Ry. Co., 241 I. C. C. 207, decided July 30, 1940, 
defendants were granted reconsideration resulting in a second decision 
on March 31, 1941, in Minneapolis Traffic Association vs. Chicago & 
N. W. Ry. Co., 245 I. C. C. 11. The delay in changing the absorption 
rules caused a loss of over $200,000 to grain shippers of the northwest. 
Following the second decision, two defendants appealed, resulting in 
court orders sustaining the findings and order of the Commission (see 
Northern Pacific Ry. Co. vs. United States, 41 F. Supp. 439, and North- 
ern Pacific Ry. Co., et al. vs. United States, et al., U. S, 346). During 
the time this was before the courts, shippers were protected by a 
satisfaction in the amount of $125,000, posted with the court and re- 
funds of unlawful charges were made following the final decision of 
the Supreme Court. Defendants here, encouraged by the substantial 
savings they made in securing postponement of the order in the pre- 
vious cases, seek to impose unlawful charges upon complainants’ mem- 
bers by securing a postponement of the effective date of the order. 


The Minneapolis association said it offered no objection 
to further consideration of the report and order of December 
18, 1946, under the following conditions: 

7 

That defendants be required by order to post a satisfaction, ac- 
ceptable to the Commission, in the sum of $125,000 and that the effec- 
tive date of the order be extended not to exceed ninety days from 
March 28, 1947, subject to an accounting order requiring defendants to 
refund all unlawful charges (switching charges in addition to line-haul 
rates and charges) collected on and after March 28, 1947, on carload 
traffic moving to and from Minneapolis, St. Paul, Duluth and Superior. 


I. C. C. Suspends Mid-West 
Motor Rate Increases 


By an order in I. and S. M-2723, Middlewest General In- 
creases, the Commission suspended from February 21, to and 
including September 20 the operation of certain schedules as 
published in MF-I. C. C. No. 74 of Middlewest Motor Freight 
Bureau, agent, and MF-I. C. C. No. 137 of James E. Lock- 
wood, agent, and supplements referring to these tariffs pub- 
lished by these and other agents, also supplement No. 58 to 
MF-I. C. C. No. 80 of Central States Motor Freight Bureau, 
Inc., agent. The proposals had drawn numerous protests (see 
Traffic World, Feb. 15, p. 490). Said the Commission: 


The suspended schedules proposed to increase the motor common- 
carrier rates and charges from, to and within western trunk-line terri- 
tory, also between Montana and official and southern territories, and 
between central and southwestern territories. The following is illus- 
trative: 

Between Burlington, Iowa, and Kansas City, Mo.: ‘ 


Rates in Cents per 100 Pounds 


Classes 
Ef 2 3 4 5 30 
Present— 
Under 5,000 Ibs. ......... 126 109 93 76 56 49 
Dre oee IDE... ......occce 116 99 83 66 46 39 
10,000 and over .......... 115 98 81 63 43 36 
Proposed— 
ineer 5,000 lbs. .........% 136 117 99 80 57 48 
5,000-0,000 Ths. ........... 126 107 89 70 47 38 
10,000 and over ..........131 111 93 73 49 40 


The Commission also directed that the protestants and re- 
spondent motor carriers be notified that consideration would 
be given special permission applications to publish on less than 
statutory notice for application during the pendency of this 
proceeding, rates increased to the basis proposed by the sus- 
pended schedules on shipments weighing from 5,000 to 5,999 
pounds. 


EASTERN PASSENGER FARE INCREASE 


Eastern railroads are understood to be ready to file with 
the Commission a petition for authority to increase basic and 
commutation passenger fares in the eastern region. It is un- 
derstood that the proposal is that the rate for travel in Pull- 
mans be increased from 3.3 to 3.5 cents a mile and that the 
coach fare be increased from 2.2 to 2.5 cents a mile. The in- 
creases in commutation fares would be in varying amounts. 


Railroa 
of railr 
Co. unt 
proved, 
ing an 
Suprem 
from a 
approvi 
was the 
before 

decisio1 





LD 


lers 
eS 


ent 
om- 
uld 
and 

all 
rch 


tion 


ition 
1940, 
sion 


ition 
vest. 
g in 
(see 
orth- 
ring 
ya 
l re- 


ntial 
pre- 
nem- 


‘tion 
nber 


» ac- 
effec- 
from 
ts to 
-haul 
rload 
>rior. 


1 In- 
and 
1S as 
sight 
pom 
pub- 
8 to 
reau, 
(see 


amon- 
terri- 
, and 
illus- 


. with 
c and 
is un- 
Pull- 
at the 
he in- 


March 1, 1947 


I. C. C. Examiners’ Proposed O. K. 
of Pullman Acquisition Questioned 


The Department of Justice, Otis & Co., investment banking 
house of Cleveland, O., and the C. & O. group of railroads, in 
exceptions to the proposed report of Examiners Howard Hosmer 
and O. G. Barber in No. 29592, Proposed Pooling of Railroad 
Earnings Involved in Operation of The Pullman Co. Under 
Railroad Ownership, take the position that the buying group 
of railroads, whose application to pool earnings of the Pullman 
Co. under their ownership the examiners said should be ap- 
proved, are attempting to obtain a Commission order approv- 
ing a monopoly, hoping to render moot an appeal now in the 
Supreme Court of the United States. That appeal was taken 
from a decision of the federal district court at Philadelphia 
approving sale of the Pullman Co. to the railroads, and it 
was the contention of the parties filing exceptions, in hearings 
pefore the Commission, that the Commission must await the 
decision of the Supreme Court (see Traffic World, Feb. 8, 

. 389). 

; In arguing 18 assignments of alleged error in the proposed 
report, the Department of Justice objected to the characteriza- 
tion of its motions to clarify the issues and to dismiss as 
“dilatory contentions,” the department urging the Commission 
to give careful consideration to the jurisdictional questions in- 
volved and saying it should not treat them casually as mere 
attempts to delay or defer action which the Commission ulti- 
mately should take.” 

As at the hearing in the matter, these parties contend that, 
as the railroads said the consummation of the pooling plan 
would carry with it acquisition of the capital stock of the 
Pullman Co., the application should have been filed under 
section 5(2) of the interstate commerce act, and not under 
section 5(1). They argued that the Commission might not 
approve under section 5(1) an application that might involve 
pooling where the effect was to approve an acquisition. 

The C. & O., the Nickel Plate, and the Pere Marquette, 
filed 14 exceptions to the proposed report. In a preliminary 
statement, referring to the appeal by the Department of Justice 
from the decision of the district court at Philadelphia on the 
ground that the order of the court permitted continuance of an 
unlawful monopoly under the new ownership of the railroad 
buying group, the C. & O. group said this gave the buying group 
a double problem. First, they said, it had to face the possibility 
that the contention of the department might be sustained by 
the Supreme Court, and, secondly, if the order of the district 
court was affirmed, the buying group would still be subject 
to the jurisdiction of the district court and might be embar- 
rassed in the future by injunctive orders intended to enforce 
the Sherman act. They continued: 


Counsel for the railroad buying group conceived that an order of 
this Commission could exempt this operation of the group from all 
anti-trust laws, thereby rendering nugatory any action of any court 
based on the Sherman act. If that view is correct, no court, not even 
the Supreme Court, can prevent the monopolization of the sleeping-car 
operating business by the group, nor in any manner restrict its man- 
agement and control, since the jurisdiction of the court is dependent 
upon the anti-trust laws, and the railroad buying group invokes the 
plenary authority of this Commission to exempt this proposed operation 
from all their provisions. . 


Otis & Co. adopted the exceptions of the C. & O. group and 
added one of its own, alleging the examiners erred in finding 
it might not be necessary for the Commission to pass on the 
merits of the Otis & Co. offer to purchase the Pullman Co., 
made in the district court, the examiners adding that “but if 
these are deemed to present a material issue, our opinion de- 
rived from hearing the evidence directly is that this evidence 
provides no factual support for the claimed superiority of that 
offer from the standpoint of public interest.” 


_. Otis & Co. said there was involved an “unprecedented 
interpretation of the statute (section 5)” and the basic rela- 
tionships between administrative agencies and judicial tribunals. 
Joining in the motion of the Department of Justice to dismiss, 
Otis said it should be noted that “under the circumstances of 
this case an administrative agency should not voluntarily seek 
to anticipate the functions of our highest judicial tribunal and 
enter an order the effect of which may be rendered nugatory 
by the court’s decision.” 


It referred to what it called the “basic error’ running 
through all the other errors made by the examiners—the con- 
clusion that approval of the pooling transaction carried with 
it approval of the proposed purchase of the Pullman stock. 
The conclusion of the examiners would produce this result, 
said Otis: ‘Applicants would become the owners and operators 
of the Pullman Co. as a monopoly by the simple device of 
Setting aside the antitrust laws through an approving order 
of the Commission, and all court proceedings, including the 


657 


pending appeal in the Supreme Court, would become moot— 
thus realizing the stated purpose of the applicants.” 

Otis argued that what was involved was not competition 
in the sleeping car business but competition between railroads 
for the carriage of passengers. The Department of Justice gave 
a number of pages to a similar contention, and argued that 
the element of competition, required by the definition of the 
word “pooling” was absent in the instant proceeding, as well 
as lack of an agreement on the part of the railroads to throw 
their revenue into one common fund,” also included in the 
cited dictionary definition of the word “pooling.” 

Otis & Co., in support of its own exception, said its proposal 
to purchase the capital stock of the Pullman Co. was not before 
the examiners and that it had presented no evidence. Without 
the proposal in issue, and without evidence on the plan, it said, 
the examiners “solemnly” proceeded to compare the proposal 
with that of the applicants and conclude there was no support 
for the claimed superiority of the Otis offer. 

“No one can read the record in this proceeding,” said 
Otis & Co., “particularly in the light of the pending appeal 
in the Supreme Court of the United States, without a realiza- 
tion that what is here involved is another struggle between 
the forces of monopoly and the forces of competitive enterprise. 
The forces of monopoly seek with all the resources at their 
command to retain their hold on the business of furnishing and 
servicing sleeping cars—and if they cannot hold it, and keep 
it virtually static, to destroy it. On the other hand, those who 
believe in the competitive enterprise system would revitalize 
the sleeping car business through modernization of equipment 
and expansion of service, thus evincing their faith in the future 
of public transportation by rail.” 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Texas eastern district, Tyler division, at Tyler. On Febru- 
ary 10, Jasper L. Boyd, defendant, was fined $100 following 
his entry of a plea of guilty to charges of having violated part 
II. Payment of the fine was suspended and the defendant 
placed on probation for two years conditioned on compliance 
with provisions of part II in the probationary period. The de- 
fendant was charged with holding himself out by advertise- 
ment, solicitation and otherwise as a broker for transportation 
of passengers for compensation without a Commission broker’s 
license authorizinng the defendant to engage in such business, 
and with engaging in operations as a broker without having 
filed a broker’s bond or other security approved by the Com- 
mission. The defendant had operated a so-called “travel ‘bu- 
reau” in Tyler and held himself out as a person who arranged 
for the transportation of passengers in interstate commerce by 
means of motor vehicles owned and operated by persons who 
did not possess Commission certificates authorizing them to 
perform such transportation, but the defendant had closed his 
place of business and discontinued the operation of a travel 
bureau prior to the time proceedings were instituted. 

Southern Ohio district, at Dayton. Charles E. Danbury, of 
Williamsburg, O., defendant, on February 12, was fined $2,500 
following entry of his plea of guilty to an information charging 
him with violations of part II. The defendant, a common car- 
rier, was charged with failing to have in his files doctors’ cer- 
tificates of physical examinations for his new drivers, with 
permitting drivers to remain on duty for more than 70 hours 
in a week, with permitting drivers to drive motor vehicles in 
excess of 10 hours in 24-hour periods without the required 
eight hours of rest, and with having filed with the Commission 
a monthly hours-of-service report containing false statements 
with respect to the number of hours its drivers operated motor 
vehicles and remained on duty in excess of those authorized 
by the motor-carrier safety regulations. Of the fine, $2,200 
was imposed on one count of the information charging the 
defendant with having filed such false hours-of-service report. 

Eastern Texas District, Tyler division, at Tyler. William 
S. Vestal, of Overton, Tex., was fined $2,000, February 11, fol- 
lowing entry of his plea of guilty to an information charging 
him with operating as a common carrier of property for com- 
pensation without a certificate authorizing the particular opera- 
tions described, as subsequent offenses; and as first offenses, 
with so operating without having on file and without having 
published a tariff of rates and charges; and with failing to 
require one of his drivers to keep drivers’ logs. On February 
11, 1946, in the Beaumont division of the same court, this car- 
rier was convicted for operating as a common carrier of prop- 
erty by motor vehicle without authority from the Commission. 
He was required to pay $500 of the fine, and payment of the 








remainder was suspended for a probationary period of two 
years conditioned on his compliance with provisions of the act. 

Northern Iowa district, eastern division, at Cedar Rapids. 
John M. Sweeney, of Dubuque, Ia., was fined $360, with costs, 
February 11, following his plea of guilty to an information 
charging him with transporting property as a common carrier 
for compensation without a certificate having been issued au- 
thorizing the operations described in the information; without 
having published any rate or charge applicable to such trans- 
portation; with failing to preserve a copy of a receipt or bill 
of lading; and with extending credit with respect to freight 
charges for an excessive period of time. 

Nebraska federal district, Omaha division, at Omaha. On 
February 10, the defendant, Watson Bros. Van Lines and 
Heavy Hauling Co., Omaha, was fined $500 following its plea 
of nolo contendere to an information charging it with violations 
of part II. The fine was required to be paid. The defendant 
was charged with operating as a common carrier of property 
for compensation without a Commission certificate authorizing 
the particular operations described in the information and 
without having published any rates or charges applicable to 
such transportation. 


Nebraska federal district, Omaha division, at Omaha. The 
defendant, Tyson-Long Co., of Herman, Neb., on February 10, 
was find $500 and the defendant Don E. Peterson, of Herman, 
was fined $50 following their pleas of nolo contendere to sep- 
arate informations charging them with violations of part II. 
The fines were required to be paid. Tyson-Long Co., a com- 
mon carrier of property, was charged with permitting and 
requiring drivers to remain on duty for hours a week and to 
drive and operate motor vehicle for hours a day in excess of 
the number of hours permitted by the motor-carrier safety 
regulations. Don E. Peterson, a driver in its employ, was 
charged with falsification of drivers’ logs. 


Maryland federal district, at Baltimore. Horace LaMotte 
Shipley, dba Shipley’s Transfer, of Reistertown, Md., on Febru- 
ary 7, was fined $625 following his conviction after trial before 
the court, sitting without a jury, on an information charging 
violation of part II. The fine was ordered paid. The defendant 
was charged with operating as a common carrier of property 
for compensation without a certificate authorizing the par- 
ticular operations described in the information. These violations 
were charged as subsequent offenses because of the prior con- 
viction of the defendant on similar charges in the Pennsylvania 
eastern district in 1941. At the trial the defendant contended 
that the transportation was performed, not by him, but by a 
shipper-consignee as a private carrier of property and that 
the drivers furnished by the defendant were employed by the 
shipper-consignee for the duration of each trip. The court 
found, however, that the vehicles and the drivers were actually 
under the domination and control of the defendant and that 
the lease arrangement was a subterfuge to disguise carriage 
for hire by the defendant. 


New York southern district, at New York. On February 7, 
Francis J. Helfrich, defendant, was fined a total of $525 fol- 
lowing his plea of guilty to charges of violations of the act and 
the Commission’s motor-carrier safety regulations. The de- 
fendant was charged with transporting household goods in 
interstate commerce without a certificate authorizing such inter- 
state operations and with fraudulently seeking to evade and 
defeat the regulations by issuing false and fictitious bills of 
lading and freight bills purporting to show that the transporta- 
tion was performed by an authorized motor carrier, namely, 
Return Loads Bureau, Inc. Francis J. Helfrich also was charged 
with failing to have on file certificates of physical examination 
covering new drivers. 


Mass. Court Rules Against Final 
Carrier in Misrouting Case 


The superior court of Suffolk County, Mass., in No. 396051, 
Hemingway Bros. Interstate Truck Corporation vs. Melville 
Shoe Corporation, has ruled that the defendant need not pay a 
higher rate sought on motor-carrier traffic, originating in Rolla, 
Va., routed on instructions of the consignee by Novick Trans- 
portation Co. of New York, thence by Valley Transportation 
Co., but instead transferred at New York to Hemingway Broth- 
ers, according to John T. Floyd, Jr., transportation consultant, 
Industrial Bureau, Worcester (Mass.) Chamber of Commerce. 

Mr. Floyd said the routing instruction given by the shipper 
at the instruction of the consignee involved a route over which 
the first-class rating published in the National Motor Freight 
Classification —— to Worcester in the Middle Atlantic Tar- 
iffs. However, he said, Hemingway Brothers had published an 
exceptions rating in the Middle Atlantic exceptions raising the 
rate on hosiery to three times first class. This exception, he 
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said, “under tariff construction,” applied at three times first 
class “all the way from Rolla, Va., to Worcester, Mass.” 

Under the decision in Hausman Steel Co. vs. Seaboarj 
Freight Lines, Inc., et al., 32 M. C. C. 31, said Mr. Floyd, the 
delivering carrier was compelled to present suit for collection 
for the legal tariff charges via the route of movement. He said 
the court took cognizance of the Hausman case but, notwith. 
standing it, ruled for the defendant. 

“One of the interesting questions which arises is that there 
are probably consignees who have paid thousands upon thou. 
sands of dollars under similar circumstances,” said Mr. Floyd, 
“but who have not gone to the expense of filing a suit against 
the original carrier which misrouted, in a distant origin state, 
Based on this reversal of the Hausman Steel Case, it may he 
possible for the consignees now to file overcharge claims with 
the destination carriers.” 

Hemingway Brothers, in their brief in the Massachusetts 
court, said the originating carrier, Novick, could have trans. 
ferred the shipment to other carriers, but in carrying out in- 
structions turned the shipment over to the plaintiff, and that 
it was bound to receive the shipment and could not refuse it. 
It said defendant contended for a rate of $1.46 a hundredweight; 
while it alleged the charges were due under its lawful rate of 
$4.37 a In support of its contention, Heming. 
way said: 
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The merchandise was originally picked up by Novick Transportation 
Co. at the $1.46 rate. There was no contractual relationships between 
the plaintiff and the defendant, which requires that the plaintiff bé 
bound by the $1.46 rate. The plaintiff, by law, could not refuse th 
shipment, and the defendant is therefore bound by the rate of the 
plaintiff. If the defendant has been damaged as the result of a re 
routing by Novick Transportation Co., the remedy of the defendant lies 
against the originating carrier. 









Hemingway said it had issued its own bill of lading and 
that there was no rule of law requiring that it be bound by 
the original bill of lading of a prior carrier, adding that “an 
established tariff is binding upon both parties and is the only 
contract between the two allowed by law.” It asserted it was 
a carrier’s duty to select the cheapest available rate and to use 
or designate such routes as would allow such rates. Where 
Novick chose the more expensive of various available routes, 
said Hemingway, it would have to prove to the defendant that 
other conditions made the use of Hemingway’s route more 
reasonable under the circumstances. It said it was probably 
there were many carriers concurring with Novick at New York 
but that Novick transferred the shipment to Hemingway, “and 
to no one else, and it is the approved rate of the plaintiff which 
must apply.” 

The reply brief of Melville Shoe Corporation said Heming- 
way was not required by law to accept the shipments. It said 
the bill of lading was plainly marked “via Valley Transporta- 
tion Company,” a name which, it said, in the trucking business 
plainly meant “Emmott Valley Transportation Co.,” just as 
plainly as a bill of lading issued by a railroad market “via New 
Haven Railroad” meant via the New York, New Haven & Hart- 
ford Railroad. That being so, it said the act of changing the 
route to be taken was wholly wrongful. The connecting carrier 
who participated in this wrong by receiving the goods was as 
much a wrongdoer as the initial carrier which diverted the 
goods, it said. 

As to the Hemingway claim that there was no contractual 
relationship between it and Melville, the latter contended there 
was such a relationship, “as an initial carrier which gives a bill 
of lading, in this case a through bill, acts not only for itself but 
as agent for all the carriers through whose lines the shipment 
is to pass.” As a connecting or subsidiary carrier, it said, Hem- 
ingway was bound by the freight charges entered into by the 
original carrier for carrier over the Hemingway line “because 
of the rule of agency.” 

Answering the Hemingway claim that it had issued its 
its own bill of lading and was not required by law to be bound 
by the prior carrier’s bill of lading, Melville contended there 
was such a law, determined on several occasions, that “if a 
bill of lading issued by the initial carrier and one issued by the 
connecting carrier are inconsistent, the bill of lading by the 
initial carrier controls,” citing Missouri, Kansas & Texas Rail- 
way Co. vs. Ward, 244 U. S. 393, and Kochurin vs. American 
Iraq Shipping Co., 61 N. Y. Sup. (2nd) 414). 










CONSOLIDATED CLASSIFICATION DOCKET 


Docket No. 119 of the Consolidated Classification Com- a 
mittee is being mailed to subscribers with the March 1 issue § asgert, 
of the Traffic Bulletin. It contains items which will be con § torpor 
sidered at public hearings of the committee at 101 Marietta §j facto, 
St., Atlanta, Ga., March 12 and 13; Room 315, Union Station, § jon ap 
Chicago, March 19 and 20; and 143 Liberty St., New York, 


March 25 and 26. as 
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Supreme Court Gets Briefs in 


Pullman Purchase Case 


Briefs have been filed by the appellants in the Supreme 
Court of the United States in No. 254, Otis & Co. Appellant, 
ys. United States of America, The Pullman Co., Pullman-Stand- 
ard Car Manufacturing Co., Pullman Incorporated, et al., and 
in No. 255, Chesapeake & Ohio Railway Co., New York, Chicago 
& St. Louis Railroad Co., and Pere Marquette Railroad Co., 
appellants, vs. Same, charging, among other things, that the 
federal district court at Philadelphia has in effect authorized 
continuance of a monopoly of the sleeping car business. 

The case is on appeal from the district court, that court 
having ruled that the sleeping car business and the business 
of manufacturing sleeping cars should be separated. When 
§ Pullman elected to dispose of the sleeping car business, the 
#® court authorized it to accept an offer of a group of 46 railroads, 
#® and this ruling of the court was appealed to the Supreme Court. 
Asking that the judgment of the lower court be reversed 

and the case remanded with directions “as to the criteria 
which shall guide the court below in passing upon the bids 
before it,” Otis described in detail the bid of what it called 
the “Otis-Young-Kirby” group represented by it. Describing 
its bid generally, Otis said: 





































































































In its intervening petition Otis & Co. described in detail the stag- 
nation of production and service which the Pullman monopoly had 
created in sleeping car transportation. It stated that the present fleet 
of about 6,250 heavyweight Pullman cars was in.a deteriorated condi- 
tion; that in design they were obsolete; that their weight was excessive 
causing unnecessary expense in fuel cost and roadbed repair and pre- 
venting speedy travel. It showed that if the railroads were to compete 
effectively with air and motor transportation the entire fleet must be 
replaced with modern light-weight equipment. 

To meet this need to dissipate the effects of the past monopoly, 
and through competition to restore the expansion of the business which 
had been halted for years, Otis & Co. proposed to place immediate 
orders for sleeping car equipment to replace the entire fleet in an 
amount estimated at $500,000,000. In addition it committed itself and 
the group it represented to set up a network of agencies over the 
entire United States to develop, promote and advertise recreational and 
educational travel. 


















Otis said the court below recognized that the offer of the 
“railroad combine” did not contemplate an expanding pool of 
sleeping cars, but made clear its determination to prevent the 
creation of a source of supply in competition with the new 
equipment being constructed by the larger roads. However, 
after quoting language of the court in support of its contention, 
Otis said the court failed to make effective its findings that a 
“pool of sleeping cars that can be shifted from one road to 
another as demands vary is called for by sound economic 
policy” and that “through service is a modern essential, but 
Most railroads cannot, by themselves, provide such through 
service.” 

Otis said, under the court’s decree, “even the present pool 
is to be dismembered, the lion’s share going to the Pennsyl- 
vania and New York Central railroads.” It charged the Pull- 
man Co. would be stripped of its equipment in an interim 
period, reduced to a servicing company, and sold to an inde- 
pendent company which, it said, would be independent in name 
only. Otis cited intervening petitions of the states of California, 
dq Colorado and Georgia as to the need for an expanding sleeping 

car service and referred to the recommendation of the De- 
partment of Justice to the court that the Otis & Co. bid would 
best serve the paramount public interest in future competition. 
Otis cited nineteen assignments of error relied on in its appeal, 
Rail-§ Which it said might be summarized in the statement that “the 
court erred in failing to take the necessary precautions to 
Insure the sale of the stock in the Pullman Co. in such a way 
as to accomplish the ends for which the suit was brought.” 


District Court Order 




























F Otis divided its argument into four heads, the first of 
n Com which was a “critique of the court’s opinion,” under which it 
1 issue asserted that (a) The court below, by allowing Pullman, In- 
be con- corporated, to select its own successor, delegated to the male- 
Marietta factor a power inherent in the process of equity; (b) The opin- 
reagete ‘lon approves without adequate inquiry, the sale of the stock of 





The Pullman Co. to parties shown by the record to be co- 
conspirators; (c) The control and management of the railroad 









combine is inseparably tied in with the control and manage- 
ment of the Pullman-Standard Car Manufacturing Co.; (d) At 
the end of an interim period the railroad combination propose 
to sell to an independent. Yet the court did not consider the 
obvious fact that an independent selected by the large rail- 
roads would necessarily be the captive of the combination to 
which it owed its power. 
The remaining divisions of its argument were: 


2. A decree dissolving a combination in restraint of trade is in 
effect an equity reorganization for the purpose of disposing of the 
property to the persons most capable and best qualified to re-establish 
the competitive market which has been destroyed by the former 
monopoly. Therefore, the type of business judgment which the court 
is accustomed to exercise in ordinary reorganization must be used in 
selecting the transferee of the property. 

3. The court erred in giving no weight whatever to the recommen- 
dation of the Department of Justice that the bid of Otis & Co. be ac- 
cepted. 


4. The court erred in delegating to the railroad combine the ulti- 


mate responsibility for the selection of an independent purchaser of the 
sleeping car business. 


5. The court erred in neglecting the criteria which it should have 
applied in the selection of the successful bidder. 


After setting forth those criteria, and discussing the court’s 
alleged failure to consider its offer, Otis said the court also 
failed to take judicial notice of evidence and facts which, it 
said, demonstrated the continuous non-competitive policy of 
the major railroads in the combination with respect to the 
sleeping car business, and that the control of the railroad was 
inseparably tied in with control of Pullman-Standard. 

“One explanation of the opposition of the major railroads 
to an expanding sleeping car service is found in the past his- 
tory of their opposition to improvements in passenger service,” 
said Otis & Co. 

It continued by referring to the so-called Western agree- 
ment, citing a letter from the “Western Commissioner.” Among 
other things, it alleged that “it affirmatively appears that the 
Pennsylvania and the New York Central railroads were obtain- 
ing secret advantage from the Pullman Co. through absorption 
by Pullman of various categories of train operating expenses, 
such as car cleaning, which other railroads were compelled to 
bear.” Otis also asserted that the activities of the major rail- 
roads since the decree in the case was entered showed that 
their former policy of concerted opposition toward competitive 
expansion of the sleeping car business still prevails.” 


Bids Before the Court 


In its “conclusion,” among other things, referring to the 
bids before the court, Otis & Co. said: 


The court below found fault with none of these bids. It did not 
even suggest that an expansion of the facilities for over-night travel 
was a factor in appraising the bids. In polite but unspecific language 
it commended all of them. Its decision must be reversed because it 
washed its hands of its duty to evaluate them in the light of the pur- 
pose which the anti-trust laws and this proceeding were designed to 
accomplish. 


In asking that the case be remanded with directions as to 
the criteria to guide the court below, Otis asked the Supreme 
Court to adopt those criteria which, it said, “we believe are 
essential to the dissipation of the effects of the former mo- 
nopoly and which will insure the greatest competitive expan- 
sion in the industry.” 

Shown as attorneys for Otis & Co., were Thurman Arnold 
and Arne C. Wiprud, formerly associated in the antitrust divi- 
sion of the Department of Justice. 


Cc. & O. Group Brief 


Charging that the lower court did not consider the relative 
merits of the several offers before it and so was unable to 
make a finding that the sale to the railroads was the most 
effective available way to terminate “the unlawful monopoly,” 
adding that “no such finding was made,” the C. & O. group of 
railroads said their brief dealt only with conditions provided 
by the plan of the railroad buying group for the so-called 
interim period. There was, they said, no contract enforceable 
by a member of the group to terminate the interim period on 
the intended date, but that the agreement gave any such mem- 
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ber the right to withdraw if the interim period should be ex- 
tended. They said the following questions were presented: 


1. Does the court’s order have the effect of authorizing a continu- 
ance of a monopoly of the sleeping car business by preserving the 
power of the Pullman Co. to exclude competitors? 

2. Does the court’s order assure the complete and perpetual separa- 
tion of the sleeping car manufacturing business from the business of 
furnishing and servicing sleeping cars? 

38. With four offers before it, did the court have a duty to examine 
all such offers and then determine the most effective means of ending 
the unlawful monopoly? 


The group of railroads answered the first and third ques- 
tions in the affirmative, and the second question in the negative. 
In discussing the first question, they objected that the court, 
having found why it had been impossible to anybody else to get 
into the sleeping car business, had permitted the monopolistic 
situation to be strengthened, adding “and yet by decree gives 
to each railroad the right to deal with ‘some other concern of 
its own choosing,’ without any indication as to how ‘some other 
concern’ can ‘get into the business’ against the monopolistic 
—s which the court condemned and then failed to strike 

own.” 

After asserting the plan of the railroad buying group failed 
to assure maintenance of an adequate pool of sleeping cars to 
meet seasonal and through line service requirements, especially 
of the smaller passenger-carrying roads, and that, by the end 
of the interim period, the financially strong roads would have 
achieved a dominant position in sleeping car supply and the 
weaker roads would be compelled to look to them for their 
needs, the C. & O. group said: 


The Pullman stock should be sold to a purchaser completely inde- 
pendent of the railroads and of Pullman-Standard. Such a purchaser 
would have a profit motive to maintain and develop a pool of sleeping 
cars as the Pullman Co. has done in the past. All parties agree, and 
the court found .. . that this feature of Pullman service is necessary. 


As to failure of the court to assure separation of the sleep- 
ing car and sleeping car manufacturing business, the C. & O. 
railroad asserted that resignation of Pullman directors re- 
quired did not assure that end. As an example, they said that 
“Mr. Mellon’s resignation was called for in no uncertain terms 
by the order of the court, but when he resigns from the board 
of Pullman Incorporated, there is nothing to prevent his being 
replaced by a close business associate, even by the president 
of the very bank of which Mr. Mellon is chairman of the board.” 

As to the offers before the court, the railroads quoted from 
the opinion as saying the court did not approve Pullman’s 
selection of a buyer because it had chosen the bid that brought 
it what it regarded as the most favorable terms, but because, 
“following our direction to sell, it now appears with a buyer.” 
The court’s order, said the railroads, did not accomplish the 
purpose of ending an unlawful monopoly, and set forth the 
consideration they said the court should have given those offers. 


Injunction Not Sufficient 


In their “conclusion,” the C. & O. group said: 

e Pullman Co.’s complete monopoly and power to ex- 
clude all competition in the business of furnishing and servicing 
sleeping cars will not be diminished by a change in the owner- 
ship of its capital stock as provided in the plan approved by 
the district court, nor can competition be created by its injunc- 
tion. Pullman-Standard’s complete monopoly of manufacturing 
sleeping cars can be broken by a complete and perpetual sep- 
aration of that business from the sleeping car operating busi- 
ness, but such separation must be a separation of ownership 
in fact. It cannot be assured by injunctions. Therefore the 
court’s order of January 4, 1946, should be reversed and the 
cause remanded with instructions to effectuate a separation of 
the manufacturing from the cperating business by causing one 
of the businesses to be sold, in such manner, after full inquiry, 
as to insure the complete and perpetual separation of ownership 
and control and most effectively to insure the carrying on of 
the business in the public interest. 


ELKINS ACT VIOLATION 


Secretary Bartel has announced that the Commission is 
advised that on February 12, in formations in eight counts were 
filed in the U. S. district court, Chicago, against each Joseph B. 
Fleming and Aaron Colnon, as trustees of the Chicago, Rock 
Island & Pacific Railway Co., and the American Can ‘Co. The 
information, he said, charged the Rock Island with having 
granted concessions whereby advantages were given to the ship- 
per, and charged the American Can Co. with having solicited 
and received such concessions, in violation of section 1 of the 
Elkins act. 

The announcement said the information alleged that freight 
cars for loading were furnished by the Rock Island to the 
American Can Co. on the latter’s direction, and held by the 
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carrier for the use and convenience of the shipper for periods 
of several days without charge. These practices, it was alleged, 
occurred in the period of serious freightcar shortages, and re- 
sulted in an advantage and discrimination in favor of the 
American Can Co. over other shippers. 

The cases were investigated by the Commission’s Bureau 
of Inquiry and Bureau of Service. 


Court Orders Rock Island 
Plan Put into Effect 


The United States Circuit Court of Appeals in Chicago has 
sent the reorganization plan to the Chicago, Rock Island & 
Pacific Railway back to the district court with instructions to 
enter the final confirmation order to put the plan into effect. 
By unanimous decision of Circuit Court Judges Major, Kerner 
and Minton, the circuit court reversed District Judge Michael L. 
Igoe’s ruling that the plan be remanded to the Interstate Com- 
merce Commission for further modification and also set aside 
the district court’s order of November 22, 1946, approving a 
new plan for the partial reorganization of the railroad and 
calling for simplification of the carrier’s capital structure (see 
Traffic World, November 30, p. 1444). The case was heard 
on appeals filed by the Metropolitan Life Insurance Co., the 
Central Hanover Bank & Trust Co., the National City Bank of 
New York, and several individuals representing committees of 
Rock Island security holders. 


The circuit court commented at some length on the asser- 
tion of junior creditors that the increased earnings and the 
improvement in the asset position of the Rock Island neces- 
sitated reexamination of the plan. Recalling that the road’s 
earnings were $37,037,708 in 1943, $26,415,919 in 1944, and 
$20,444,571 in 1945, the court said that “we must not lose sight 
of their backgrounds. They are war earnings and the Supreme 
Court, in R.F.C. vs. Denver & Rio Grande Western Railroad, 
has approved the Commission’s attitude in appraising them 
lightly.” ; 

The court quoted the Supreme Court decision, that 
“changes in economic conditions cannot effect the powers of the 
reorganizing agencies even though such changes may require 
a reexamination into the present fairness of the former exerise 
of these powers.” 


“To us,” stated the circuit court, “this statement means 
that changes in economic conditions cannot be used as a wedge 
to have the Commission reexamine its former valuation 
figures.” 


Quoting from the Commission’s reports of January 3, 1944, 
and May 1, 1944, on the Rock Island, the court stated: ‘To us 
these quotations . . . show the acumen of that body in the con- 
sideration of possible economic changes and they put to flight 
rod flimsy contention of the development of unforeseen con- 

itions.” 


The opinion also compared the Rock Island with the Den- 
ver & Rio Grande Western reorganization, stating that the 
Supreme Court’s decision of February 3, 1947, in the latter case 
(see Traffic World, February 8, p. 405) “does not deny or re- 
fute anything said previously.” 

“The Supreme Court, as if to silence any vestige of junior 
complaints (and this would apply to our case) says there can 
be no reexamination of a plan until it can be shown with some 
reasonable support that the senior creditors have received 
more than the face of their claims,” stated the circuit court's 
opinion. 

Approval of proposed expenditures of $199,200 for addi- 
tional equipment for the Rock Island Motor Transit Co. was 
granted trustees of the Chicago, Rock Island & Pacific Railway, 


February 20, by Federal District Judge Michael L. Igoe, Chi- 
cago. 


APEX ELECTRICAL CO. LOADING PRACTICES 


One unusual result of the current freight car shortage has 
been a recent improvement in packaging and car loading worked 
out by personnel of the Apex Electrical Manufacturing Co. which 
enables the company to load an average of over 25 per cent 
more washing machines into each car, according to W. F. Nank, 
traffic department manager. By redesigning the crates and 
changing the arrangement of the tiers of crates in the cars, the 
Apex traffic department increased the capacity of the largest 
cars from 156 to 210 machines, and of the smaller cars, from 
96 to 126 washers. “An added advantage that we didn’t antic 
pate was a 60 per cent reduction in in-transit damage to the 
washers,” said Mr. Nank. 
in a” doing eliminated the possibility of the crates shifting 
route.” 


“We eliminated the waste space and 
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House Commerce Group Arranges 
Meetings with I. C. C., O. D. T. 


Announcing that he had arranged, for his committee, a 
series of meetings ‘‘of executive character” with heads of the 
government agencies operating under legislation within the 
committee’s jurisdiction, Chairman Wolverton, of the House 
committee on interstate and foreign commerce, expressed a 
hope that by cooperative effort of those agency heads and the 
committee members a program of worthwhile legislation would 
be developed. 

The committee would confer with the members of the In- 
terstate Commerce Commission and with Director Johnson, of 
the Office of Defense Transportation and his aides on February 
97, Chairman Wolverton said. He planned similar conferences 
with members of the Federal Communications Commission, 
Federal Power Commission, and Federal Trade Commission. 

Chairman Wolverton indicated that the closed meetings 
he had planned were designed to enable members of his com- 
mittee to acquaint themselves with functions, duties, powers, 
methods of procedure and legislative recommendations of the 
agencies administering the laws that were within the commit- 
tee’s jurisdiction, and to acquaint themselves, also, with the 
men who headed these agencies. 

“It would seem to me,” he said in a letter to the head of 
each of the egencies named, “that such personal contact would 
be helpful in breaking down what at times seems to be a chasm 
between the Congress, its legislative committees and the de- 
partments, commissions and bureaus which come under the 
legislative jurisdiction of the several committees of the Con- 
gress. It would, in my opinion, promote a better understanding 
and improve cooperation between the two. I believe that such 
a practice is in conformity with the intent of section 136 of the 
legislative reorganization act of 1946. . . . I am also of the 
opinion it would be appropriate on such occasions for the com- 
mission representatives to express views with respect to any 
proposed amendments to basic law that would be helpful in 
administration of such law or the policies that have been de- 
clared therein, and, likewise, for the members of the commit- 
tee to make suggestions of a similar character, all of which 
could be informally discussed.” 


I. C. C. Supervision of Rail Track 
Safety Proposed in House Bill 


Representative Ellsworth, of Oregon, has introduced H. R. 
2098, a bill described by him as one designed to bring the in- 
spection and maintenance of railroad trackage up to a uniform 
high standard throughout the country by bringing such main- 
tenance and inspection within the jurisdiction of the Com- 
mission. 

He said that several recent “tragic railroad accidents” 
had been attributed to trackage defects. 

Most of the railroads had adequate rules and standards 
for maintenance of their roadbeds and tracks, but it was pos- 
sible that a few railroads had not given as much attention to 
the safety and general condition of their trackage and bridges 
as might be reasonably necessary, Mr. Ellsworth stated. He 
commended the performance of the railroads generally and 
said he felt-sure that passage of his bill would work no hard- 
ship on the railroad companies. 


H. R. 2098 is titled “a bill to promote the safety of em- 
ployes and travelers upon common carriers engaged in inter- 
state commerce by railroad by requiring such carriers to main- 
tain tracks, bridges, roadbed and permanent structures for the 
support of way, trackage and traffic in safe and suitable con- 
dition, and for other purposes.” 


Under its provisions, each railroad would be required, 
within three months after enactment of the bill, to file with 
the Commission its rules, standards and instructions for the 
inspection, maintenance, repair and construction of the track- 
age used by it. Such rules, etc., would be obligatory on the 
carrier. In event of failure of any carrier so to file its rules, 
etc., the Commission would prescribe them and require their 
observance. The Commission would be empowered, on its own 
motion, and on good cause shown, to revise, amend or modify 
the rules, etc., filed with it or prescribed by it, and would be 
authorized to inspect and test, from time to time, any track- 
age used by any railroad, to determine whether such trackage 
was in safe and proper condition. It would also be empowered 
to order any railroad to make repairs of trackage and to im- 
Pose reasonable restrictions with respect to speed and weight 
limits on the use of such trackage until after repairs had been 
made. Failure of a railroad to comply with provisions of the 
bill or with orders, rules, etc., issued thereunder would make 
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it liable to a penalty of $100 for each such failure and $100 
for each day of continuance of such failure. 


Senate Unit Advises Spending Part 
of Airport Funds for Safety Aids 


Unexpended funds of the Civil Aeronautics Administration 
aggregating about $45,000,000 should be used for installation 
of navigational aids and other necessary improvements to ex- 
isting airports, rather than for construction of new federal-aid 
airports, the aviation safety subcommittee of the Senate inter- 
state and foreign commerce committee recommended in an 
interim report on its investigation of air safety and the causes 
of airplane crashes, made public on February 24 after three 
weeks of hearings (see Traffic World, Feb. 15, p. 502, and 
Feb. 22). 

“There is much to be said for adequately equipping existing 
airports to serve the safety of the traveling public before 
adding to the hazards by building more airports,” said the 
subcommittee, headed by Senator Brewster, of Maine. 

After referring to the fact that $45,000,000 had been ap- 
propriated for the C. A. A. airport construction program in the 
fiscal year ending June 30, 1947, and after noting the President, 
through the Bureau of the Budget, had instructed the C. A. A. 
that only $4,000,000 of the amount appropriated should be spent 
in the current fiscal year, the committee observed that none 
of the project funds had actually been expended up to the 
present time and that no further expenditures were permitted, 
“under Presidential order.” 


Cost of Proposed Installations 


The C. A. A. program for installing the instrument land- 
ing system (I. L. S.) at 166 fields, ground control approach 
(G. C. A.) at 30 fields, high-intensity approach and runway 
lights at 166 airfields, fog dispersal equipment (FIDO) at one 
field, and tower surveillance radar at 140 fields, was estimated 
to cost $54,540,000, the committee said. 

Though it said it was fully aware of the cost involved in 
recommending expenditure of funds for those installations, the 
committee expressed the opinion that any corrective measures 
calculated to save lives must be considered with a view of 
installing the most modern and proven equipment available. It 
said that any program already planned by the C. A. A. which 
did not meet the yardstick of “the best, immediately” should be 
scrapped or, at least, reconsidered, in view of recent develop- 
ments on which little or no further research was required. 

“The members of the subcommittee,” continued the report, 
“stress the urgency of the installation of all possible naviga- 
tional aids as far as feasible before the winter of 1947-49. It 
is recommended that the Civil Aeronautics Administration plan 
this present program for completion within a period not to 
exceed 18 months. It is further recommended that the Civil 
Aeronautics Administration, together with private organizations, 
plan a 10-year program, with periodic reports to Congress, de- 
tailing navigational and airport aids necessary to assure ade- 
quate air traffic control and safe flying in the future.” 


Opposition to New Airline Taxes 


The subcommittee said it believed it was inadvisable at 
present to create a tax on airlines as part payment for their 
use of proposed navigational facilities “when such a tax may 
force one, and possibly more, into bankruptcy.” It said it was 
“keenly aware of critical financial conditions of most domestic 
and international American flag airlines.” Its discussion con- 
tinued as follows: 


It is, therefore, proposed that necessary legislation be introduced, 
authorizing the reallocation of unexpended funds appropriated for the 
fiscal year of 1947, for the Civil Aeronautic Administration’s participa- 
tion in the ‘“‘federal-aid airport program, federal airport act, Civil Aer- 
onautics Administration.”’ 

The subcommittee is cognizant of the Civil Aeronautics Administra- 
tion’s moral commitments in their ‘‘earmarked” allocations for airport 
projects. Now that the Civil Aeronautics Administration has been lim- 
ited by the President of the United States to spend not more than $4,- 
000,000 of the amount appropriated for the fiscal year 1947 for the 
federal-aid airport program, the subcommittee recommends that the 
Civil Aeronautics Administration be directed to use all unexpended fed- 
eral-aid airport funds for the installation of navigational aids and other 
necessary improvements to existing airports, which will assure safety 
in air transportation. It is estimated that the Civil Aeronautics Admin- 
istration has available approximately $45,000,000 in unexpended funds. 

The subcommittee on air safety is agreed that before funds are 
expended for construction of new airports that, first, existing airways 


and airports (major air terminals) should be provided with proven 
safety equipment. 


90 Per Cent “All Weather” Flying 


In the course of its report, the subcommittee referred to 
an Air Transport Association report to it, estimating at $38,- 








500,000 the cost of equipping 160 airfields with high-intensity 
runway and approach lights and with I. L. S. and G. C. A. 
landing systems, and 10 of those with fog dispersal equipment, 
and said it was estimated that on completion of such installa- 
tions more than 90 per cent of commercial air traffic would be 
able to operate under all weather conditions, ‘subject, however, 
to the development of proper traffic controls.” 

In discussion of aircraft accident data, the subcommittee 
said that few statistics were available on the number of non- 
scheduled operators; that the Civil Aeronautics Board ‘‘con- 
servatively estimated” the total number of such operators at in 
excess of 7,000, and that statistical information available at 
this time only made an attempt to furnish a comparison of 
scheduled and non-scheduled accident rates—‘“at best ...a 
rough estimate obtained by the Air Transport Association from 
= — Aeronautics Administration for the first nine months 
of 1946.” 

The report estimated the passenger miles flown per fatality 
in non-scheduled service as 4,000,000 and, in scheduled service, 
at 80,000,000. 

“This would indicate the scheduled airlines are 20 times 
as safe as the non-scheduled,” it commented. ‘The tentative 
characted of these figures must, however, be emphasized.” 


Scheduled Carriers’ Safety Record 


The report included the following statements concerning 
the safety record of the scheduled air carriers: 


The evidence before the subcommittee indicates that transportation 
by air on domestic American flag airlines is among the safest forms of 
travel available. 

The committee further recognizes the dramatic nature and the news 
value of airplane accidents. The psychological impact of an air crash, 
whether or not it may occur in the United States, has an adverse effect 
of critical proportion on the public acceptance of safety in air travel. 
This adverse effect is only reasonable to expect. However, the American 
public traveling by air should realize that, despite foreign crashes, a 
remarkably high safety record has been set by domestic scheduled air- 
lines operating under the authority and regulations of the Civil Aer- 
onautics Administration and the Civil Aeronautics Board... 

As a practical illustration (of the domestic scheduled air carriers’ 
safety record of 1.2 passenger fatalities per 100 million passenger-miles 
in 1946), one might conceive the performance of scheduled airlines in 
domestic service during the past year by visualizing the entire popula- 
tion of New York City, plus Yonkers, Newark, and Jersey City, pouring 
into an air terminal for transportation to Chicago; in this mass trans- 
fer there were 73 passenger fatalities. Or to put it another way: the 
scheduled airlines flew their airplanes 3,200 times around the world for 
each fatal accident, 


Use of New Safety Devices 


While commending the domestic scheduled airline operators 
for their “outstanding safety record in mass air transportation,” 
the subcommittee said it was now extending its recommenda- 
tions to include mechanical and electronic devices as safety 
factors. 

The report contained discussion of advice it received that 
airfield approach systems (I. L. S. and G. C. A.) were “most 
sorely needed to guide pilots under low ceilings, thus enabling 
them to land when visibility is limited,” and of the Air Trans- 
port Associations explanation of difficulties of commercial air- 
lines in communicating with the use of army and navy type 
G. C. A. equipment. It was stated in the A. T. A. comment, 
quoted in the subcommittee report, that the C. A. A., the Fed- 
eral Communications Commission, Aeronautical Radio, the 
army, the navy and the A T. A. were jointly working on the 
problem in an effort to develop a workable solution as quickly 
as possible and that “in all probability it will be 30 to 120 days 
before the problem is solved.” 


Next in importance, said the subcommittee, in providing 
pilots with aids to locate runways in bad weather were ap- 
proach and runway lights and fog dispersal equipment. 

It said a difference of opinion existed between the Air Line 
Pilots Association and the A. T. A., on the one hand, and the 
C. A. A., on the other, on the type of approach lights to be 
installed. It said the A. L. P. A. and A. T. A. were agreed that 
approach lights to runways should be of the type designated 
as high-intensity, extending 3,000 feet from’ the approach end 
of the runway, while the C. A. A. relied on the neon type of 
approach lighting, extending 1,500 feet beyond the runway end. 
The subcommittee thought that the C. A. A.’s chief interest in 
neon approach lights was the low cost of installation and main- 
tenance. The report added that the armed services, the A. T. A., 
A. L. P. A. and C. A. A. were agreed on the necessity of in- 
stalling high-intensity runway lights, and that it was “very 
desirable” that these lights should extend at least 6,000 feet 
from the runway. 


Status of House Committee Inquiry 


Chairman Wolverton, of the House committee on inter- 
state and foreign commerce, whose preliminary report on its 
investigation of aircraft accidents had been filed with the House 
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earlier (see Traffic World, Feb. 22), said in a session of his 
committee that he hoped the committee members would study 
the evidence submitted to it in its air safety hearings with a 
view to making suggestions as to what special inquiries the 
committee should undertake, in the field of air safety, on re- 
sumption of its investigation after an interval of a week or ten 
days. 


House Member Fears Banker “Plot” 
Against Airlines; Asks Inquiry 


Legislation to determine whether or not “certain eastern 
banking interests” have conspired or are conspiring to force 
domestic airlines into bankruptcy, with a view to subsequent 
acquisition of stock of the airlines at a small fraction of their 
present value, has been introduced by Representative King, 
of California. 

His proposal for an investigation by the House committee 
en and foreign commerce was embodied in H. Res. 


Under terms of the resolution, the committee would be 
authorized and directed to investigate: ‘“(a) Whether or not 
certain eastern banking interests have conspired to force or 
precipitate domestic airlines into bankruptcy by the revocation 
of, or refusal to extend, normal lines of credit and financing 
to said airlines for reasons and motives other than those in- 
volved in normal banking operations; (b) whether or not cer- 
tain eastern banking interests have conspired with certain in- 
vestment concerns to prevent domestic airlines from raising 
needed capital through the issuance and sale of securities, by 
engaging in surreptitious activities designed to undermine the 
confidence of the American people and investors in the securi- 
ties of domestic airlines; (c) whether or not certain banking 
interests have conspired with certain investment concerns to 
engage in activities subversive to the federal government’s 
declared policy to advance loans to needy air carriers in the 
interest of national economy, national defense, and national 
security.” 

It was learned that Representative King’s interest in the 
matter developed largely as the result of publication in a New 
York newspaper of an article in which a “Wall Street banker” 
was said to have voiced opposition to the granting of loans to 
airlines by the Reconstruction Finance Corporation and to 
have expressed the opinion that it would be healthy for 
“profit-less” airlines to have to “go through the wringer’ of 
bankruptcy. 


BULWINKLE BILL ON RADIO PROGRAM 


The so-called Bulwinkle bill, providing for exemption of 
carrier agreements from the anti-trust laws when approved by 
the Commission, was discussed the night of February 25 in the 
American Forum on the Air of the Mutual Broadcasting Sys- 
tem. Senator Tobey, of New Hampshire, and Thurman Arnold, 
formerly Assistant Attorney General, Department of Justice, 
opposed such legislation, while Senator Reed, of Kansas, and 
A. W. Vogtle, of Birmingham, Ala., supported it. 


LARCENY IN INTERSTATE COMMERCE 
The Senate judiciary committee has reported favorably 
S. 363, the Wiley bill to correct the larceny-in-interstate-com- 
merce act of July 24, 1946, by inserting in the text of that law 
i unintentionally omitted (see Traffic World, Feb. 1, 
p. : 


M. C. OPERATING AUTHORITY 
President Truman has signed H. J. Res. 114 providing for 
operation of vessels by the Maritime Commission until July 
1, 1947. Congressional action on the measure was completed 
when the Senate passed it February 21. 


GARBAGE DISPOSAL FROM SHIPS, ETC. 


The Senate committee on agriculture and forestry has 
favorably reported H.R. 597, containing provisions restricting 
the disposal from vessels, railway cars, aircraft and other 
vehicles, into the territorial waters of the United States or 
onto land within the United States, of garbage derived from 
products originating outside of the continental United States 
(see Traffic World, Feb. 15, p. 498), following passage of the 
bill by the House. The Senate committee report comprised, 
principally a reproduction of the report of the House agricul- 
ture committee on the bill. 


WAIVER OF NAVIGATION LAWS 


The House committee on merchant marine / and fisheries 
has reported for passage H. J. Res. 76, authorizing the Com- 
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mandant of the United States Coast Guard to waive compliance 
with the navigation and vessel-inspection laws administered by 
the Coast Guard until April 1, 1948. Waiver of compliance is 
authorized ‘“‘to the extent and in such manner and upon such 
terms as may be deemed necessary by him in the orderly re- 
conversion of the merchant marine from wartime to peacetime 
operations.” 

The committee also approved for passage H. R. 1240, pro- 
viding for suspension of navigation and vessel-inspection laws, 
as applied to vessels operated by the War Department, on 
termination of Title V, second war powers act, 1942, as 
amended. 


Cc. A. A. AMENDMENT 
Chairman Wolverton, of the House committee on interstate 
and foreign commerce, has introduced H. R. 2109, to amend 
section 1003 (b) of the civil aeronautics act of 1938, as amended, 
by striking out the second sentence thereof and inserting in lieu 
thereof the following: 


In case of through service by air carriers and common carriers 
subject to the interstate commerce act, it shall be the duty of the car- 
riers parties thereto to establish just and reasonable rates, fares, or 
charges and just and reasonable classifications, rules, regulations, and 
prectices affecting such rates, fares, or charges, or the value of the 
service thereunder, and if joint rates, fares, or charges shall have been 
established with respect to such through service, just, reasonable, and 
equitable divisions of such joint rates, fares, or charges as between the 
carriers participating therein. 


Whitney Asks for Closed Shop, 
"Check-Off” for Rail Unions 


Albert F. Whitney, president of the Brotherhood of Rail- 
road Trainmen, in testimony February 25 before the House 
committee on education and labor, recommended amendment 
of the railway labor act so as to permit establishment of the 


closed shop and the dues check-off practice for rail labor 
unions. 


He proposed amendment of the rail labor act in several 
other respects. One of his proposals was that all legislation 
requiring waiting periods before the beginning of strikes be 
amended so as to make the services of fact-finding boards 
available without the necessity of obtaining a strike vote. 

“This revision of the railway labor act,” he said, “will 
make the services of a presidential emergency board imme- 
diately available, in the event that mediation fails to settle a 
dispute between rail carriers and their employees. It will save 
the country the mental anxiety resulting from a strike vote 
when mediation fails to settle a dispute. 

“A 30-day adjustment period following the publication of 
the findings of an emergency board will then serve a useful 
purpose. Management and employe representatives will usually 
find the board’s recommendations contain some basis for com- 
promise. They will approach it with flexibility and without the 
rigidity of intent that naturally follows when workers through- 
out the country have voted to strike and have steeled their 
will to carry through.” 


In his argument for making the services of a fact finding 
board available before the taking of a strike ballot and not 
afterwards, Mr. Whitney maintained that the very fact that a 
waiting period was called a “cooling off’ period suggested 
what was wrong with it; that it came after a strike had been 
announced, and that it tended to create in the public mind the 
impression that unions thoughtlessly rush into strike action 
without reasoning or negotiation of the issues involved in a 
controversy and with little consideration for the impact of the 
strike upon the general public. 

“The Brotherhood of Railroad Trainmen,” he declared, 
“has always asserted that the strike is the weapon of last re- 
sort. The trouble is that the law forces unions to use the strike 
threat as a weapon of early resort. This is a curious provision. 
... They used to have the custom out west that a man left his 
Pistol at the door when he went to the conference table. The 
railway labor act and the Smith-Connally act in effect compel 


a labor union to flourish a pistol before it can reach the final 
conference table.” 


Criticism of Government Seizures 


To extend to peacetime the wartime power of the federal 
government to seize industry, Mr. Whitney averred, was a 
grave threat to free enterprise and free labor in America. 

“Even in wartime,” he continued, “the process of govern- 
ment seizure of industry is only a paper process. In the case 
of the seizure of the railroads in May, 1946, the President 
merely signed a piece of paper and placed in charge as ‘federal 
manager’ a railroad official. The owners continued to operate 


the railroads; they were the bosses, and they continued to take 
the fruits of the operation. The deeds to the property remained 
in the owners’ vaults. .. . ; 

“There was only an imaginary taking possession of the rail- 
roads, solely for the purpose of making the government a 
strike-breaking agency. . . . When employers know in advance 
that workers cannot strike, the employers have no incentive 
whatsoever to reach amicable settlement; the workers’ bar- 
gaining power is completely destroyed; industrial slavery re- 
sults. . . . If you remove from the workers the only means by 
which they can compel their employers to bargain with them, 
then you set up industrial dictatorship on the one hand and 
industrial slavery on the other hand... . 


Government Ownership Suggéstion 


“If an industry is so essential that anyone can seriously 
propose the denial of the fundamental right of its employes to 
strike, then it is too essential to be left in the hands of private 
profit seekers. If workers along with the people own the in- 
dustry, at least the workers have a democratic voice in the 
selection of management personnel... . 

“In the dispute in the railroad industry, culminating in a 
strike in May, 1946, the National Mediation Board abandoned 
its duty to mediate disputes and undertook to compel the em- 
ployes to withdraw the major subject matter of the dispute— 
the rules proposals relating to working conditions. That effort 
failed and was followed by an even worse effort at compulsion, 
which caused railroad managements to understand that they 
need only sit by, refuse to bargain and refuse to settle, in the 
confidence that the government would serve them as a strike- 
breaking agency. Any incentive to amicable settlement was 
thus removed from railroad managements. The disputes were 
not settled; they were only delayed, and still remain to be set- 
tled. Nothing is more deadly in labor relations than delay in 
settlement of grievances.” 

Mr. Whitney upheld the principle of voluntary arbitration 
and described compulsory arbitration as a “curiously misnamed 
monstrosity.” Compulsory arbitration, he contended, violated 
the principle of freedom of contract. He added that there could 
not be government compulsion in wages without government 
compulsion, also, in prices and profits. 


Labor Courts Held “Obnoxious” 


“Labor or industrial courts,” he continued, “are another 
obnoxious form of government compulsion in human relation- 
ships. The whole process of compulsory litigation is anathema 
to the spirit of free collective bargaining. .. .” 

Concerning the National Railroad Adjustment Board, Mr. 
Whitney said procedure under the first division of that board 
had not been entirely satisfactory, because “the carriers have 
been more interested in overwhelming the board by delays than 
by using the board as an expeditious method of settling griev- 
ances.” He said the railroads had insisted that 50 identical 
cases be separately heard and decided, instead of applying an 
award to companion cases on a given railroad system. He de- 
clared that labor unrest grew out the backlogging of cases for 
long periods, and that the rail labor act now authorized estab- 
lishment of regional boards to relieve the N. R. A. B. if neces- 
sity to speed up settlement of cases arose. 

“In the interest of securing prompt justice,” he said, “I 
urge the Congress to amend the railway labor act to make 
mandatory the establishment of regional boards whenever the 
backlog of cases cannot be settled within three months.” 


Wants “Check-off” for Rail Workers 


Mr. Whitney said the railway labor act now contained pro- 
visions outlawing union security and the “dues check-off,” and - 
that those provisions adversely affected stable labor-manage- 
ment relations and the morale and discipline of railroad work- 
ers. He objected to non-union members having a free ride” 
while loyal union members carried the financial burden of 
negotiating and enforcing collective bargaining contracts. He 
asked, therefore, that the railway labor act be amended so as 
to permit the dues check-off when the worker himself indi- 
cated he wanted it and so as to “restore the question of union 
security on the railroads to its proper place—labor-management 
negotiations.” 

He opposed legislative proposals to abolish industry-wide 
bargaining, saying that effects of any prohibition of that prac- 
tice on the B. of R. T. would be disastrous and that “by atom- 
izing an international labor union in this way, labor-manage- 
ment disputes would be atomized into thousands of disputes, 
each packaged with tragic consequences for labor, management, 
and the entire country.” 

Mr. Whitney said his brotherhood would not object, in 
principle, to being compelled to file financial reports with a 
government agency if other associations, such as the Chamber 
of Commerce, Rotary, Lions and Kiwanis clubs, likewise had 
to file reports, but that his brotherhood would seriously object 
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to “being singled out and made the object of class and discrim- 
inatory legislation.” 

He suggested that one step by which jurisdictional strikes 
might be reduced would be enactment of legislation guarantee- 
ing to employe organizations certified as bargaining agencies 
by the N. M. B. or the National Labor Relations Board that 
for a period of one year they would be free from having to 
defend their right of representation of employes. He said this 
was the usual practice now, but that it was only a practice 
and needed the protection of law. 


T. P. & W. Labor Union Witnesses 


Two. spokesmen for rail employe brotherhoods participat- 
ing in the labor dispute on the Toledo, Peoria & Western Rail- 
road presented their story of the controversy and undertook 
to refute some of the statements made earlier before the same 
committee by George P. McNear, prsident of the T. P. & W., 
as they testified in another hearing held by the House com- 
ee on education and labor (see Traffic World, Feb. 22, 
p. " 


Walter C. Keiser, of Topeka, Kan., vice president of the 
Brotherhood of Locomotive Firemen and Enginemen and chair- 
man of the brotherhood officers’ committee assigned to handle 
the T. P. & W. dispute, said he came before the committee 
to “correct some misstatements” he claimed Mr. McNear had 
made. Mr. Keiser said he was authorized to represent 13 
rail labor organizations. G. F. Brown, general chairman of ‘the 
T. P. & W. employes represented by the Brotherhood of Rail- 
road Trainmen, gave the committee his version of what had 
transpired on various occasions when violence had broken out 
in the course of the T. P. & W. strike. 


Noting that Mr. McNear had suggested a number of 
changes in the railway labor act, Mr. Keiser said that the 
unions for which he spoke were of the opinion that the railway 
labor act as amended provided ample means for disposition 
of disputes between railroads and their employes. 


“Mr. McNear has never complied with this act,” said Mr. 
Keiser, “and he shows his lack of knowledge as to its provisions 
when he states that ‘as we understand it, emergency boards are 
not appointed unless the brotherhoods concur in their appoint- 
ment.’ . . . If Mr. McNear will meet with his employes and 
make a sincere effort to compose the differences arising on 
this railroad it (the act) will operate just as effectively on the 
T. P. & W. as on all other railroads.” 


Asked by Representative Hoffman, of Michigan, why the 
unions had not complained to the Department of Justice or 
to “government officials” if they thought Mr. McNear had 
violated the rail lebor act, Mr. Keiser said that “we are not 
in the habit of going to court to enforce observance of the 
railway labor act.’ 


Government vs. Private Operation 


Mr. Keiser in his testimony spoke of efficient and profitable 
operation of the T. P. & W. by the federal manager, under the 
“standard” rates of pay and the rules placed in effect by the 
O. D. T. Representatives McConnell, of Pennsylvania, and 
Buck, of New York, contended that the profitable performance 
of the T. P. & W. under federal management was attributable 
largely to the large volume of war traffic. Mr. Keiser said 
he was not advocating government operation. Responding to 
a request for the information by Mr. Buck, Mr. Keiser reported 
that ton-miles of freight carried on the T. P. & W. under 
government operation in 1943 totaled 390,960,281, as against 
232,884,319 under private operation in 1941, before the war. 
Mr. Buck remarked that this was an increase of 75 per cent, 
1943 over 1941. 

“Private management with the right kind of conditions 
would have probably made more money than the government 
made out of it,” said Representative Landis, of Indiana. 

Mr. Keiser said that “probably it could,” but that he 
doubted that Mr. McNear could. 

Mr. Brown, in the ‘course of his presentation, contended 
that Mr. McNear did not care for local trade on the T. P. & W. 
but “only wanted fast through freight service that he could 
make money on in a hurry.” 


PAY OF LOCOMOTIVE INSPECTORS 


Chairman Wolverton, of the House interstate and foreign 
commerce committee, has introduced H.R. 2123, to amend the 
locomotive inspection act of February 17, 1911, as amended. 
Relating to adjustment of the pay of members of the staff of 
the Commission’s Bureau of Locomotive Inspection, the bill is a 
companion measure to S. 562, introduced by Chairman White, 
of the Senate interstate and foreign commerce committee (see 
Traffic World, Feb. 15, p. 503). 
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Retirement Board December Operations 


Railroad Retirement Board retirement and death-benefit 
payments paid in December totaled $13,261,000, lower than for 
any other month in the year with the exception of January and 
February. New annuity applications received by the board in 
December numbered 3,400, raising the total for the half-year 
to 17,450. ; 

Operations under the retirement system during the six- 
month period ending December, 1946, were considerably af- 
fected by the enactment of the Crosser amendments on July 31, 
the board stated. Applications for retirement annuities, espe- 
cially for those based on disability, rose sharply. The amount 
of benefit payments in the six months was higher than in the 
preceding half-year period, but the rise was a relatively small 
one. Tax collections registered a sharp increase, amounting to 
$170,042,000, fully 17 per cent above the figure for the first six 
months of the year. The major reason for the rise was the 20 
per cent wage increase, said the board. ; ; 

Retirement and death-benefit payments certified during 
the six-month period totaled $80,853,000, only 1.9 per cent more 
than in the preceding half-year. Total payments of retirement 
annuities in July-December were $70,401,000, a rise of only 4.6 
per cent over the preceding half-year, while lump-sum death- 
benefit payments declined by 14.4 per cent to $4,209,000. Pen- 
sion payments decreased as usual, from $5,699,000 to $5,329,000. 
Survivor and death-benefit annuity payments were virtually 
unchanged. The number of new annuities awarded during July- 
December was 11,701—22 per cent below the number in 
January-June. Employe annuitants removed from the in-force 
rolls by death during the period numbered 6,101, so that the 
number remaining on the rolls, after adjustments, rose to 
170,331, an increase of 5,471 for the period. Only 4 new pen- 
sions were certified during the six months, all in October. The 
number of deaths of pensioners reported was 1,077, so that the 
number on the rolls dropped to 14,707 on December 31, 1946, 
the average monthly amount of pensions in force being $59.54. 
The number of the old-type survivor and death-benefit an- 
nuities certified during the six months declined to 142 and 271, 
respectively. At the end of December, 4,132 survivor annuities 
remained in force at an average of $31.63, while the corre- 
sponding figures for death-benefit annuities were 383 and 
$36.71. Lump-sum death-benefit certifications of the old type 
numbered only 8,263 during July-December, compared with 
10,446 in the preceding half-year. 

An estimated 84,400 railroad workers received benefits in 
December for current-year unemployment, about 20,900 more 
than in November. About 19 per cent of the persons who were 
paid benefits lived in the Cleveland region, and an almost 
equal number in the New York region. Benefit payments num- 
bered 155,594 and amounted to $4,670,000, rising 32 and 29 per 
cent, respectively, over the corresponding November figures. 
The 27,684 payments for initial two-week periods of current- 
year unemployment averaged $22.46 each, an increase of $1.67. 
The figure of 39,975 applications for certificate of benefit rights 
received was almost double the number of November. A total 
of 188,813 claims for unemployment in 14-day registration pe- 
riods were filed in December, more than in any other month 
since the beginning of railroad unemployment insurance opera- 
tions and a 43 per cent increase over November. 

Job opportunities for unemployed railroad workers con- 
tinued to decrease sharply in December, stated the board. 
Placements reported by board field offices numbered 4,734, 
four-fifths as many as in the preceding month. Claimants con- 
stituted 446 of the total placements. There were 5,339 openings 
reported on December 31, compared with 8,828 a month earlier. 


Rail Wage Statistics 


Class I steam railways, exclusive of switching and terminal 
companies, paid total compensation of $347,247,133 to 1,382,256 
employes as of the middle of November, 1946, according to a 
compilation of wage statistics of those roads, statement M-300, 
prepared by the Commission’s Bureau of Transport Economics 
and Statistics. 

The employment was a decrease of 24,581, or 1.75 per cent, 
under the number reported for November, 1945. The total 
number of hours paid for was 5.16 per cent less and the total 
compensation was 13.44 per cent more in November, 1946, 
than in November, 1945. A comparison of the number of 
employes who received pay during the month with the total 
hours paid for showed 197 hours an employe in November, 
1946, and 202 hours in November, 1945. Employes paid on an 
hourly basis in November, 1946, received pay for 18,760,067 
hours of overtime, which was 7.50 per cent of the straight 
time paid for. The corresponding percentage for November, 
1945, was 10.82. 
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Compensation for “timie paid for but not worked” for 
November, 1946, was reported as follows: Executives, officials 
and staff assistants, $80,579; professional, clerical, and general, 
daily basis, $337,173, hourly basis, $2,275,705; maintenance of 
way and structures, daily basis, $31,142, hourly basis, $763,216; 
maintenance of equipment and stores, daily basis, $107,915, 
hourly basis, $2,003,087; transportation (other than train, engine, 
and yard), daily basis, $58,016, hourly basis, $712,566; and 
transportation (yardmasters, switch tenders, and hostlers), daily 
basis, $78,408, hourly basis, $81,518. 

In the train and engine service, compensation for Novem- 
ber, 1946, was reported as follows: Straight time actually 
worked, $66,223,817; straight time paid for, $80,171,859; over- 
time paid for, $9,577,776; constructive allowances, $4,803,517; 
total, $94,553,152. Miles actually run totaled 489,021,567, and 
miles paid for but not run, 58,237,958. 


N. M. U. DEFEATED IN PURSER VOTE 


Pursers on Agwilines and the New York and Porto Rico 
Line voted last week to affiliate with the A. F. L. American 
Merchant Marine Staff Officers Association, decisively defeat- 
ing the C. I. O. National Maritime Union’s efforts to win the 
bargaining rights for the men. A third election for pursers on 
the Cuba Mail Line is scheduled to be held soon, while the 
United States Lines and American-South African Line pursers 
will select their bargaining agent in March. The A. F. L. union 
was founded in 1937, and has been conducting a drive to or- 
ganize all pursers on east coast ships. 


Repeal of Crosser Rail Employe 
Benefit Bill Proposed 


Representative Gillette, of Pennsylvania, has introduced 
H. R. 2169, a bill to repeal the so-called Crosser act of July 31, 
1946, that amended the railroad retirement, unemployment in- 
surance and taxing acts to increase retirement and unemploy- 
ment insurance benefits to employes subject to the acts. At the 
same time, Senator Hawkes, of New Jersey, introduced S. 670, a 
bill to amend provisions of the railroad unemployment insur- 
ance act as amended by the Crosser act of last July so as to 
eliminate provisions inserted in the act by the Crosser act and 
to provide for reductions, according to a scale, in unemployment 
insurance tax rates applicable to the railroads as employers. 

Representative Gillette, in remarks in the House, said that 
since the passage of the Crosser bill “and particularly since the 
effective date of its increased taxing provisions, January 1, 
1947, I have received a great number of requests from railroad 
employes asking for repeal of the law, most of them saying they 
never wanted it in the first place.” 


“Many members of Congress have told me that they also 
have received a great many complaints against some or all of 
the provisions of the Crosser act,” said he, adding: 


While I recognize that there is no unanimity among the employes 
themselves, nor between the employes and the companies, as to what 
changes are most desirable, I am assuming that the best way to go 
about it is to correct the serious mistake made by the Seventy-ninth 
Congress in passing the Crosser act and begin all over again to set up 
a system that will be satisfactory to the majority of employes and 
workable so far as the companies are concerned. There were some of 
us in the Seventy-ninth Congress, and I feel there are many more of us 
in the Eightieth Congress, who feel the Crosser act is not in the best 
interest of the employes or the companies, and our feeling in that 
respect has been greatly strengthened by the strong ground swell of 
resentment to the act by the employes themselves. 

The railroad retirement system is financed solely by payments made 
by the employes and management under a law which requires that each 
pay one-half of the cost. The railroad unemployment insurance system 
is financed entirely by a tax on the companies, no part of the tax being 
paid by the employes. Since these systems are financed without any 
Subsidy from the government but entirely by the employes and the com- 
panies, I think the interest of each of these contributors should be given 
due consideration. I might say, in a sentence, that the Crosser act 
Merely extended the bureaucracy of the Railroad Retirement Board, 
without satisfying the employes or the companies. 


2450 Milwaukee Employes Sign Petition 


Petitions opposing the Crosser Bill and calling for cor- 
rective amendments, signed by 2,450 employes of the Chicago, 
Milwaukee, St. Paul & Pacific Railroad in the Chicago area, 
have been forwarded to Senators Lucas and Brooks by H. L. 
Stahl, of Chicago. “It is the opinion of these railroad workers 
that the Crosser amendments, with but few exceptions, are 
unworthy of the apparent effort exerted for their passage, and 
that the benefits therefrom are inadequate to compensate for 
the increase in the tax rate to 5% per cent, effective January 1, 
1947, with a further contemplated increase to 6% per cent in 
1952,” stated the letter, copies of which were sent to President 
Truman and to the 26 Representatives from Illinois. 
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Challenging a statement made by an official of the Rail- 
road Retirement Board that only one of every 5,000 employes 
was against the Crosser Bill, Mr. Stahl said that his petition 
alone has many more signatures than that. 


The letter asserted that ‘many employes who have no 
dependents will contribute 5% per cent possibly for 20 or 30 
years with the prospect of their heirs receiving not more than 
$300 or $400 and inasmuch as they will contribute $3,000 or 
$4,000, and we submit this provision is confiscatory.” 


The margin of difference between social security and rail- 
road retirement annuities is very small, yet the rail worker 
pays 5% times more for his annuity, stated the letter, adding 
that should such high tax deductions continue, “in due time it 
will be necessary that we shall have to seek an increase in 
pay. This would be a great burden to the railroad companies, 
who suffered a similar increase in railroad retirement tax on 
January 1.” 


A. A. R. Librarian Retires 


Richard Holland Johnston, librarian of the Bureau of Rail- 
way Economics of the Association of American Railroads in 
Washington, D. C., will retire on March 1 after holding that 
position for 37 years. 


“On August 1, 1910, Mr. Johnston was appointed to estab- 
lish the Bureau of Railway Economics Library as a service to 
the railroads and the public,” said the A. A. R. “Under his 
guidance, the library has developed into the largest transpor- 
tation reference library in the world, and today contains more 
than 300,000 books, pamphlets, excerpts, reports and memo- 
randa. ; 


“The library’s facilities are known and used not only by 
the railroads, the government and the general public of the 
United States, but also. by visitors, railroad administrations 
and organizations from all parts of the world. Frequently its 
methods are studied by those who assemble and process trans- 
portation material for reference service.” 

Continuing, the A. A. R. said: 


Born in Windsor, Ontario, Canada, on May 6, 1868, Mr. Johnston 
was graduated from University College, University of Toronto, in 1889. 
He continued his studies there as a postgraduate until 1892 when he 
became librarian of Victoria College, In 1897, he went to Washington, 
D. C., and was assistant and assistant in charge of the reference desk 
of the Library of Congress for the next 13 years. In 1910, he assumed 
his present duties as librarian of the Bureau of Railway Economics. 

Author of ‘‘Special Libraries’’ (1915; second edition, 1930), Mr. 
Johnston is also the compiler of a ‘‘Bibliography of Thomas Jefferson’’ 
(1905) and of ‘‘Railway Economics—A Collective Catalog of Books in 14 
American Libraries’’ (1912). He is also the director of the compilation 
of the numerous bibliographies, bibliographical memoranda and refer- 
ence lists prepared in the Bureau of Railway Economics Library. 

Mr. Johnston is a member of the American Library Institute, the 
American Library Association, the American Economics Association, the 


Bibliographical Society of America, and the Railway and Locomotive 
Historical Society. : 


A. A. R. Member Roads Approved 
Move to Increase Railroad Net 


Issuance February 19 by R. V. Fletcher, president, Asso- 
ciation of American Railroads, of the statement that the rail- 
roads should be allowed to earn not less than 6 per cent on what 
was already invested in their properties (see Traffic World, 
Feb. 22, p. 547), was in line with action taken by the member- 
ship of the association at its meeting in Chicago, January 31, it 
was learned. 

No announcement that such a decision had been made at 
the Chicago meeting was made by association spokesmen after 
the meeting, because, it was explained, the matter at that time 
was not in such shape as to permit announcement to be made. 

Approval of the objective to increase the net revenue of the 
railroads by the association’s members—an adequate return 
of not less than 6 per cent for the railroads as a whole—gave the 
Fletcher statement of February 19 added significance. 


The entire report on which the statement was based is be- 
ing printed in pamphlet form and will be widely distributed. 
For the present, it is understood, it is not proposed that formal 
applications for an increase in rates be filed with the regulatory 
authorities. An effort first is to be made to acquaint the pub- 
lic generally with what is needed in the opinion of the railroads 
if the nation is to have an adequate system of transportation to 
serve it in war and in peace, it is understood. The plan, it is 
understood, is to carry forward what may be called a program 
of education for some time. The situation then will be can- 
vassed and decision made as to further action deemed necessary. 





Robert Young Outlines Objectives 
of New Railway Federation 


Chairman of board of Chesapeake & Ohio, in press 
conference in Washington, announces plans for “prog- 
ress’ organization, to include rail security owners, 
labor, shippers and travelers, with total of 1,000,000 
members as goal. Former Secretary of State Stettinius 
heads advisory committee comprising several persons 
prominent in national affairs. Young says Securities 
and Exchange Commission should investigate I. C. C., 
criticizes handling of railroad reorganization, merger 
and rate increase cases by Commission, and accuses 
R. F. C. of usurping powers not granted it by Congress. 
Tells reporters mutually satisfactory arrangement has 
been worked out between A. A. R. and C. & O. system 
lines for continued participation of the latter in A. A. R. 
car service and certain other cooperative railroad ar- 
rangements. Setting of date for first meeting of federa- 
tion to await receipt of responses to membership in- 
vitations sent out February 24 


Robert R. Young, chairman of the board of the Chesapeake 
& Ohio Lines, announced the launching of his new “Federation 
for Railway Progress” and outlined its program and objectives 
in a press conference on February 24, in Washington (see 
Traffic World, Feb. 8, p. 384). 


Standing at a desk in one of the C. & O. office rooms in 
the Transportation Building, while press photographers and a 
newsreel camera made pictorial records of the occasion, Mr. 
Young called attention to the text of letters of invitation being 
sent out that day to railroad presidents and to “all those seek- 
ing railway progress” to become members of the new federa- 
tion and to organization purposes set forth in a printed folder, 
announced the membership of an advisory committee to the 
federation, and then, in answer to reporters’ questions, dis- 
cussed a field of transportation subjects that included, among 
other things, railroad mergers, freight rate “differentials” in 
the south and west, transcontinental rail service, changes in 
working rules affecting rail employes, and his plans for expan- 
sion of his railroad holdings. 


In the course of his remarks, he voiced dissatisfaction with 
the performance of the Commission in the handling of railroad 
reorganization, merger, and rate increase cases, and with 
courses of action taken by the Reconstruction Finance Corpo- 
ration in the handling of rail securities. 


Advisory Committee 


Mr. Young: announced that Edward R. Stettinius, Jr., for- 
mer Secretary of State, now chancellor of the University of 
Virginia, would be chairman of an advisory committee from 
which the federation would receive counsel as to federation 
activities that would be in the public interest. Other members 
of the advisory committee, according to Mr. Young’s announce- 
ment, are: Admiral William F. Halsey; Clare Booth Luce, for- 
mer member of the House, in Congress; Charles Edison, former 
governor of New Jersey and son of the late Thomas Alva 
Edison; M. Lincoln Schuster; Philip LaFollette, former gov- 
ernor of Wisconsin, and Albert S. Goss, master of the National 
Grange. Mr. Young said that others might be added to the 
advisory committee, but indicated that the committee would 
not be much larger than it was now. He explained that the 
committee and the federation would: be separate entities, “in- 
dependent of each other,” and that the federation would have 
its own chairman and other officers. 


In a prepared statement, Mr. Young said that the C. & O., 
the Nickel Plate and the Pere Marquette had withdrawn from 
the Association of American Railroads on October 15, 1946, 
“to get the railroads of the country out of the hands of the 
bankers and into the hands of their rightful owners—the se- 
curity holders,” and that the new Federation for Railway Prog- 
ress would “encourage free competitive enterprise in the inter- 
est of the traveling and shipping public, the railroads, their 
employes and the national defense.” 


“Convinced that the inefficiency of present railroad man- 
agements and their indifference to progress have reached a 
point where insolvency and socialization of the railroad indus- 
try threaten the public welfare,” his prepared statement con- 
tinued, “the federation proposes to muster public opinion to 
revitalize the American railroad system, and restore courtesy, 
efficiency and earning power to the railroads. The Chesapeake 
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& Ohio, the Nickel Plate and Pere Marquette Railroads will be 
charter railroad members of the federation. .. .” 


Young to Head Executive .Council 


Mr. Young said that execution of the federation’s program 
and management would be centered in an executive council of 
which he, as the federation’s founder, would serve as chairman 
until the first annual election. He added that he would also 
appoint the council members and federation officers to serve 
through the interim period. : : 

Though each member of the advisory committee would be 
a representative of the public generally, Mr. Young said, the 
executive council would comprise representatives of different 
classes of members—“members, contributing members, institu- 
tional memberships, organizational memberships, and sustain- 
ing memberships, composed of individuals, holders of rail se- 
curities, financial agencies and institutions, labor organizations 
and railroad and railway suppliers, respectively.” : 

He said the federation would publish a monthly magazine, 
“Railway Progress,” the first issue of which would appear 
March 1, and that membership dues, beginning at $2, would in- 
clude a subscription to that publication. Headquarters of the 
federation would be in Cleveland, where operations of a com- 
plete staff already were under way, he stated. 


Federation Objectives 


In order to “implement” the national transportation policy 
stated by Congress in the preface to the interstate commerce 
act, Mr. Young said, the federation would, “in the public in- 
terest, take action” as follows: 

1. To inform the public about all matters pertaining to American 
railroads, and particularly to keep before them the facts regarding any 
deterrents to the full accomplishment of the purposes of the federation. 

2. To modernize railroad equipment and facilities and otherwise 
improve railroad passenger and freight services so that the public will 
have available a more efficient transportation system in the interest of 
the national safety and the public convenience. 

3. To bring about an equitable balance among wages, return on 
investment and rates in the railroad industry so that employes, in- 
vestors, and the shipping and traveling public will all receive fair 
treatment. 

4, To staff railroad management with progressive, energetic, effi- 
cient personnel who have full confidence in the future of railroads in 
the United States. 

5. To abolish monopolistic practices and bring about the return of 
free enterprise to the railroad industry. 


Schedule of Dues 


According to the announcement in the printed folder, min- 
imum dues for a “member” (any interested person) would be 
$2. For owners of railroad securities—‘“contributing members” 
—the dues would be based on the amount of railroad securities 
held, with minimum dues of $2 for amounts less than $5,000, $5 
for amounts of $5,000 to $10,000, $25 for amounts of $10,000 to 
$50,000, and $50 for amounts over $50,000. Dues for “institu- 
tional memberships’’—brokers, banks, investment houses, in- 
vestment trusts, shippers, insurance companies, etc.—would 
start at $100, and dues for “sustaining memberships’—railroad 
suppliers, railroad labor unions and railroads—would start at 
$1,000. Mr. Young explained that, in the case of rail labor 
unions, dues would be based on a rate of 2 cents per union 
member, with a maximum of $5,000 for any one union. 

“IT am particularly hopeful that labor will join us,” he said. 
“T feel that there is a very large area of possible cooperation 
between management and labor in which much constructive 
work could be done through the federation.” 

Asked what his position would be toward changes in work- 
ing rules for which the railroad unions would negotiate after 
a one-year “moratorium” effected as part of the agreement un- 
der which the railroad strike in the spring of 1946 was termi- 
nated, Mr. Young said that he had stated his position earlier 
that work rules which restricted production injured labor more 
than they injured capital. He said he was not talking about 
“constructive” proposals—those which were designed to im- 
prove working conditions without retarding production. He 
expressed a hope that labor would be “enlightened enough to 
straighten those things out itself.” He indicated that he would 
confer with a group of rail labor leaders the afternoon of Feb- 
ruary 24. 

“Our goal is 1,000,000 members,” Mr. Young said. ‘We 
won't rest until we get that.” ; 

He stated that the membership fee for the three railroads 
he controlled—the C. & O., the Nickel Plate and the Pere 
Marquette—would total about $95,000, and that the annual 
dues for the Alleghany Corporation would approximate $25,000. 

Noting that the invitations to railroads to become members 
of the federation were being sent out the day of the press con- 
ference, Mr. Young said he would be much interested in seeing 
what their response to his invitation would be. 


Discussion of A. A. R. “Lobbying” 


Asked what his federation would do that the A. A. R. did 
not do, Mr. Young said his federation would “give a voice” to 
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labor, stockholders, shippers and travelers. One thing the 
A. A. did that his federation would not do, he added, was to 
“lobby for non-competitive practices.” The new federation, he 
declared, would “lobby actively for competitive practices” in 
the railroad industry.” 

“Would you be against the St. Lawrence Waterway?” a 
reporter inquired. 

Mr. Young said he would oppose that project only if it was 
against the public interest, and that one reason for having an 
advisory committee for the federation was that the committee 
would “constantly raise a red signal if we start lobbying against 
airlines, waterways, or busses and trucks when such lobbying 
would not be in the best interest of the whole system.” The 
federation wanted the railroads to be selfish only if their self- 
ishness was in the interest of every man, woman and child in 
the United States, he said. However, he remarked, he did not 
think it was in the public interest to spend hundreds of millions 
of dollars on waterways if the waterways were not productive. 
He noted that a Senate committee thought it would be wise to 
use some of the money allocated for airport construction to 
make airports safe. His comment on that was that Commission 
had not hesitated, some years ago, to “put 35 railroads in bank- 
ruptcy.” He said people traveling on railroads were safer there 
than they were at home, and averred that this safety record 
could not be matched by the airlines. : 

Questioned as to whether he favored an integrated trans- 
portation system for the nation, Mr. Young said that that was 
a very difficult question and that he preferred not to take 
any position on it. 


Views on Rate Bureaus 


A reporter asked for his views on the Bulwinkle bill—the 
pending legislation to immunize Commission-approved agree- 
ments between regulated carriers from application of thé anti- 
trust laws—and Mr. Young said that, as introduced the bill was 
“very much against the public interest” and would have mili- 
tated against railroad progress by enabling railroads to agree 
on such matters as whether to place flowers on tables in din- 
ing cars. On the basis of past experience, one could be sure 
what the agreement on that point would be, he declared. 

He expressed a hope that the railroads for which he spoke 
would not “have to withdraw from the rate bureaus” and that 
the conduct of the rate bureaus would be such that they would 
conform with the anti-trust laws and the public interest. He 
thought the rate bureaus performed essential functions, but 
that they should not meet behind closed doors, and should not 
use coercion. 

I. C. C. Called “Chief Culprit” 


When asked for his views about the present box car short- 
age, Mr. Young said he regarded the I. C. C. as the “chief 
culprit” responsible for the situation. 

“I have gone to it (the Commission) repeatedly in the last 
five years, and I have come out coated with gloom,” he said. 
“They (the Commission members) have taken the position that 
the railroads are overbuilt, that the railroads have more equip- 


ment and capacity than are needed. . . . They have been pre- 
dicting that the railroads will go into a tailspin . . . and then 
all their reorganization plans will be justified. . . . I told them 


I disagreed with them. . . . This nation isn’t through; the rail- 
roads are not through... .” 

Though the Commission had been ordered by Congress to 
maintain a sound national transportation system, said Mr. 
Young, the Commission, in the face of a 90 per cent increase in 
wages, an 86 per cent increase in cost of railroad supplies and 
large increases in other operating costs since 1933, had. kept 
rates at a level lower than that of 1933. 

. ” a you think we need a new regulatory body?” a reporter 
asked. 
More Criticism of I. C. C. Setup 

Mr. Young said, in his answer, that he recalled the maxim 
that no man could serve two masters, and that he thought it 
was a “travesty on justice’ to put in the hands of the same 
Commission the power to wipe out railroad capital because it 
was not earning anything and the power to “‘see that it doesn’t 
earn anything.” Such treatment of railroad capital and income 
requirements, he contended, was a “fraud.” 

“The S. E. C. ought to investigate the I. C. C.,” he con- 
tinued. “It’s a fraud that threatens the national safety. If the 
nation’s greatest industry cannot earn a living wage, what’s 
going to renew it? ... Do they expect to get a lot of postmasters 
in there to run it and socialize it? . . . If we are going to 
meet Russia in years to come, we will need a vast, superior 
form of transportation... .” 

In further discussion, he said that the Commission had 
taken three years to decide a railroad rate increase case. 


Transcontinental Rail Service 


A question as to his plans for a transcontinental railroad 
brought from Mr. Young a statement that his desire had been 
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to “break the deadlock” as to train connections in Chicago and 
St. Louis, and that his interest in a transcontinental railroad 
system would continue until the railroads “really” ran through 
trains. He said he had received credit he was not entitled to 
for so-called through train service now established via Chicago; 
that all that the railroads were doing was to run “token cars” 
through Chicago, and that such cars had to stand in yards up 
to six hours, with their doors locked, until they were picked 
up by their connections. 

He maintained that Chicago could have and should have 
a “Union Station” and that construction of such a terminal 
should have been undetraken “years ago, when Mr. Roosevelt 
was looking for boondoggles.” 

One objective of the new federation, Mr. Young said, was 
to guarantee full employment to rail labor for a period of three 
years even if a depression came. 

He contended that the railroads had not ordered nearly 
enough new passenger cars, at a time when they were having 
to turn down requests for reservations to points in Florida and 
Los Angeles. 

He did not undertake to specify what railroads he might 
have in mind as components of a transcontinental system. 

Each class of members in the federation would have the 
same voting right as any other class on the executive council, 
he stated. 

Asked whether he thought that an average “net” of 6 per 
cent was more than the railroads needed, he said that in a year 
of business of record-breaking proportions they should have a 
net return of at least 6 per cent to enable them to proceed 
with needed construction and rehabilitation work. 


Participation in A. A. R. Functions 


Mr. Young said that his group of railroads would continue 
to participate in the car service, accounting and patent activi- 
ties of the A. A. R.; that mutually satisfactory arrangements 
for such continued participation had been concluded, and that 
there should be only one car service division for the whole 
country. The new federation would not undertake such activi- 
ties, he said. 

In event of revival of railroad debt adjustment legislation 
such as S. 1253—the bill passed by the 79th Congress, which 
President Truman “pocket-vetoed”—there should be revived, 
also, a provision not included in S. 1253, under which all voting 
trusts would be dissolved, Mr. Young said. 

He recommended financing of the railroads in the future 
“by stock, by all means,” adding that such financing would 
require ‘healthy railroads, else the stock could not be sold. 

He said he did not now control the New York Central. He 
declined to discuss reports that he might become a member 
of the board of directors of the New York Central. If he 
acquired control of the New York Central, he said, the Nickel 
Plate would be offered for sale, in the hope that it would be 
bought by the Pennsylvania. He indicated that this would be 
in accord with his idea that the east should have three major 
railroad systems—the Pennsylvania, the New York Central, 
and the B. & O. 


Says Only 25 Railroads Needed 

With respect to railroad mergers, he said that there were 
now 135 Class I railroads in the United States, and that, to 
provide adequate competition and get the best service for the 
public, there should not be over 25 railroads in the United 
States, and that these railroad systems should be shrunk into 
four or five “great networks of systems,” with some collateral 
lines that would not fit well into any system. 


Mr. Young asserted that Congress had asked the Commis- 
sion ot “get busy” on railroad consolidations “a long time ago,” 
but that the Commission had not done anything along that 
line, and that that was one thing that the new federation would 
“go after.” 

“The I. C. C. has gone to sleep on the merger question,” 
he said, adding that the Commission in 1929 had found merger 
of the Pere Marquette and the C. & O. to be in the public 
interest. 


Dealing with the subject of Reconstruction Finance Cor- 
poration loans to railroads, Mr. Young said that there was 
another case of unsound government regulation, against the 
public interest. He said he had offered to the R. F. C., for 
certain railroad securities, a sum “considerably in excess of 
that they sell for today.” By retaining them, the R. F. C. 
had an opportunity to name political appointees as participants 
in railroad control, and in doing that the R. F. C. was usurping 
functions that Congress did not intend it should have, he added. 

“Are any of the roads overcapitalized?” a reporter asked. 

“There is not a single railroad today, in relation to sound, 
honest dollar investment, that’s overcapitalized,” Mr. Young 
replied. “As a whole ... they are undercapitalized.” 

He added that, though real estate prices had risen sharply, 
there were some railroads that could be bought now for cash, 
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including their salable equipment, and the buyer would get 
the road beds and certain other property “thrown in for 
nothing.” 


Government Ownership 


Answering a question as to his views on government owner- 
ship of railroads, Mr. Young said that “if we had government 
ownership of railroads we would soon have government owner- 
ship of farms.” 


“Tf the railroads go, our whole private enterprise system 
would go,” he added. 


He again deplored the situation in which railroad operating 
costs went up while rail rates went down, and said he felt that 
this “unfairness” should be called to the attention of the rail- 
road security holders. 


Asked whether he favored another rate increase, he said 
that, as things were now, he would have to look the situation 
over carefully before giving his answer. 


He thought the outlook for railroad traffic in the next 
year was “brilliant.” 


He said no date for a meeting of the new federation would 
be set until after the responses to the invitations had come in. 


Asked whether he thought that complaints as to “southern 
freight rate differentials’ were justified, Mr. Young said he 
thought there was a great deal of merit in some of the criticism 
from the south and the west, that the new federation would 
take up such matters, and that, after investigation, it would 
either move to correct the injustices complained of, or, if no 


injustice could be found, try to persuade the complainants that 
they were in error. 


Advocates “Going Around” Cities 


In the course of his press conference, Mr. Young, answering 
a question as to whether more double track or better roadway 
was needed on transcontinental lines, said that rail roadway 
was “in much better shape” and had adequate capacity. 

“The changes there,” he added, “would be in the direction 
of straightening out curves and going around cities, avoiding 
congested traffic areas, and billions could be spent in that direc- 
tion profitably.” 

If the government really wanted capital to give a guar- 
anteed annual wage, he said, it would have to allow capital to 
“build up some fat in the fat years” so that when the railroads 
went into a lean year they would have something with which 
to do their own productive construction. 

In connection with his statement that there should be only 
one car service section in the country, he remarked that “so 
long as the A. A. R. is performing that function well we would 
not want to enter into competition with them.” He said there 
was no reason why an individual road could not belong to both 
the A. A. R. and the Federation for Railway Progress, and 
added that “our railroads will belong to both, but we are very 
careful to withdraw from the portions of the association which 
we think are destructive, particularly those in which the rail- 
roads get together and decide what not to do.” 


Payne Appointed Executive Vice President 


John H. Payne, Jr., has been appointed executive vice- 
president of the Federation for Railway Progress. He is 31 
years old. Before and after service in the U. S. Navy, he held 
various executive positions with banking groups, the most re- 
‘cent as assistant to the executive manager of the American 
Bankers’ Association. 


Explains Plans to Labor Leaders 


Addressing representatives of the Railway Labor Execu- 
tives’ Association in a conference he held with them the after- 
noon of February 24, Mr. Young said: 


I know that some of you have read my articles in the Atlantic 
Monthly for you have written me to that effect. You will recall that I 
stated in the article, ‘‘Enemies of Production,’’ that both labor and 
capital are as naive as Little Red Riding Hood in carrying their prob- 
lems to the state, because the state was waiting to gobble them both 
up. As true as that statement was last October, when it was written, 
it is even more true today. In those articles I also stated that legisla- 
tion was never constructive per se, that it was always the choice 
between evils. How much better it would have been for both capital 
and labor if they had conducted themselves in the last years so that 
they did not face the bitter contest which now looms over the capitol 
like a dark cloud. Both labor and capital have been short-sighted and 
have brought this house down about their ears, and unless they both 
want to end up behind the eight-ball, where they are in most other 
nations in the world, it behooves them to get together pretty fast and 
go to work without the intervention of the state on behalf of either side. 

I know that this has been diflicult in the past, because employers in 
this country have gone through three stages in their attitude toward 
labor unions: (1) Bust them; (2) tolerate them; (3) horse trade them. 

The time has long since come for the fourth stage in this evolu- 
tion Collaboration on a level of equality—the prime objective being the 
good of the whole, not of either part. 

In the railroad industry there are non-controversial areas where 
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labor and management should start immediately: (a) To modernize 
practices; (b) to speed up the settlement of grievances; (c) to train 
employes more effectively; (d) to modernize and improve equipment 
and service; (e) to promote railway travel and traffic. 

I have read your thought-provoking program and objectives, under 
date of May, 1946, with a sincere desire to get the benefit of your point 
of view and am particularly impressed with your wish to cooperate. 
I am sympathetic with your objective of bringing security to the rank 
and file which you refer to as a guaranteed annual wage. Here is the 
Achilles heel of free enterprise. Here you have been much more far- 
sighted than has management, Here is where labor and capital both 
thraten to succumb to the mercies of the state in the next depression, 


to be completely taken over as they have been in so many other 
countries. 


Many business men fear that the government is already well along 
with its plans for spending our money wastefully during the next de- 
pression in projects, mostly unproductive, many to entail permanent 
additions to the public payroll. They doubt whether the capitalistic 
system can survive another decade of.such boondoggling. But what 
about business itself? Does it have any plans of its own? Why not 
forestall the state by capital and labor getting together and advertising 
the fact that we do not propose to allow ourselves to slide into another 
depression, that enough heads of families will be employed productively 
in one job or another to make the next depression impossible? Not even 
the heavy industries can afford to neglect the all-essential problem of 
level employment of heads of families. 

Our new Federation for Railway Progress will urge the railroad 
industry to lay out a program of capital and other improvements which, 
with the cooperation of labor, will keep the number of men it presently 
employs usefully working at living wages for at least three years in the 
event a depression does come. It is my belief that if every industry did 


likewise, a depression never would come—such would be the confidence 
of business and the housewife. 


It is to make this and many another area of cooperation possible 
that the Federation is today tendering you this cordial invitation to 


become a charter member of an organization dedicated to ever-con- 
tinuing railway progress. 


Fletcher Comments 


R. V. Fletcher, president, Association of American Rail- 
roads, issued the following statement with reference to Mr. 
Young’s new railway federation: 

“In announcing his new federation, Mr. Robert R. Young 
says that it will be for progress, efficiency and better railroad 
earnings. These objectives offer no material area for conflict 
between the new federation and the Association of American 
Railroads. 

“As Mr. Young pointed out in announcing his. new federa- 
tion, the three railroads which he controls through the Alle- 
ghany Holding Company continue to be a part of the A. A. R., 
working with the association and its other members toward 
such desirable ends as improvements in plant, equipment and 
services, in the most effective use of freight cars, and in other 
technological and operating phases of railroading. They con- 
tinue, in fact, to participate in work covered by approximately 
three-fourths of the association’s general budget. 

“One point of difference suggested by Mr. Young was his 
statement to the effect that the new federation would be found 
lobbying for competitive practices, while the A. A. R. lobbies 
for non-competitive practices. Presumably this refers to the 
support of the Bulwinkle-Reed bill by the A. A. R. and its 
members, along with virtually all the shippers of every section 
of the country. Indeed, the bill received substantial support 
from Mr. Young, who sent Mr. Purcell, general counsel of the 
Chesapeake & Ohio Railway, before the Senate committee to 
endorse as necessary the features of the bill which apply to 
rate conferences, while suggesting no more than minor modifica- 
tions in its other features. 

“As to Mr. Young’s insistence upon what he terms banker 
domination of railroads, and of the A. A. R., I can only say 
that in 36 years in the railroad business, I have seen no evi- 
dence of such domination. Perhaps the real question is whether 
the bankers are located in New York or in some other city.” 


MILWAUKEE ROAD IMPROVEMENT PLANS 


The Milwaukee Road’s 1947 budget for improvements to 
roadway and existing equipment and for new equipment in- 
volves an expenditure of more than $48,900,000, according to 
President H. A. Scandrett. The budget included $31,495,500 for 
new diesel-electric locomotives, passenger train cars and freight 
train cars, which will be financed, up to 75 per cent, by issuing 
equipment obligations. Included in the diesel-electric equip- 
ment to be acquired are four 6,000-horsepower passenger, four 
2,000-horsepower passenger, five 1,000-horsepower switching, 
and eleven 1,000 horsepower diesel-electric combination road 
and switch locomotives. Passenger train cars include baggage, 
mail and express cars, coaches, diners, lounge and sleeping cars, 
all of the most modern type. 

Scheduled to be built in the road’s shops in Milwaukee are 
3,419 freight train cars, including box cars, gondolas and auto- 
mobile cars equipped with loading devices. Radio communica- 
tion equipment will be installed on certain locomotives, cabooses 
and six telegraph offices. The construction of new freight 
houses in Chicago and Minneapolis, two warehouses in Seattle 
and a warehouse in Butte is proposed, said Mr. Scandrett. 
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Conferees on Freight Car Output 
Hear Rail Plan to “Up” Orders 


President of railroad association indicates 125,000 cars, 
nearly half of them box type, will be built this year if 
sufficient steel can be obtained, as he addresses joint 
meeting of steel producers, car builders and rail execu- 
tives held under auspices of Senate subcommittee 
headed by Senator Reed, of Kansas. Report on results 
of conference requested by President Truman. Direc- 
tor of O. D. T. says railroads need have no fear about 
ordering 300,000 new cars. Possibility of I. C. C. order 
directing individual roads to acquire specified number 
of new cars stated by Chairman Aitchison, of the Com- 
mission. House member from Illinois criticizes delays 
in transit of rail shipments 


In the morning session of a joint conference of steel pro- 
ducers, car builders, railroad executives and a number of 
government officials, held on February 26 behind closed doors 
of a Senate committee room under the direction and at the 
invitation of a Senate interstate and foreign commerce sub- 
committee headed by Senator Reed, of Kansas, it was stated 
by R. V. Fletcher, president of the Association of American 
Railroads, that as many as 125,000 new freight cars would be 
built in 1947 “if the railroad industry could have the benefit 
of sufficient steel.” 


That figure, Mr. Fletcher said, would include the 82,600 
cars now on order, and about half of the 125,000 would be 
box cars. 


At a press conference he held after disbanding of the 
morning session of the conference, Senator Reed described 
Mr. Fletcher’s statement about prospective railroad orders 
for box cars as “the most encouraging development” of the 
conference up to that point. He referred to his earlier con- 
tention that freight car production for this year should be 
stepped up from the 7,000 a month recommended by the Office 
of Temporary Controls to an average of at least 10,000 new 
cars a month. 


Railroads had not ordered more than 82,500 new cars up 
to the present time because they felt that, under existing limita- 
tions on allocation of the available steel supply to freight car 
construction it would be useless to order more cars, Senator 
Reed said. He explained that the allocation of steel was being 
made on a voluntary basis by the steel industry, in cooperation 
with the Office of Temporary Controls. He averred that “the 
stee? ~eople”’ were not to be criticized if they did not try 
to obtain more steel for freight cars than they needed to 
build the cars they had on order. He said that Director John- 
son, of the Office of Defense Transportation, had told the 
conferees that the railroads ought to have 300,000 new cars 
and that they need have no fear about ordering that number. 


Fletcher’s Presentation 


In his statement, the text of which was made available 
after the morning session, Mr. Fletcher observed that Senator 
Reed had ‘announced his intention to inquire of each railroad 
executive. the number of freight cars he was prepared to order 
at this time. 

“This question cannot be answered categorically,” Mr. 
Fletcher continued. “Just how many cars each railroad will 
purchase in the next year, or the next two years, must depend 
upon factors which are not, at this time, determinable. Much 
will depend upon the supply of available material, upon the 
amount of traffic which is being tendered to the railroads, upon 
the financial results of operation for the next few months, upon 
the state of railroad credit and various other undeterminable 
and intangible factors. ... 

“Assurances were given some three weeks ago that 165,000 
tons of steel monthly would be allocated to the car builders 
for use in constructing and repairing freight cars. This was 
presumed to be sufficient to permit the construction of 7,000 
new cars per month and to take care of necessary repairs. This 
165,000stons of steel monthly was divided as between new con- 
struction and MRO as follows: 102,000 tons for constructing 
ri greg: including components for the cars, and 63,000 for 

“Considerable doubt has been raised in the minds of rail- 
road officials as to whether as much as 165,000 tons of steel 
monthly will be allocated for the construction and repair of 
railroad equipment. In this connection, it should not be over- 
looked that the railroads need steel currently for other pur- 


poses than the construction and repair of equipment. A certain 


amount of available steel must be used for track maintenance, 
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consisting, for example, of new rail, repairs to bridges, and 
track fastenings. ... 

“In order to get sufficient steel to build 10,000 new cars 
a month and also take care of needed maintenance, there would 
have to be allocated for such purposes 1,150,000 tons of steel 
per quarter. .. . This quarterly figure would be broken down 
as between construction and maintenance as follows: For con- 
struction of new cars, 682,000 tons, and for MRO maintenance, 
468,000 tons. . . . While it is impossible to name a definite 
figure, I think it is fair to say that if the railroad industry 
could have the benefit of sufficient steel, as many as 125,000 
cars would be built in the year 1947, that figure, however, in- 
cluding those now on order. ... ” 

Mr. Fletcher said that the railroads in 1937 used 11.4 per 
cent of the total production of steel, and added that “according 
to our best judgment the percentage should not be less than 
11.5 per cent at this time.” 

Senator Reed said that railroad executives who made state- 
ments in the morning session, after Mr. Fletcher had spoken, 
were: P. J. Neff, president of the Missouri Pacific; Fred G. 
Gurley, president of the Atchison, Topeka & Santa Fe; Ralph 
Budd, president of the Burlington; C. D. Young, vice-president 
of the Pennsylvania; C. McD. Davis, president of the Atlantic 
Coast Line, and R. B. White, president of the Baltimore & Ohio. 


Mention of I. C. C. Inquiry 


According to Senator Reed’s report, Chairman Aitchison, 
of the I. C. C., called attention to the pending Commission in- 
vestigation of adequacy of railroad freight car supply, in which 
a hearing would be held March 18, and stated that the Com- 
mission could, in that proceeding, go so far as to tell individual 
roads that they would have to order a stated number of cars. 

All the conferees agreed that the existing shortage of 
freight cars was the most important and critical thing facing 
the country, said Senator Reed. He described the meeting as 
a “top flight” conference, and said that the principal three 
groups participating—steel producers, car builders, and rail ex- 
ecutives—had met in Washington last year but had at that time 
been “kept in watertight compartments” and had never con- 
vened jointly. In the February 26 meeting, he said, it seemed 
logical first to ask the railroads to what extent they would in- 
crease their orders for cars if they could get the steel required. 
He said he hoped the problem could be worked out in an or- 
derly manner by the three main groups represented. 


Report on White House Visit 


Referring to a visit that he and the other members of his 
subcommittee (Senators Myers, of Pennsylvania, and Capehart, 
of Indiana) had made at the White House on February 20, 
Senator Reed said the subcommittee was in the office of Mat- 
thew Connelly, secretary to the President, when President Tru- 
man unexpectedly came in and learned of the subcommittee’s 
efforts to obtain enough steel to make possible production of 
10,000 freight cars a month. Senator Reed said the President 
expressed much interest in the subcommittee’s work and in its 
plans for the February 26 conference. He said President Tru- 
man expressed a hope that the conference would be productive 
of results and that he would be very happy if the subcommittee 
would come and see him again after the conference. 


Present at the February 26 conference, in addition to those 
heretofore named, were the following railroad executives: 


R. L. Williams, president, Chicago & North Western; H. A. Scan- 
drett, president, the Milwaukee; Ernest E. Norris, president, the South- 
ern; E. H. Burgess, vice president and general counsel, Baltimore & 
Ohio; H. M. Warden, vice president and general manager, and James 
G. Blaine, counsel, of the Missouri-Kansas-Texas; A. C. Mann, vice 
president, Illinois Central; P. J. Lyncy, vice president, operation, Union 
Pacific; W.. W. Munster, vice president, Boston & Maine Central; Leo 
P. Day, of the New York Central; William E. Hayes, of the Rock Is- 
land; J. S. Dortch, Jr., of the Chesapeake & Ohio; William G. White, 


. the Pennsylvania, and Eldon Martin and F. E. Sperry, of the Bur- 
ngton, 


Railroad purchasing agents at the conference were: W. W. 
Kelly, the Santa Fe.; S. A. Hayden, the M-K-T; J. H. Lauder- 
dale, Missouri Pacific; Ed Clifford, C. & N. W.; R. D. Long, the 
Burlington, and J. R. Watt, the Louisville & Nashville. 


Other Carrier Representatives 


The A. A. R. was represented by Mr. Fletcher and W. J. 
Farrell, R. E. Clark, C. W. Taylor and Thomas L. Preston. Re- 
frigerator car company representatives were: J. A. Friend, su- 
perintendent of refrigerator service of the American Refriger- 
ator Transit Co. and secretary of the railroad-owned and 
controlled refrigerator car operations committee; O. W. Stevens, 
president and general manager, American Refrigerator Transit 
Co.; William C. Brantley, counsel, Fruit Growers Express Co.; 
F. W. Crow, vice president and general manager, Merchants 
Despatch Trans. Corp. and Northern Refrigerator Car Line, 
Inc.; E. V. Plummer, of Pacific Fruit Express Co., and H. B. 
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Spencer, president, Fruit Growers Express, Western Fruit Ex- 
press and Burlington Refrigeration Express. 
Representatives of other groups at the conference were: 


Steel companies: J. V. Honeycutt, Bethlehem Steel Co.; Norman 
W. Foy, Republic Steel Corporation; N. C. Reed, Wheeling Steel Cor- 
poration; L. C. Reed, Inland Steel Co.; C. H. Longfired, Youngstown 
Steel Corporation; F. H. Lewis, Jones & Laughlin Steel Corporation; 
R. M. Worth and Paul M. King, Worth Steel Co.; R. C. Todd, vice 
president, American Rolling Mill Co.; J. Frederic Wiese, vice president, 
Lukens Steel Co.; E. F. Clark, National Steel Co., and David Austin, 
vice president, United States Steel Corporation. 

Car builders: S. M. Felton, president, American Railway Car Insti- 
tute, with James P. Selvage and John L. Farrell, of that organization; 
Champ Carry, president, and W. N. Barker, executive vice president, 
Pullman Standard Car Manufacturing Co.; F. A. Stevenson, president, 
and Freedrick H. Norton, vice president, American Car & Foundry; 
J. F. MacEnulty, chairman of board, Pressed Steel Car Co., Inc.; Ed- 
win Hodge, Jr., president, Greenville Steel Car Co.; Walter J. Curley, 
vice president, General American Transportation Co.; L. C. Haigh, vice 
president, Magor Car Corporation; F. M. Cowgill, vice president, Ral- 
ston Steel Car Co.; J. C. Angsten, J. A. Kummerer and Stephen T. 
Early, of Pullman Standard; J. H. Deibel, director of purchases, 
Pressed Steel Car Co., and H. Streader, American Car & Foundry Co. 

Government representatives: Major General Philip B. Fleming, ad- 
ministrator, Office of Temporary Controls; Chairman Aitchison, I. C. C.; 
Director Johnson, O. D. T.; Homer C. King, deputy director, O. D. T.; 
Robert L, Glenn, director of manpower and materials, O. D. T.; Gar- 
land R. Gallagher, O. D. T.; J. C. Houston, Jr., commissioner, Civilian 
Production Administration; P. J. Treacy, C. P. A. steel branch; J. W. 
Follin, deputy administrator, O. T. C., and Harold Stein, commissioner, 
Office of War Mobilization and Reconversion. 


House Members’ Views 


Representative Simpson, of Illinois, on February 26 issued 
a statement dealing with the current box car shortage and 
containing a suggestion that freight cars be unloaded on Sat- 
urdays, even if overtime rates had to be paid for the unload- 
ing. He said the shortage had now reached a climax. 

He referred to a report that one large railroad had laid 
off 7,000 employes because it faced financial disaster unless it 
reduced operating expenses. 

“It would seem,” he said, “if in just a few weeks after a 
17 per cent rate increase has been granted the railroads, that 
the public must still face and bear inadequate transportation 
machinery and the railroads themselves face a threat of in- 
solvency,,there must be something basically wrong with the 
manner in which the public through regulatory bodies unduly 
restricts railroad income or with the railroad structure itself. 
... A review of the situation whereby the railroads requested 
a 25 per cent increase in rates and received 17 per cent might 
also help the situation although rates seem rather high as they 
now stand... .” i 

Representative Simpson said a check of “some 75” loaded 
freight cars arriving in Washington, D. C., in January showed 
“a surprising record of delays encountered during their move- 
ments from points of origin.” 

“Nineteen of those cars that should have consumed a total 
of 68 days en route had they received normal scheduled service 
actually were 194 days en route,” he said. “This definitely 
shows an avoidable consumption of 126 days in this 19 car load 
movement, an average detention of six days percar....” _ 

He discussed in detail movements of the 19 cars and said 
that “from this information you can readily see that these 19 
cars were idle approximately two-thirds of the time. If this 
situation was national in scope, he said, it should be corrected 
“either by railroad employes being returned to their work or a 
further rate increase granted or both.” 


Reed Pleased with Results 


As the conference ended late in the afternoon of February 
26, Senator Reed, beaming with satisfaction, announced to re- 
porters that all the steel companies represented had agreed to 
support a program for construction of 10,000 freight cars a 
month by making available enough steel to the car builders 
and the railroads to make that volume of new construction 
possible. 


“In my long public life I don’t think I have ever had a day 
so productive of public benefit as this day,” said Senator Reed. 

He stated that the steel companies also had agreed to in- 
crease allocations of steel for freight car repairs in the same 
proportion that they would increase the allocation for new 
cars, the increase with respect to the latter being 3,000 cars a 
month—from 7,000 to 10,000. 

After stating that the steel companies had lost 13,000,000 
tons of steel production in 1946 because of strikes, Senator 
Reed said their representatives at the conference had stated 
that if there were no strikes this year they thought they would 
be able to produce enough steel to make unnecessary any cur- 
tailment of output of steel-using industries other than the 
freight car builders. a ; 

Asked whether the car builders would build the 10,000 cars 
a month to be scheduled as a result of the conference, Mr. 
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Felton, of the American Railway Car Institute, said he did not 
think there was any question about that. Then, addressing 
Senator Reed, he added that “it looks as if we can get the 


. Steel, thanks to you.” He indicated that the problem of ob- 


taining steel for car wheels had been a serious one, and said 
that the present pig iron shortage was “very serious,” after it 
had been suggested that pig iron might be used for some wheel 
construction. Senator Reed indicated that production at the 
rate of 10,000 cars a month might be attained by June or July. 

He said that Director Johnson, of the O. D. T., and Mr. 
Treacy, of the O. T. C., had been instructed by the subcom- 
mittee to work out details of the car construction program, 
including designation of a “task force” to coordinate the pro- 
gram as between railroads, car builders and steel companies, 
and that they would report back to the subcommittee in the 
very near future. 

David Austin, vice-president of the United States Steel 
Corporation, was the first of the steel company representatives 
to say that he would “go along” with the 10,000-cars-a-month 
program, said Senator Reed. Thereafter, he said, all the other 
companies represented joined in support of the program. 

Senator Reed said the subcommittee asked Mr. Fletcher, 
of the A. A. R., to see to it that the railroads ordered enough 
cars, and ordered them promptly, so that the car builders 
would know that they would have an ample supply of orders 
to step up their production. 

Director Johnson, of the O. D. T., said that the result of 
the conference was the best news he had had in five years. 


ROLLING STOCK ADDITIONS 


Class I railroads on February 1, 1947, had 69,538 new 
freight cars on order, the Association of American Railroads 
announced. On the same date last year, they had 38,090 on 
order. Since February 1, this year, additional orders for freight 
cars had been placed, said the A.A.R., adding: 


New freight cars on order February 1, this year, included 19,373 
hopper, including 2,073 covered hoppers, 4,520 gondolas, 886 flat, 28,716 
plain box, 5,366 automobile, 9,609 refrigerator, 750 stock and 318 miscel- 
laneous freight cars. 

They also had 639 locomotives on order February 1, this year, com- 
pared with 454 on the same day in 1946. The number on order on 
February 1, 1947, included 53 steam, six electric and 580 Diesel loco- 
motives compared with 81 steam, six electric and 367 Diesel one year 
ago. 

Class I railroads put 2,795 freight cars in service in January com- 
pared with 2,457 in the same month last year. Those installed in the 
past month included 435 hopper, including 46 covered hopper, 185 gon- 
dolas, 42 refrigerator, 524 automobile box, 1,299 plain box, 210 flat and 
100 miscellaneous freight cars. 

They also put 74 new locomotives in service in January, of which 
seven were steam, and 67 were Diesel. New locomotives installed in 
January, 1946, totaled 21, of which eleven were steam, and ten Diesel. 

The figures given above include only locomotives and commercial 
service freight cars installed and on order by Class I railroads and by 
railroad-owned refrigerator car lines. Locomotives and cars installed 
or on order by private car lines, shortlines or industrial railroads are 
not included. 


Plowman Urges Four-Point 
Action on Car Shortage 


Four steps to meet the critical freight car shortage and 
avert a rail transportation breakdown were suggested Febru- 
ary 20 by E. G. Plowman, vice-president, traffic, United States 
Steel Corporation of Delaware, in an address at the annual 
dinner of the Traffic and Transportation Association of Pitts- 
burgh. “During this summer and fall, there is sure to be a 
severe car shortage. Its impact upon industrial production will 
be severe,” stated Mr. Plowman, urging shippers to redouble 
their efforts to solve the problem. 

He said the rundown condition of cars was one reason that 
American railroads last year carried 20 per cent less ton-miles 
than in 1944, though the number of serviceable cars reported 
by Class I roads had declined only 2.1 per cent in the two 
years, from 1,711,000 in 1944 to 1,676,000 in 1946. Another 
factor accentuating the car shortage has been the shorter work 
week, with elimination of Saturday loading and unloading, said 
the speaker. To improve the condition of railroad q@ars, Mr. 
Plowman urged an effective repair program, stepped-up car 
production and more efficient switching and yard conditions. 

The speaker suggested the following four-point program 
to avert a potential rail crisis: 


1. Continue heavy loading of cars. Whereas the war-time peak in 
1943 and 1944 was more than 33 tons a car, in the first 11 months of 
1946, loads averaged only 31 tons. 

2. Continue to apply penalties and prohibitions against misuse of 
cars, such as embargoes and penalty demurrage plans. 

3. Continue and improve the efficient car distribution system de- 
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veloped during the recent war. Add to present car distribution rules 
provisions which would maintain on each railroad more nearly the 
equivalent of its ownership of each class of cars and also require keep- 
ing Off-line cars in good repair. 

4. Step up voluntary cooperation of shippers, 







Mr. Plowman said that the rules requiring return of freight 
cars to their home railroads have become ineffectual because 
they are not compulsory as formerly. ‘As a result an unknown 
number of freight cars have not been on their home railroad 
for many months. While away from home, these cars are in- 
spected and given running repairs . . . but do not get repairs 
to floors, doors, and roofs necessary to make them into good 
quality cars. This is a phase of car distribution in which ship- 
pers are greatly concerned,” said he. 

The speaker cited the increasing rate of freight car pro- 
duction, the pick-up in truck manufacture and’ public recogni- 
tion of the seriousness of the car shortage as factors which 
may affect the rail transportation picture favorably. 













FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 3,343 
freight cars and an average daily shortage of 31,718 freight cars 
for the week ended February 15, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 0; auto 
box, 223; flat, 119; gondola, 12; hopper, 86; and miscellaneous 
cars, 2,903. 

The shortage was made up as follows: Plain box, 20,015; 
auto box, 78; flat, 143; gondola, 4,111; hopper, 6,913; and mis- 
cellaneous cars, 458. 












CANADIAN NATIONAL) CAR ORDER 


The Canadian National Railways has ordered 500 box cars 
for the Grand Trunk Western Lines of the Canadian National 
System, D. M. Ford, vice-president of purchases and stores, has 
announced. The cars, to be built by the Pullman Standard Car 
Manufacturing Co. at Butler, Pa., conform to the latest A. A. R. 
specifications and will be six inches higher than box cars now 
in service, increasing the cubic increase 5 per cent, and per- 
mitting the loading in many cases of an additional tier of boxes. 
The car will be 40 feet 6 inches long, 10 feet 6 inches high and 
9 feet 2 inches wide, with a carrying capacity of 50 tons inside. 
The doors will be 7 feet wide by 6 feet high, larger than those 
of previous cars. 









































CIRCUS BUYS RAIL CARS 


Sale of 25 surplus ambulance railroad cars to Ringling 
Brothers-Barnum and Bailey Combined Shows, Inc., was an- 
nounced February 25 by War Assets Administration which said: 


The circus company plans to remodel the cars for use as family 
units to relieve crowded conditions of travel for performers and labor- 
ers. Each car is equipped with a small kitchen which will solve one of 
the circus peoples’ main gripes, the lack of hot meals while on tour. 

The cars cost the government approximately $5,300 each and went 
to the circus company for $1,500 each. 












































Troop Sleeping and Kitchen 
Rail Cars for Sale 


Nearly 2,300 special troop sleeping and kitchen railroad 
cars, which cost the government approximately 28 million dol- 
lars, are being offered for sale by War Assets Administration 
at fixed prices of from $2,880 to $3,780 each for sleeping cars 
and $3,240 each for kitchen cars, the W.S.A. has announced. 


“Built for the Reconstruction Finance Corporation (O.D.P.) 
and leased to the Pullman Company for the war-time trans- 
portation of the armed forces, most of these cars are in storage 
at Illiopolis, Ill.,” it said, adding: 


Some of the cars are designed for unrestricted freight or passenger 
train operation in the United States and can be easily converted into 
A.A.R. standard 50-ton, 50-feet-6-inch box cars with 6-foot side doors. 

Of standard gauge (56144-inch) and constructed of all steel framing 
and siding with wood lining, the sleepers have 12 windows and one door 
in each side, and kitchen cars have six windows and one door in each 
side. Both have one door with diaphragm, face plate and curtains in 
fach end; roof and sides insulated; all doors and windows weather 
stripped and provided with shades and screens. The sleepers can 
accommodate 30 people. 

The kitchen cars are equipped with an air pressure system, one 
400-callon cold water tank, two 40-gallon hot water tanks for sink, 
one 82-gallon cold water and one 30-gallon hot water tanks for shower, 
with steam water heater taking steam from train line. Also they are 
puipped with refrigerator, meat and work tables, lockers, sink, coal 

n, ete, 

For most or all of the cars, minor items of loose equipment are 
reported missing, but no missing items will be replaced. 

Some of the special troop sleeping cars have minor changes in 
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detail construction, principally the continuous side sills and the elimi- 
nation of side door step ‘‘wells.’’ 

All of the cars can be altered to permit their us in ‘‘head-end’’ 
service or as camp cars at reasonable cost, according to competent 
authorities. 

The fixed prices ‘‘as is,’’ f.o.b. location, are: 

1,177 special troop sleeping cars ...............-. $2,880 each 
396 special troop kitchen cars 3,240 each 
717 special troop sleeping cars 3,780 each 

A limited number of similar cars (both sleeping and kitchen) which 
have been in wrecks and are more or less damaged, will be offered 
later, probably on a sealed bid basis. 


Revenue Freight Loading 


Revenue freight loading the week ended February 22 to- 
taled 776,689 cars, according to the Association of American 
Railroads. This was 2.9 per cent below the preceding week; 
7.4 per cent above the corresponding week last year, and six- 
tenths of one per cent above the corresponding week of 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 49,050 cars, 2,574 below pre- 
ceding week and 2,670 below corresponding 1946 week. 

Livestock, 12,299 cars, 1,021 below preceding week and 
4,943 below corresponding 1946 week. s 

Coal, 182,420 cars, 3,485 above preceding week and 1,766 
below corresponding 1946 week. 

Coke, 14,203 cars, 306 below preceding week and 5,351 
above corresponding 1946 week. 

Forest products, 46,256 cars, 3,541 below preceding week 
and 8,606 above corresponding 1946 week. 

Ore, 12,636 cars, 403 above preceding week and 5,348 above 
corresponding 1946 week. 

Merchandise, L. C. L., 110,146 cars, 8,951 below preceding 
week and 3,737 below corresponding 1946 week. 

Miscellaneous, 349,679 cars, 10,783 below preceding week 
and 47,219 above corresponding 1946 week. 


Cumulative Freight Loading 


1947 1946 1945 
Four weeks of January..............+- 3,168,397 2,883,863 3,003,655 
Week of February 1........... Wakes sen 835,051 723,301 739,556 
Wee OF POTN Bins occ sé sesezicade-s 767,481 713,240 755,832 
Week of Peurasty 16. 2. o..66 si ce 799,977 707,054 784,703 
i ota ot 8 cad ies k eee 5,570,906 5,027,458 5,283,746 


Revenue Ton-Miles 


The volume of freight traffic handled by Class I railroads 
in January, 1947, measured in ton-miles of freight, increased 
3.6 per cent above the corresponding month of last year, ac- 
cording to the Association of American Railroads which adds: 


Traffic in January amounted to approximately fifty billion ton- 
miles( according to preliminary estimates based on reports just received 
by the association from Class I railroads. 

The January freight traffic this year was nearly double that of the 
same month in 1939. 

The following table summarizes revised statistics for the year 
1946, and preliminary figures for January 1947. 








Percent 

1946 1945 Change 

id months actual <.. 0.46. .a%c. 542,377,789,000 634,376,276,000 —14.5 

IES ero ey 49,000,000,000 46,295,117,000 + 5.8 

So a ee Re RAC SO It eee Ew a591,400,000,000 680,671,393,000 —13.1 
1947 1946 

January ....-b 50,000,000,000 48,241,378,000 + 3.6 


ee a ‘Revised estimate 
b Preliminary estimate 





Monthly Transportation Review 
Issued by Kendall 


In his February review of the national transportation situa- 
tion, W. C. Kendall, chairman of the car service division of the 
Association of American Railroads, referred to the hearings on 
the freight car shortage before the Senate interstate and for- 
eign commerce committee, and said that, on the whole, “the 
most significant development during the hearings was the una- 
nimity of opinion that there are not enough box cars in the 
country and that heroic measures should be taken to add to the 
box car supply.” 


“Undoubtedly many students of transportation will wish to 
secure and study the printed transcripts of these hearings (see 
Traffic World, Feb. 22, 586; Feb. 15, p. 504; Feb. 8, p. 409, and 
Feb. 1, p. 339) when they become available,” said Mr. Kendall. 

After reviewing the car supply situation, Mr. Kendall said 


674 


that, following a lull during the holidays, L. C. L. traffic volume 
increased substantially in January. 

“Concurrently,” he continued, ‘adverse weather conditions 
affected operations unfavorably at some points in the north and 
east. While there have been some indications of mild conges- 
tions at some important transfers and freight houses within 
this area, the situation is not out of hand and on the whole 
L. C. L. movements appear to be fairly good. There are no 
serious congestions in western or southwestern territory.” 

Mr. Kendall said that, along with all shippers in the coun- 
try, the army had been having considerable difficulty in ob- 
taining sufficient equipment to take care of their requirements, 
and at the present time, were hard pressed to fulfill their com-: 
mitments to the armies of occupation. 

“The movement of export and coastal freight through U. S. 
ports during the month of January, 1947, was 0.7 per cent less 
than that handled in 1946,” said Mr. Kendall. “Total number 
of cars unloaded in January, 1947, was 103,881 as compared 
with 104,582 in January, 1946. Of this amount 21,340 versus 
20,802 was bulk grain, 79,860 versus 83,067 other export, and 
2,681 versus 713 coastal freight.” 

Chairman Kendall said the interchange of cars with the 
National Railways of Mexico continued on a satisfactory basis 
and a close parity was being maintained as between the number 
of cars delivered and the number of cars received from that 
line. This together with the improvement in the service recently 
noted, said he, indicated the possibilities of permitting an in- 
creased volume of traffic to move into Mexico against the ex- 
isting embargo. 

The average percentage of detention of freight cars held 
over the free time of 48 hours in the month of January was 
17.98 which compared with 18.14 per cent in December, 1946, 
and 19.82 per cent in January, 1946, said he. In January, 1947, 
there was an increased percentage of detention in four districts 
and decreased percentage in eight districts as compared with 
January a year ago, he continued. 


Advisory Board Estimate Below Actual 
Loadings for Third Quarter 1946 


Chairman W. C. Kendall, of the car service division of the 
Association of American Railroads, has issued a compilation of 
Shippers’ Advisory Board freight loading estimates showing 
that for the third quarter of 1946 the boards underestimated 
loading by 2.3 per cent, as a whole. Five boards over-estimated 
and eight boards under-estimated loadings for the quarter, 
while there were over-estimates in seven commodity groupings 
and under-estimates in thirteen groupings. Chairman Kendall 
said the estimates were truly remarkable in view of the many 
unsettled conditions affecting transportation in the third quar- 
ter of 1946. He submitted the following comparison of national 
forerast of the boards with the actual loadings for the third 
quarter, 1946: 








Per Cent of 
Accuracy 
Carloadings 3rd Esti- Esti- 
Quarter 1946 mated mated 
Commodity Estimated Actual Over Under 
CIN MUNN as ge elects thie akg Sac hale bares ada 438,513 436,665 0.4 
Flour, Meal and Other Mill Products 229,660 238,827 4.0 
Hay, Straw and Alfalfa............. 22,885 27,790 21.4 
St AE at ene pore 65,735 57,014 13.3 
Cotton Seed, Soybean-Vegt. Cake and 

elk ces ceca 9,275 6,421 30.8 
I ging dale wives tars bores as’ 25,764 24,400 5.3 
Grher, Preenm Prams. oc... 0... 111,110 112,277 se! 
SAY, eek act ie s.o. 6 9s 0s Anais yok 58,395 63.277 8.4 
Other Fresh Vegetables............. 85,256 79,335 7.0 
OE SERPS SSM i SR are tam 190,066 208,320 9.6 
Poultry and Dairy Products........ 36,987 29,836 19.3 
Pa ee | ec ee 2,534,672 2,703,509 6.7 
Ore and Concentrates............... 986,657 889,197 9.9 
Gravel, Sand and Stone............. 487,335 585,511 20.1 
WE ta nccts ce sear Wenes hace olka Gs 5 0 :0.s.cerme'b 37,676 36,294 3:7 
Lumber and Forest Products....... 620,649 693,105 11.7 
Petroleum and Petroleum Products. 435,161 491,601 13.0 
Sugar, Syrup and Molasses.......... 45,310 41,911 7.5 
PI I IN i aS 6.5m, 80 wos oo ce tenis 540,297 493,314 8.7 
SN is ik ails de owns os wk Se 19,156 16,335 14.7 
Machinery and Boilers.............. 62,004 60,460 2.5 
BRS ROS SES ie TMS It Fae ara a ee a 190,071 176,016 7.4 
Brick and Clay Products............ 66,162 70,708 6.9 
Bont “ORR UO. 5k oo oe thease 38,039 43,342 13.9 
Agric. Implements and Veh. 

Other than Automobiles......... 31,759 27,646 13.0 
Automobiles and Trucks............ 150,874 115,328 23.6 
Perttiizers; All KUNGB.... cco’ 139,031 148,204 6.6 
Paper, Paper Bd. and Prepd. Rfg... 134,107 140,426 4.7 
Chemicals and Explosives........... 83,772 41,970 49.9 
Food Products in Cans and Packages 110,114 109,685 0.4 

Total all commodities.......... 7,986,492 8,168,724 2.3 


- along with many other industries, the railroads have been na- 
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Revenue Traffic Statistics 


Ton-miles of revenue freight handled by Class I steam 
railways, exclusive of switching and terminal companies, totaled 
51,934,287,000 in November, 1946, as compared with 49,767 - 
755,000 in November, 1945, and 542,377,789 in the 11 months 
ended with November, 1946, as compared with 634,376,276,000 
in the like 1945 period, according to a compilation by the 
Commission’s Bureau of Transport Economics and Statistics of 
revenue traffic statistics of those roads, statement M-220. 

Revenue tons carried in November, 1946, amounted to 234,- 
009,138, as against 219,754,212 in November, 1945, and 2,410,- 
778,293 in the 11 months ended with November, 1946, as 
against the corresponding 1945 figure of 2,647,014,279. Freight 
revenue totaled $522,992,522 in November, 1946, as compared 
with $463,902,145 in November, 1945, and $5,295,186,593 as 
against $6,131,675,875 in the comparable 1945 period. 

Revenue passengers carried totaled 61,142,912 and passen- 
ger revenues amounted to $85,511,711 in November, 1946. For 
the 11 months ended with November, 1946, revenue passengers 
carried totaled 729,861,913. and passenger revenues totaled 
$1,166,440,760. 

Freight traffic averages for November, 1946, compared 
with November, 1945, respectively, were reported as follows: 

Miles a revenue ton a road, 221.9 and 226.5; revenue a ton- 
mile, 1.007 cents and 0.932 cent; and revenue a ton a road, 
$2.23 and $2.11. 

For the 11 months ended with November, 1946, compared 
with the like 1945 period, freight averages were, respectively: 

Miles a revenue ton a road, 225 and 239.7; revenue a ton- 
me cent and 0.967 cent; and revenue a ton a road, $2.20 
an oT, 










































Sen. Hawkes Views Report of P. R. R. 
Loss in 1946 as Warning to U. S. 


An announcement by the Pennsylvania Railroad that it 
had operated at a loss in 1946 for the first time in its 100-year 
history “could be a milestone on the road of approach to social- 
ism here in our country, if the pressures government regula- 
tions have brought to bear upon the railroads are not relieved,” 
said Senator Hawkes, of New Jersey, in extension of his re- 
marks in the Congressional Record. 

He referred to a newspaper article, which he inserted in 
the Record, in which Martin W. Clement, president of the 
Pennsylvania, was quoted as saying that “the unsatisfactory 
results for the year were due very largely to the impact of the 
forces of government regulation” and in which it was stated 
that the railroad’s report regarded as “wholly inadequate to 
meet increased costs imposed upon railroads” the freight rate 
increase of 17.6 per cent granted by the Commission in Ex 
Parte 162 and made effective January 1. 

“TI ask the people of the United States to take notice of 
this statement and to look across the water to England where, 




















tionalized,” said Senator Hawkes. 
The railroad’s report, he said, showed that the 1946 deficit 
had been incurred “despite excellent management.” 







TAXES AND TRANSPORTATION 


''The Bureau of Internal Revenue has announced that in the 
calendar year 1946 collections from imposition of taxes on 
amounts paid for transportation of persons and property totaled 
$487,028,331.87 as against $422,894,352.33. 

The tax of 15 per cent on amounts paid for transportation 
of persons yielded $241,986,852.46 in 1946 as against $223,552,- 
092.33 in 1945, while the tax of 3 per cent on amounts paid for 
transportation of property, and of 4 cents a ton on coal, 
yielded $245,041,479.31 in 1946 as against $219,342,260 in 1945. 

' The tax of 4% per cent of the transportation charges on 
petroleum by pipeline yielded $15,174,591.22 in 1946 as against 
$15,679,681.94 in 1945. 

The federal gasoline tax of 1% cents a gallon yielded 
$413,952,324.13 inn 1946 and $424,585,161.64 in 1945. 


















Three Forwarders Collect 63 Per 
Cent of 1945 Reported Revenue 


The three largest freight forwarders in the country col- 
lected forwarder revenue in 1945 totaling $19,072,330 which is 
63.0 per cent of the forwarder revenue of all forwarding com- 
panies reporting to the Commission, according to a 22-page 
summary issued by the Commission, “Selected Financial and 
Operating Statistics from Annual Reports of Freight Forward- 
ers for the Year Ended December 31, 1945,” statement No. 474. 
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March 1, 1947 


Forwarder revenue collected by the three largest com- 
panies was given as follows: Acme Fast Freight, Inc., and affili- 
ated companies, $34,380,142; National Carloading Corporation, 
$32,425,097; and Universal Carloading & Distributing Co., Inc., 
$42,267,091. 

Sixteen other companies had annual forwarder revenue 
exceeding $1,000,000 with a total of $49,490,398, making a com- 
bined total for the 19 largest companies of $158,562,728 or 91.5 
per*cent of the forwarder revenue of 94 reporting concerns, 
said the report. 

Of 52 larger forwarders, said the report, 23 showed deficits 
in net income for 1945, and for these 52 companies, the net 
income before income taxes was $552,464, the income tax pro- 
vision, $413,810, and the net income after all taxes $138,654. 

Annual reports containing complete information were re- 
ceived for 1945 from 94 forwarders, said the report, 52 having 
annual gross revenues of $100,000 or more and 42 less than 
$100,000. It said that of the total number of freight forwarders 
tabulated, 68 were corporations, eight were partnerships, and 
18 were individuals. 

The report summarized the relative importance of the two 
classes of forwarders (those having gross annual revenues of 
$100,000 or more and those with gross annual revenues of less 
than $100,000) as follows: 








Freight forwarders having Total 
annual gross revenues of 
Over Under both 
$100,000 $100,000 classes 
NN No ica 815.6505 aes Mieco ele $22,231,313 $2,156,825 $24,388,138 
Total liabilities before surplus.... 22,872,668 1,153,355 24,026,023 
Se TN 5. 55:6 556 aS oes cin dad 641,355 1,003,470 362,115 
Forwarder revenue ............... 170,112,143 3,137,587 173,249,730 
Incidental revenue ............... 618,533 156,760 775,293 
|) a 170,730,676 3,294,347 174,025,023 
Transportation purchased—Dr... ..132,772,609 2,148,287 134,920,896 
Total operating revenues..... 37,958,067 1,146,060 39,104,127 
Operating expenses and taxes, other 
than income taxes............. 37,343,550 969,662 38,313,212 
Revenues (less expenses and taxes 
other than income taxes) 
from forwarder operations.... 614,517 176,398 790,915 
Average number of employees dur- m3 
RRS ie oat aera A: 10,043 170 10,213 


d—Deficit. 


CAPITAL AIRLINES-P. C. A. CARGO PLANES 


First of fleet of Douglas four-engined cargo planes, any 
one of which could move the full equipment of the New York 
Philharmonic Orchestra and that of six football teams at the 
same time, was placed in operation February 17 by Capital 
Airlines-P. C. A. The new craft, converted by the Glenn L. 
Martin Co., has a capacity of 3,600 cubic feet and 18,000 pounds. 
The plane has over-large loading doors, removable cargo bins, 
and newly-developed insulation and painting technique to 
oe temperature and lighting conditions, announced 
the air line. 


SANTA FE SKYWAY COMMUNICATIONS SYSTEM 


Ground-air communications tests to determine the practi- 
cability of a twelve-state very high frequency communications 
system for Santa Fe Skyway are being made under the super- 
vision of L. R. Thomas, electronics engineer for the Santa Fe 
Railway. A DC-3 airfreighter, equipped with two-way V. H. F. 
transmission and receiving units, is: making tests at all altitudes 
from 1,000 to 10,000 feet within a 100-mile service radius of a 
mobile V. H. F. ground station installed in a laboratory car of 
the Santa Fe system. The tests will determine the number of 
ground stations and remote control points that will be required 


~. a V. H. F. installation covering the area served by the Santa 
e. 


T.W.A. ALL-CARGO SERVICE TO EUROPE 


A new Trans World Airline all-cargo service leaving the 
United States every Friday night for delivery Monday morning 
in Europe and the Mediterranean area became effective Janu- 
ary 31. Specially modified DC-4’s, capable of carrying 12,000 
pounds total payload, are used. Service will be once weekly 
at the start, with flight frequency likely to increase as more 
planes become available. Originating in Washington, the flights 
will stop in New York and terminate at Lydda, Palestine, with 
intermediate stops at Gander, Newfoundland; Shannon, Eire; 
Paris, Geneva, Rome, Athens and Cairo. Westbound, the cargo 
flights will leave Lydda every Sunday night, arriving in Wash- 
ington on Wednesdays. . 





Air Coordinating Committee Report 


President Truman has transmitted to Congress the first 
report of the Air Coordinating Committee that was established 
by executive order on September 19, 1946, as the President 
said in his message, “in order to achieve full development and 
integration of United States aviation policies and activities, and 
includes representatives of the executive agencies primarily 
concerned with aviation.” The President added that through 
its Aviation Industry Advisory Panel, the committee drew upon 
the experience and views of the air transport and aircraft 
manufacturing industry, of organized labor, and of other avia- 
tion interests. : 

The report consists of a review of the activities of the 
committee in 1946. The committee said after study of the 
matter it had concluded that the government should not sub- 
sidize a lighter-than-air program for commercial purposes. 
With respect to national aviation policy, the committee said: 


Because of the extent to which aviation questions affect the national 
interests, it is important that the Congress, the aviation industry, the 
public, and the world at large be currently advised of the aviation 
policies of the federal agencies. Although specific government aviation 
policies are expressed in the separate actions taken from time to time 
by the executive agencies, independently and as coordinated through 
the Air Coordinating Committee, it has appeared desirable to supple- 
ment such an evolutionary process by the publication at this time of a 
comprehensive statement of national aviation policy. It is intended that 
this statement will reflect the government’s policies with respect to air 
transportation, personal flying, the manufacture of aircraft and aero- 
nautical equipment, research and development of benefit to civil avia- 
tion, mobilization and those military aviation policies which security 
will permit of publication at this time. Such a statement is now being 
drafted by the committee for submission to the President. 


William L. Clayton, Under Secretary of State for Eco- 
nomic Affairs, is chairman, and James M. Landis, chairman of 
the Civil Aeronautics Board, co-chairman, of the Air Coordi- 
nating Committee. 


Air Service Applications 


Air Cargo Coordinators, of Cleveland, O., in separate ap- 
plications filed with the Civil Aeronautics Board, designated 
as docket Nos. 2812, 2813 and 2814, has asked the board for 
authority to operate as an indirect air carrier for transportation 
of property over scheduled air carriers within the continental 
limits of the U. S., and over scheduled and non-scheduled car- 
riers to and from points outside the continental limits of the 
U. S. The applicant said it proposed to solicit freight for the 
air carriers existing at the present time and for those “which 
may be formed at a future date.” ' 

Other new applications filed with the board for air rights 
and services are: 


Nos. 2815 and 2816, Airway Express Agency, Inc., New York, N. Y., 
for authority to engage in air transportation service as an air freight 
forwarder over domestic and international routes. 

No. 2817, Northeast Aviation Co., Portland, Me., for authority to 
engage in daily scheduled air transportation of mail, persons and prop- 
erty over four circular routes beginning and ending at the municipal 
airport at Portland, serving specified intermediate points in Maine. 

No. 2818, American Airlines, Inc., for partial exemption from con- 
dition of its certificate for route 26 authorizing service from Fort 
Worth/Dallas to Mexico City so as to permit it to operate exclusive 
cargo flights both ways between San Antonio and Monterey, San Antonio 
and Mexico City, or San Antonio, Monterey and Mexico City. 

Nos. 2819 and 2820, Peninsular Air Transport, Miami, Fla., for 
authority to transport persons, property and mail in scheduled opera- 
tions between Miami and Los Angeles, via specified intermediate points, 
in domestic service, and between Miami, on the one hand, and Madrid, 
Spain, and Paris, France, on the other, via specified intermediate 
points, in foreign service. 

No. 2821, Columbia Air Forwarding Co., Chicago, Ill., for authority 
to operate as a non-certificated air cargo carrier of property between 
Chicago and New York, using facilities of established air cargo carriers. 


UNITED YOUNGSTOWN STOP ELIMINATED 


The Civil Aeronautics Board, by a decision in docket No. 
2216, United Air Lines, Inc., has authorized the airline to 
operate nonstop service between Detroit, Mich., and New York, 
N. Y., and between Detroit and Allentown, Pa., on its route 
No, 1, thereby eliminating its stop at Youngstown, O. 

The board said elimination of the stop would reduce the 
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current travel time by 17 minutes eastbound and 24 minutes 
westbound on DC-3 schedules and 35 minutes eastbound and 
westbound on DC-4 operations, and added: 

__ “While it is apparent that authorization of the nonstop 
will enhance United’s ability to increase its participation in 
New York-Detroit business, we do not believe that the traffic 
diversion from competing carriers will have a sufficiently ad- 
verse effect to outweigh the public benefits accruing from the 
service.” 


T. W. A. VERSUS P. C. A. 


As the result of a complaint brought by Transcontinental 
& Western Air, Inc., the Civil Aeronautics Board has ordered 
an investigation of local air transportation services operated 
by Pennsylvania-Central Airlines Corporation between Pitts- 
burgh, Pa., and New York, N. Y.-Newark, N. J. 

The purpose of the inquiry is to determine whether, as 
alleged, P. C. A. in operation of the services has intentionally 
failed to comply with the terms, conditions and restrictions 
contained in its certificates of public convenience and necessity, 
and in respect to such services, is engaged in air transportation 
and certain practices in violation of the provisions of the civil 
aeronautics act of 1938, as amended; and what, if any, further 
order should be issued by the board to compel the carrier to 
comply “with any provision of the act of any requirement 
established pursuant thereto.” 


The investigation was instituted in No. 2575, In the Matter 
of the Complaint of Transcontinental & Western Air, Inc., vs. 
Pennsylvania-Central Airlines Corporation. 


MONARCH AIR MAIL PAY RATE 


The Civil Aeronautics Board has issued an order in docket 
No. 2741, Monarch Air Lines, Inc., fixing a temporary rate of 
35 cents an airplane mile, computed on an airport-to-airport 
mileage basis, as compensation for transportation of mail over 
the carrier’s system between points in Utah, Colorado and New 
Mexico, referred to as route No. 73. The board said it had not 
heretofore fixed a mail rate for the services which were begun 
November 27, 1946, that in the absence of mail pay the car- 
rier’s working capital would be dissipated, and that such tem- 
porary rate would apply pending determination of a final 
rate, to be made retroactive to. November 27, 1946, when 
operating experience was established to provide a sound basis 
for a permanent rate. 


VETERAN C. A. A. AIRWAYS EMPLOYES 


The Civil Aeronautics Administration has made public the 
names of six of its employes having completed 20 years of work 
on airways for the C. A. A.—all of whom were on duty in the 
airways division when the aeronautics branch of the Depart- 
ment of Commerce came into being February 20, 1927. Those 
listed were Charles I. Stanton, now deputy administrator of 
C. A. A. Miss Abbie Pfeiffer, of airways engineering; Wesley T. 
Huntress, chief of the plans and drafting unit; A. J. LaBaie, 
deputy director of air navigation facilities service; George E. 
Stratton, technical assistant in the same service; and W. J. 
Mackenzie, chief of the aids and hazards staff of the flight op- 
erations service. 


“All of them are ‘youngsters’ in the government game com- 
pared to Stratton, who will retire in June after working for 
the government since 1896,” said the C. A. A. 





AVIATION 


BUSINESS OPPORTUNITIES 


The Department of Commerce has announced publication of 
a 236-page book entitled “Opportunities for Establishing New 
Businesses in Aviation,” copies of which may be obtained from 
the department’s field offices or from the Superintendent of 
Documents, Government Printing Office, Washington, D. C., 
at 40 cents each. 


The department said the book was prepared in response to 
thousands of requests for information on business opportunities 
“in this expanding industry.” but it warned against the danger 
of over-optimism, declaring that aviation had not made all the 
people engaged in it rich. In fact, in 1938, 1939 and 1940, it 
added, more airports reported losses than reported profits. Bus- 
inesses discussed in the book were listed as follows: 


1. Repair services—aircraft, engine and propeller overhaul and re- 
pair shop; aircraft radio repair shop; aircraft instrument shop. 

2. Training services—flying school; mechanics’ training school. 

3. Sales services—airplane sales agency; used plane and part busi- 
ness; aircraft accessory store and distributorship. 

4. Flying services—charter service; contract cargo service; agri- 
cultural flying—dusting, spraying and seeding; aerial patrolling of pipe- 
lines and electric lines; aerial photography; air-line service. 


The department said the businesses described ranged from 


those requiring capital of only a few hundred dollars to those 
requiring up to but not exceeding $50,000. 


Aeronautics Board, has “stressed the importance of joint action 
between the Post Office Department and C.A.B. in connection 
with the establishment of mail routes serviced by feeder air 
lines,” says the department. * 


to the board’s attention a study recently completed by the Post 
Office Department involving All American Aviation, Inc., which 
conducts pick-up and delivery mail operations in mountain 
regions of three eastern states, it said, adding: 


disposal for any consideration. 


problems have been the cause of great concern to the Post Office 
Department. 
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FEEDER AIRLINE PROBLEMS 
Postmaster General Hannegan, in a letter to the Civil 








As a step toward closer coordination, Mr. Hannegan called 









The Postmaster General placed the results of this study at C.A.B.’s 






The Postmaster General’s letter told the board that feeder airline 






Mr. Hannegan said that he was of the opinion that the Post Office 
Department should play a more active role because of the great 
interest in transportation of mail by aircraft and because the expenses 
involved in supporting feeder lines is borne by the department. 

“It is my desire that the Post Office Department continue to give 
all proper encouragement and wise assistance to the development of 
a stable air transportation system and at the same time provide a 
completely effective and reliable air mail service at a reasonable cost 
to the government,’’ Mr. Hannegan said. 











HARMON AIR TROPHY TO TRIPPE 


President Truman presented the world-famous Harmon 
Aviation Trophy to Juan T. Trippe, president of Pan American 
World Airways, February 27, for outstanding services to the 
United States during the war. The award was voted by the 
executive committee of the donor, the Ligue Internationale des 
Aviateurs. The latter organization was established in 1926 and 
dedicated by its founder, the late Clifford B. Harmon to the 
development and advancement of aviation. It is the custom 
(suspended during the war) for the President of the United 
States annually to present the Harmon Trophy to the year’s 
outstanding figure in the field of aviation, according to Colonel 
Charles Wayne Kerwood, president of the American section 
of the Ligue. Mr. Trippe was honored for directing operations 
of the Pan American World Airways System in supplying es- 
sential services to the armed forces throughout the world, in- 
cluding the furnishing of air transport for essential material 
and personnel to all major battlefronts, the establishment of 
comprehensive military and naval training programs, and the 
construction of airfields and other airways facilities throughout 
the world for the use of the allied forces. 




















NATIONAL AIRCRAFT SHOW 


The second annual National Aircraft Show sponsored by 
the Aircraft Industries Association will be held in November, 
Oliver P. Echols, president of the association, has announced. 
Said he: 


Several eastern cities are under consideration as the location and 
final choice will be made known in the near future. Emphasis this year 
will be on personal aircraft and accessories, rather than an all-inclusive 
aircraft exposition such as was staged at Cleveland last November. 

Colonel Tod Bates, war-time commanding officer at Luke Field, 
Phoenix, Ariz., has been selected by the Aircraft Industries Association 
to head its show activities. Colonel Bates was for many years the 
general manager of the Pacific Automobile Show at San Francisco and 
served as assistant director of the 1946 aircraft show. 





















PERSONAL FLYING SURVEY 


In an effort to determine the relative safety of personal 
flying and thus supply the industry with essential and accurate 
statistics, the Civil Aeronautics Administration has announced 
it has sent postal questionnaires to 25,000 of 85,000 plane owners 
asking them what kind of flying they do and how much flying 
they do. The C. A. A. said that not since 1942 had it required 
private pilots to report on the amount of flying they do, and 
the lack of this information ‘has been felt throughout the 
industry.” 


CHICAGO & SOUTHERN PROMOTION PROGRAM 


A new kind of advertising and public relations program, 
on an international scale, has been announced by Carleton 
Putnam, president of Chicago & Southern Airlines, “to gear 
our plans to the realities of post-war operations” and to 
“sharpen all activity to help pull out of the difficult recon- 
version year.” The program will take the form of space and 
billboard announcements in the line’s 19 route cities, with 
four-color roto pages to be used in selected larger markets, 
announcing C. & S. service to Havana. To stimulate air travel, 
the airline will use new direct mail pieces, redesigned displays 
for ticket offices, new baggage stickers, and colored travelogue 
movies on the Caribbean. 
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Freas Report in Harbor Case 
Discussed in Briefs 


Additional briefs have been filed in the Maritime Commis- 
sion’s proceeding of investigation to determine a formula for 
the segregation of costs as between services performed for ves- 
sel and cargo, and for each, at ten Pacific coast ports, instituted 
in No. 640, In the Matter of Terminal Rate Structure—Califor- 
nia Ports, presenting varying views on the merits of a proposed 
formula for cost finding included in a study of port terminal 
operations prepared in the proceeding for the commission by 
Howard G. Freas, consultant (see Traffic World, Feb. 8, p. 429, 
and Feb. 15, p. 512). 

Objections to the formula were advanced in briefs filed on 
behalf of the Secretary of Agriculture and Pacific American 
Steamship Association, interveners, and the Maritime Commis- 
sion. Supporting briefs were filed on behalf of the Board of 
Harbor Commissioners of the City of Long Beach, State of 
California and Board of State Harbor Commissioners for San 
Francisco Harbor, Stockton Port District, Board of Port Com- 
missioners of the City of Oakland, respondents, and the Los 
Angeles Traffic Managers Conference, an intervener. 

The Maritime Commission, in its brief prepared by Paul 
D. Page, Jr., solicitor, said its opposition to the method used by 
Mr. Freas in developing his cost segregations was founded on 
the fact that in the case of land, figures were used reflecting 
market value rather than original cost, and it also believed that 
Mr. Freas’ inclusion of a return of seven per cent as part of the 
developed carrying charges was not justified. 

In view of the gift status of most of the land considered in 
this proceeding, the brief submitted that failure to be guided 
by original cost principles would result in throwing inequitable 
burden on the rate-paying public. 

Stating that he did so only for comparative purposes since 
it was necessary to have a uniform yardstick for all of the re- 
spondent terminals, both public and private, the brief declared 
that Mr. Freas included as a basic item of cost a return of seven 
per cent on the rate bases calculated for the various terminals. 
Although they constituted only a fraction of the entire group, 
the brief asserted that Mr. Freas, in reaching his seven per cent 
cn considered exclusively the situation of the private ter- 
minals. 

“We deem it essentially unsound to consider that any rate 
of return yielding a profit is an essential carrying cost of a 
publicly-owned utility not directed by law (as it seldom is) to 
operate at a profit,” said the brief. “Moreover, we fail to dis- 
cern why it was necessary for the commission’s consultant to 
establish a uniform rate of return for all of the terminal re- 
spondents. Why, if operating costs, fixed charges, and values 
are all non-uniform, was it necessary to have uniformity, from 
the cost standpoint, in the rate of return?” 


Public and Private Terminals 


Due to the superior efficiency of the private terminals, the 
brief said it did not believe that in order to enable the private 
group to earn an adequate return on its strictly wharfinger func- 
tions it was necessary for the public group to operate at a fixed 
rate of return much, if any, beyond that earmarked to meet cap- 
ital charges such as bond interest. But even if this were not so, 
it added, it must be recalled that the terminal and wharfinger 
business in California has been operated by the state or its 
municipal subdivisions for at least eighty years. The private 
terminal respondents, all but one of which were located on San 
Francisco Bay, came into being long after the state, in the 
sixties of the last century, located its facilities on the San Fran- 
cisco waterfront. And so it could not be said, the brief added, 
that there had been any unfair encroachment of tax-exempt 
non-profit public terminals on the previously existing business 
of the private terminals. In its concluding remarks, the brief 
said: 


We do not suggest that the commission should discard its consult- 
ant’s report. It seems to us that the report can be adapted and revised 
to meet the objections indicated. We do, however, emphasize that the 
issues here are of tremendous importance not only as a matter of prin- 
ciple, but in terms of dollars and cents. Many millions of dollars de- 
pend on the resolution of such issues. How much is involved can 
perhaps be appreciated by realizing that in the case of the terminals 
not actually operating their own facilities, carrying charges constitute 
over 90 per cent of every dollar of cost, that the return to all of the 





terminals constitutes about 68 per cent of every dollar, and that at 
San Francisco alone nearly 40 per cent of every dollar of cost represents 
the seven per cent return on lands, the great bulk of which were 
acquired as gifts. 


Secretary of Agriculture 


Observing that the instant proceeding had not yet reached 
the rate-making stage and, at present, was concerned only 
with a cost formula that could be used when, in the discretion 
of the commission, rates and charges might be prescribed, the 
Secretary of Agriculture said it intervened in the proceeding 
insofar as rates and charges on agricultural products might 
be affected, and declared that it was important that cost data— 
an important factor in fixing rates—be accurate and that any 
formula used to ascertain costs be based on sound principles 
that discriminated neither against the operator of the facility 
making the charge nor against the public that used the facility 
and paid whatever charge was prescribed. 

Without intending in any way to imply that those conduct- 
ing the study were anything but fair or that they were guided 
by motives other than an intention to ascertain the facts, 
the brief said it noted in passing that the funds used to prepare 
the study were contributed by the operators. In order to test 
thoroughly the accuracy of much of the information presented, 
it said it would be desirable for the shippers to employ a cost 
accountant who would be given the same opportunities to 
examine the operators’ properties and books as was given to 
Mr. Freas and his co-workers. Such a procedure would prob- 
ably not have been possible, without the benefit of such a 
study by a cost accountant, said the Secretary’s brief, declaring 
that it could do no more than call attention of the commission 
to certain errors in procedure or accounting principle followed 
by those preparing the study. The brief argued that there 
was a lack of facts on which to base a cost formula, declaring 
that in the absence of exact information Mr. Freas resorted 
to estimates, guesses, and to exercise of personal judgment; 
that the author “misconceived his function” in support of his 
theories as to how the commission should go about determining 
a rate base; and submitted that the rate of return was not 
a proper cost item and that Mr. Freas’ treatment of it as 
such was “particularly inaccurate and objectionable.” 

“Not only is criticism as to the level of the return justified,” 
said the brief, “but there appears to be no sound reason why 
a rate of return should be applied to properties which are 
owned by the public, as suggested in the study. . . . Rate of 
return is not wholly a question of costs, it is a question of 
how much a regulated industry should be permitted to earn 
on its investment, and whether a rate of return should be 
applied at all against publicly-owned property. . . . We cannot 
too strongly urge that the question of a return on investment 
be eliminated from the formula which has been prepared and 
that separate studies by qualified experts be made on these 
subjects.” 

The Secretary said he believed that the commission had 
a duty, not only to provide rates which would produce an 
adequate return to the operators, but also it had a duty to 
see that the shipping public paid no more than was required 
under sound efficient operation to maintain the service and 
facilities. In order to fulfill this duty, it said it believed that 
it was essential that further study be given to this problem 
and that many revisions and adjustments be made in the 
formula which had been presented before it was adopted. 


A “Stale” Record 

_, The Pacific American Steamship Association, in its brief, 
said it objected to the proposed formula on the ground that it 
was based entirely on a “stale” record, declaring that it was 
confined to the years 1939-40 and Mr. Freas, himself, admitted 
that there might be wide fluctuations in operating conditions 
from year to year, or even from one period to another, and 
that the study itself “was not a final answer because he does 
not know what the results are today.” The association said 
the study and Mr. Freas’ testimony indicated the following in- 
stances in which the formula would have to be brought up to 
date before it could be applied: Land values, costs of checkers, 
and maintenance costs. 

While the study indicated in various places consultation 
and cooperation with the terminals, it did not indicate any 
consultation either with shipping companies or with shippers, 
said the brief, adding that the commission should not adopt any 
such formula without requiring. consultation with these inter- 
ests, and referred to, in particular, the suggestion that present 
California practice of splitting the terminal charges between 
cargo and vessel be abolished and that all of the charges be 
assessed against the vessel and then be added to the freight 
rates, thereby constituting a “single charge” against the ship- 
per. The adoption any such “single charge” would cause con- 
siderable dislocation in competitive conditions as between the 
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various terminals and between the various areas involved, it 
said. 


Briefs of Public Authorities 


With certain minor exceptions, the aforementioned respond- 
ents, in their separate briefs, urged “unqualified” approval of 
the Freas report and formula, starting their conclusions as 
follows: 


Board of Harbor Commissioners of the City of Long 
Beach: 


Respondent respectfully urges the U. S. Maritime Commission to 
approve the formula for cost finding (exhibit No. 2) filed in this pro- 
ceeding, thereby establishing an authoritative, uniform method of meas- 
uring, determining and justifying charges to be made by respondents 
for the use of port facilities and services rendered by them, encom- 
passed in the commission’s order of inquiry issued in this proceeding, 
and upon which respondents may rely as being fair, reasonable and 
compensatory, and free from successful attack as being unjustly dis- 
criminatory. 


Stockton Port District: 


We are satisfied that the interests of all parties concerned would 
be served by the adoption by the commission of a formula for segregat- 
ing terminal costs and carrying charges among the various services. 
The only such formula which has been presented is the one prepared 
by Mr. Freas. There is nothing in the record which shows any material 
errors or .omissions in the Freas formula. We believe that such 
formula ‘refiects as-good a method of segregating terminal costs as can 
be devised. 

It is respectfully requested that the commission approve and adopt 
the Freas formula so that it can be used as a means for determining 
proper terminal charges in the future. 


State of California and Board of State Harbor Commis- 
sioners for San Francisco Harbor: 


From the... discussion it would appear that Mr. Freas properly 
included the ‘‘fair value’’ of state-owned land used in wharfinger opera- 
tions at the Port of San Francisco in arriving at a rate base, and 
properly included a reasonable return thereon as part of the carrying 
charges constituting part of the formula for determining cost of opera- 
tion. It would also appear that, owing to possible misapprehension as 
to the effect of approval of his proposed formula by the commission, 
it might be well that the examiner in his report indicate that this is 
not a rate proceeding and is limited to the question of approval of the 
formula as a proper method of determining costs of rendering various 
wharfinger services, without passing on the detail of its application to 
a particular port at a particular time in determining a particular rate. 

It is respectfully urged, therefore, that the formula be approved and 
the effect of the approval be thus clarified. 


The Board of Port Commissioners of the City of Oakland 
said that, in common with the other respondents, it gave the 
report unqualified approval, except in one or two minor in- 
stances, but reserved the question of the jurisdiction of the 
commission over its rates or the determination of the basis on 
which those rates “shall be made.” The brief said the respond- 
ent considered this proceeding as one of a co-operative action 
between two public bodies interested in establishing to the best 
of their ability a cost study that would be authoritative and 
that would afford the basis of intelligent rate making in the 
future, and added: ‘ 


This respondent has taken part in this proceeding with that phil- 
osophy and should not be understood to acquiesce in certain recitals 
in the commission’s order instituting this proceeding which tend to 
convey the impression that the commission has some jurisdiction on 
the question of just and reasonable rates arising out of section 15 of 
the shipping act, 1916. : 


Los Angeles Traffic Managers Conference: 


It is respectfully submitted that supported by testimony of shippers 
urging one-factor ocean rates which include all services at terminals 
from receipt of cargo to delivery of cargo the commission should follow 
the final recommendation made by Mr. Freas .. . that all wharfinger 
costs, excepting those for holding cargo beyond the free time period, 
be made against the vessel. 


At the very beginning of his report . . . Mr. Freas states that he 
believes the assignment to the vessel of all port terminal costs would 
be desirable because the terminal services as well as water trans- 
portation costs are borne by the shipper. And again in his .testimony 
. .. Mr. Freas agrees such assignment to the vessel should be made, 
based on his own experience for four years as assistant traffic manager 
of a large industrial concern. These recommendations are the most con- 
clusive and clear-cut in the entire formula. They are definite enough 
to justify the commission in approving them in this proceeding. 

However, it the commission deems the record inadequate for such 
finding, we urge the commission to hold further hearing at Los Angeles 
to obtain the views of shippers, terminal operators and steamship lines 
on the allocation of terminal charges to vessels at Los Angeles and 
Long Beach ports because it is shown these two ports are entitled to 
treatment different than northern ports where the private terminals are 
the rate-making ports for the publicly owned terminals. 
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M. C. Discontinuing Ship Services 
in Atlantic-Gulf Trades 


The Maritime Commission announced February 25 that it 
was discontinuing government coastwise cargo vessel services 
in the Atlantic-Gulf trades because of low competitive rail 
freight rates and mounting labor costs. 

It said the ports served by the vessels that were. being 
withdrawn were New York, Philadelphia, Baltimore, Miami, 
Tampa, Galveston, Houston, Brownsville and Corpus Christi. 

It was stated that although one private operator was re- 
suming service in the Atlantic-Gulf trades and another was 
weighing the possibilities, it was considered doubtful whether 
there would be a general resumption of operations because of 
the economic factors that made profit doubtful. 

G. H. Helmbold, managing director, operations department, 
of the Maritime Commission, sent the following telegram to the 
president in each instance of the American Liberty Steamship 
Corporation, the Bull Steamship Co., Inc., Newtex ‘Steamship 
Corporation, Southern Steamship Co., and Agwilines, Inc., 
which operated as agents for the commission: 


In interest orderly withdrawal government operation from north 
Atlantic-Texas trade contemporaneous with resumption private opera- 
tion have decided based on extension authority now approved by Con- 
gress to permit southbound bookings from Baltimore, Philadelphia, 
New York, on Cape Alaya and American Builder contingent upon I. C. C. 
authority to sail first week March. These ships not to be advertised 
northbound and no northbound cargo commitments to be made for our 
account as plan withdraw ships from service in Gulf. These will be last 
southbound sailings on government account. Last northbound sailings 
will be Cape Breton and Cape Charles. We are arranging today (Febru- 
ary 21) appropriate cancelation of ‘commission concurrences and adop- 
tions of tariffs effective on statutory notice. You are hereby instructed 
as our agent to serve full notice on public immediately and to take such 
appropriate action by embargoes or otherwise as will protect commis- 
sion against liabilities. 


The Maritime Commission has asked the Commission for 
further extension until July 1, of the temporary authority under 
which the M. C. has been operating domestic ship services in 
certain sub-numbered applications in W-926. The last previous 
extension of authority was to March 1. 


Letter Requests Authority Extension 


Chairman W. W. Smith, of the Maritime Commission, re- 
quested the extension of authority in a letter to Chairman 
Aitchison, of the Commission. 

“In making this request for an additional extension of 
temporary operating authority,” said Admiral Smith, “we are 
mindful of the assurances previously given to your Commis- 
sion that the Maritime Commission intends to conduct domestic 
shipping operations only for such interim period of time as 
may be essential to permit the orderly transfer of vessels to 
private ownership.” 

That program, said Admiral Smith, continued to be the 
M. C.’s objective. He said the M. C. had made specific commit- 
ment to the certificated lines in the Atlantic-Gulf trade that the 
M. C. would withdraw from operation in any trade in which 
a private operator resumed service, thereby avoiding possible 
government competition with private industry. 


Private Ship Operation Desired 


“In reliance upon this commitment,” continued Admiral 
Smith, “one private operator has already announced its inten- 
tion of resuming service upon its own account in March, 1947, 
and we are presently making arrangements to withdraw from 
the trade in which this company will be engaged.” 

Admiral Smith said that because of the need for continu- 
ing other services until the resumption of further private oper- 
ations, it was necessary that the M. C.’s temporary operating 
authority be continued for the period in which it would be 
authorized to conduct steamship operations. Continuing, Ad- 
miral Smith said: 


It is our hope, of course, and our expectation that private lines 
will resume operation in the other trades during the period expiring 
on July 1, and that we shall then be able to withdraw completely. We 
therefore anticipate that no further extension of temporary operating 
authority will be made and that all operations performed by the Mari- 
time Commission under W-926 will have been terminated by July 1. 


Admiral Smith asked for the extension in W-926, Subs. 
1, 2, 4, 7, 8, 9 and 10, Sub. 1. In a memorandum to the press, 
Secretary Bartel announced the Commission’s receipt of the 
M. C.’s request and included also W-933, Sub. 1. At the Com- 
mission’s offices it was later explained that the inclusion of 
W-926, Sub. 2 was in error. It was explained that the temporary 
authority in Sub. 2 expired September 30, 1946; that it involved 
transportation of lumber from the Pacific coast to Corpus 
Christi, Tex., by the Isthmian Steamship Co. as/agent for the 
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M. C.; and that Isthmian now had authority under its own 
right for this transportation. 
The other authorities involved were: 


Sub. 1, passengers and commodities generally, through certificated 
carriers or through carriers with applications pending before the Com- 
mission, by way of Atlantic, Pacific, and Gulf of Mexico ports. 

Sub. 4, commodities generally, under government bills of lading, 
from Port Hueneme, Calif., and from other California ports to Atlantic 
and Gulf coast ports, employing certificated carriers as agents. 

Sub. 7, commodities generally, through Newtex Steamship Corpora- 
tion, as agent, between Port Isabel, Tex., and the port of New York. 

Sub. 8, commodities generally, from Oakland and Alameda, Calif., 
to Atlantic coast ports, authority to serve which is held by United 
States Lines Co. (Panama Pacific Lines). 

Sub. 9, petroleum oil, through Luckenbach Gulf Steamship Co., 
Inc., from Richmond, Calif., to Good Hope, La. 

Sub. 10, commodities generally, under government bills of lading, 
through certificated carriers, between Texas City, Tex., and north 
Atlantic ports. 


W-933, Sub. 1, American Liberty Steamship Corporation, passengers 
and commodities generally, (1) between points in New York harbor and 
contiguous harbors, on the one hand, and Galveston, Tex., on the other, 
and (2) between Baltimore, Md., and Galveston and Houston, Tex. 


Only 9 of 17 Ships Now Op€rating 


The Maritime Commission said that only 9 of the 17 freight- 
ers that were placed in the Atlantic-Gulf trades when coastwise 
and intercoastal shipping was resumed in October, 1945, had 
been operating recently. It said they were mostly Cl types 
having an average carrying capacity of some 3,500 long tons, 
and added that merchandise transported recently had been 
mostly package goods and most cargoes were short of capacity. 

Commenting on the Commission’s action in abandoning 
the service in question, Chairman Smith said post-war condi- 
tions had defeated the government’s attempt to restore to 
healthy private operation the steamship lines which in 1942 
furnished ships that were so sorely needed to start prosecution 
of World War II. He said it also represented a serious national 
defense aspect as the trades now abandoned in 1942 furnished 
more than 70 ships, without which the United States would have 
been critically hampered in the war effort, and added: 


Perhaps the greatest significance in the action is the extent to which 
the loss of one major American shipping trade may be indicative of 
similar disastrous consequences in other trades in which our Merchant 
Marine has traditionally played the sole or major role. A review of 
domestic shipping operations presents a bleak picture indeed. 

The postwar period which has seen unprecedented volume of traffic 
and revenue for overseas operation has on the other hand produced 
only red figures in the domestic water trades. It is paradoxical that in 
a period of high industrial profits an entire transportation service 
should be unable to meet operating expenses. 

The failure of traffic to divert to the water carriers is further hard 
to understand in view of the apparent seriousness of the boxcar short- 
age. This paradox is emphasized by the fact that when the boxcar 
shortage began to assume critical proportions early last fall Reconver- 
sion Director John R. Steelman requested the Office of Defense Trans- 
portation to direct the diversion of freight, to the extent feasible, from 
rail carriers to the water lines. Actually very little diversion of traffic 
resulted and both the Pacific coastwise and Atlantic-Gulf trades con- 
tinued to operate at considerably less than capacity. 


M. C. PORT COMMITTEE MEETING 


Holding its first meeting since its reorganization on Janu- 
ary 1, the Port Development Committee of the Maritime Com- 
mission, composed of members representing various depart- 
ments of the commission whose interests concern port matters, 
convened February 26, in Washington, to consider, among 
other things, plans for study of selected general cargo terminal 
operations. 

Other matters discussed, it was stated, included findings 
and resolutions adopted at the annual meeting of the National 
Association of Stevedores, held last December in New York, 
and a report on a plan for coordinated collection of foreign 
port data by the federal government, prepared by an inter- 
agency committee on foreign port data. 

Members of the committee are Hugh D. Butler, director of 
the division of research, chairman; Dr. M. L. Fair, chief of the 
port development section, secretary; R. H. Hallett, director of 
the division of regulation; A. C. Rohn, director of the division 
of design and technical research; J. A. Bouslog, managing di- 
rector of the stevedoring section; H. J. Marsden, chief of the 
terminals section; and Captain J. F. Devlin, director of the 
marine division of the operations department. 


National Ports Materials Handling 
Committee Established 


_ With the recent selection of three west coast represent- 
atives to serve with members previously chosen from the Gulf 
and Atlantic areas, the port development section of the re- 
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search division of the Maritime Commission, headed by Dr. 
F. M. Fair, has announced completion of the membership of a 
national advisory committee on materials handling at American 
ports. 

The. function of the eight-member committee, which in- 
cludes in addition to the west coast representatives, three rep- 
resentatives from the east and two from the Gulf, is to survey 


_ cargo handling problems of the stevedoring industry at the 


domestic ports and make recommendations to the commission. 

The committee’s membership follows: 

Robert Smith, vice president and general chairman of the 
New Orleans Stevedoring Co., chairman, and James Murray, 
vice president of the Ryan Stevedoring Co., Mobile, member, 
representing the west coast; Colonel Andrew Warwick, pres- 
ident of T. Hogan and Sons Co., New York, vice chairman, 
Everett E. Ellis, managing director of Stevedoring Terminal 
operations of the South Atlantic Steamship Line, Savannah, 
member, and William Meyle, president of Independent Pier 
Co., Philadelphia, member, representing the east coast; and 
Kit C. Conyers, West Coast Trans-Oceanic Steamship Line, 
Portland, F. H. Marvin, Port of Tacoma, Tacoma, and O. W. 
Pearson, Marine Terminals Corporation, Wilmington, Calif., 
representing the west coast. 





Department of State Issues 
New Passport Rules 


The Department of State has announced relaxation of 
passport regulation as follows: 


The travel of American citizens to Europe in 1947 as tourists has 
become a subject’ of primary interest to foreign governments, travel 
agencies, transportation companies, universities and cultural organiza- 
tions and has been widely discussed in newspapers and magazines both 
in the United States and abroad, For the past year the department has 
been considering further relaxation in the issue of passports for pleasure 
travel but up to the present time the necessary safeguards of return 
transportation from the Continent of Europe and the British Isles and 
Ireland have not been assured. A study has just been completed with 
the assistance of the trans-Atlantic carriers, both air and surface, the 
well-known travel agencies and various government offices interested 
in seeing a speedy return to pre-war pleasure travel. It has been neces- 
sary to consider the many thousands of American citizens and aliens, 
including businessmen, who have been waiting for months for trans- 
portation to the United States and care has been exercised not to 
aggravate this situation. 

As a@ result of the study it has been decided to advise cierks of 
courts and passport agents that they may now accept passport applica- 
tions for pleasure travel to continental Europe, including the British 
Isles and Ireland, provided each applicant is able to file with his passport 
application a statement from a reliable transportation or travel agency 
showing that he has fixed return transportation which cannot be taken 
from him by any existing system of priority for westbound travel and 
that he has reserved hotel or other accommodations to take care of his 
food and lodging while abroad. It is absolutely necessary that such a 
statement be filed before the application for passport may be forwarded 
to Washington for issue of the passport. The imposition of this require- 
ment is considered by the heads of foreign tourist agencies, the appro- 
priate American officials abroad and experiencéd transportation and 
travel people in this country to be essential before pleasure travel is 
permitted. The number of persons who will be able to take advantage 
of this new procedure and the areas to which they may travel will in- 
crease automatically as additional westbound: transportation facilities 
become available and the housing situation in Europe improves. It is 
estimated by travel experts that as many as sixty to seventy thousand 
persons may be cared for during the coming travel season. This would 
mean that all the trans-Atlantic ships which are expected to return to 
passenger travel are actually returned to that service and that the air- 
lines will be able to maintain the accelerated program which they an- 
ticipate. Special emphasis is laid upon the necessity of according ex- 
peditiously every facility to the travel of American businessmen engaged 
in the restoration of international trade. Thus pleasure travel will be 
secondary to essential travel provision for which is already established. 


VESSEL PERFORMANCE REPORT SHORTENED 

Through the elimination of detailed listing of port-to-port 
movements of individual commodities, the Maritime Commission 
has announced it has shortened its new vessel utilization and 
performance report to two pages against the old report’s four. 
The detailed port-to-port information would be compiled from 
data submitted by importers and exporters, and processed by 
the Census Bureau, said the announcement, adding: 

All operators of vessels of over 100 gross tons are required to file 
the reports except those engaged in inter-coastal, Alaskan, Hawaiian 
and Puerto Rican domestic trades. The new reports have inbound and 
outbound forms for both dry cargo ships and tankers. 

Vessel operators and collectors of customs have been advised of the 


new forms and instructed in their use. Copies of the new forms may be 
obtained from local collectors of customs. 


S. S. GEO. WASHINGTON TO RESERVE FLEET 


The Maritime Commission has announced that the 38-year- 
old steamship George Washington, veteran of both world wars, 
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will enter the permanent reserve fleet where she will stand 
ready for service again in any national emergency. It said the 
liner would be turned over to the commission about March 1, 
by the army, which had operated her in the transport service, 
and that she would be berthed eventually at Hawkins Point 

ier, Baltimore. The George Washington began service as a 

amburg-American luxury passenger liner, having been built 
in 1908 at Stettin, Germany. 


SHIPS FOR THE PHILIPPINES 


The Maritime Commission has announced it has officially 
notified the Philippine Government of its approval of the sale 
of two war-built general cargo vessels, of the C1-B design, to 
the De La Rama Steamship Co., Inc., to be deilvered as soon 
as available. The commission said the vessels of the C1-B de- 
sign were 417 feet nine inches in length overall with beam of 
60 feet, steam turbine propelled, and of approximately 9,000 
deadweight tonnage. It added that the statutory price of the 
two vessels was $970,000 and the floor price was $912,859, but 
that the exact price to be paid would depend on the particular 
vessels delivered. 


RESERVE FLEET STATUS 


With the withdrawal of 175 ships, for deliyery to pur- 
chasers, reconversion, and return to operation under charter, 
and the addition of only 56 vessels, in the month ended Febru- 
ary 15, the total of vessels in the Maritime Commission’s reserve 
fleet anchorages was 1,562 as of that date, the commission 
announced. Vessels in the commission’s anchorages as of Feb- 
ruary 15 were reported as follows: 

Suisun Bay, Calif., 395; Mobile, Ala., 165; Astoria, Ore., 
128; Olympia, Wash., 106; Hudson River, ‘New York, 89; 
Beaumont, Tex., 43; Wilmington, N. C., 74; Brunswick, Ga., 
33; and James River, Va., 529. : 


Maritime Arbitration Concludes 


Arbitration proceedings between the National Maritime 
Union and representatives of 39 Atlantic and Gulf coast steam- 
ship companies were concluded ahead of schedule this week, 
and a decision is anticipated in about three weeks, according 
to Paul Kleinsorge, of Leland Stanford University, the arbitor. 
The arbitration concerned wage and other demands made by 
the seamen’s union against the steamship operators. 

Althought the June 14 agreement clause permitting a 
reopening of wage discussions specifically limited these talks 
to wage matters, the arbitrator permitted evidence to be 
presented on all union demands. The N. M. U. demanded 
an increase of 25 per cent in wages, both base and overtime, 
for all ratings, retroactive to Jan. 1, 1947. 

Frank J. Taylor, president of the Merchant Marine Insti- 
tute, representing the operators, issued a public statement to 
the effect that “both from the standpoint of operation and 
policy, the No. 1 problem facing every American steamship 
executive today is labor.” 

He assailed a series of “costly strikes,” and said that steam- 
ship executives were “greatly concerned with the effects these 
increasing operating costs will have upon their ability to com- 
pete with foreign shipping or other forms of transportation in 
the domestic field.” 


He predicted a decline in cargo volume with the gradual 
cessation of relief and rehabilitation cargo, and said that when 
that happened there would “be the inevitable bidding for 
commercial cargoes, and American shipping will find itself 
confronted with the bitter rivalry of low-cost foreign maritime 
nations.” 

He continued: 


A study of cost sheets discloses that seamen’s wages have increased 
higher than any other single factor reckoned in voyage and vessel ex- 
penses. Because of greatly increased labor costs, intercoastal operation 
has become so prohibitive under the present freight rate schedule that 
no private company can afford to maintain service. The Government’s 
operation is being maintained at the loss of $600,000 per month. 

We wish it could be said that the peak in maritime labor costs has 
been reached . . . however, such is not the case, and the industry is 
presently faced with a demand for a 25 per cent wage increase. . 


He quoted from the July 15, 1946, report of the Postwar 
Planning Committee for the U. S. Maritime Commission: 


There is a tendency in some quarters to rely on subsidies for in- 
creased wages. This is not the answer. Most of our vessels are not 
eligible for subsidies. Moreover, there is a limit to what the taxpayer 
will stand . . . ships in international trade have to meet the competi- 
tion of low cost foreign vessels. Drastic increase in the cost of ship 
operation unless accompanied by a corresponding increase in efficiency 
is likely in the end to mean decreased opportunities for employment. 


Mr. Taylor compared the wages and efficiency of U. S. 
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seamen with foreign seamen. The U. S. seaman made two to 
three times the salary, yet there was no evidence that his 
efficiency was greater, said he, but to the contrary, larger 
crews were required to operate American vessels. 













































































































































Ref 
N. Y. Trade Zone Challenges of Defe 
Customs Decisions eds 
Importers of foreign merchandise and other interested per- § times t 
sons met February 24 in Washington with a committee of alter- § directo 
nates for the Foreign Trade Zones Board to appeal decisions Mr. Jot 
of the Commissioner of Customs, U. S. Treasury Department, § @"t of 
which, it was claimed, prevented the manipulation of certain §*°V°" 
merchandise in the New York Foreign Trade Zone and re. §)re-W2} 
stricted the “effectiveness” of the zone’s operations. sion of 
Appeals were sought from decisions of the Commissioner § @t PY 
on the following, which he ruled constituted “manufacturing” interste 
and therefore could not be performed in the zone: 409). J 
(a) Fitting imported watch movements into domestic cases. Pre- 
(b) Combining imported olive oil with domestic vegetable oils. and stri 
(c) Attaching domestic wrist bands to imported watch heads. industry 
(d) Combining imported sugar and shortening with domestic flour Dur. 
and salt. received 
(e) Screwing imported flashlight bulbs into domestic flashlight cases, § 5ePtemt 
(f) Dyeing of piece goods imported in the gray. i: : 
In challenging the Commissioner’s rulings, the participants, J ™* 5¢? 
oe to section 3 of the foreign trade zones act, which reads Ree a 
aS ITOllows: As 1 
“Foreign and domestic merchandise of every description, ff of oper 
except such as is prohibited by law, may, without being subject f due to 
to the customs laws of the United States, except as otherwise § mobiles 
provided in this act, be brought into a zone and may not be I an 
manufactured or exhibited in such zone but may be stored, -—— 
broken up, repacked, assembled, distributed, sorted, graded, ee 
cleaned, mixed with foreign or domestic merchandise, or other- § service. 
wise manipulated.” truck pi 
_They took the general position that the Commissioner had § nfron 
misinterpreted the meanings of the terms “assembling,” ‘“ma- I ar 
nipulating,” etc., and by his action in prohibiting the opera- § °Y © 








tions in the “free zone” was discouraging the zone’s effective- 
ness. 

The committee of alternates was composed of George L. 
Bell, associate director of the Office of International Trade, 
Department of Commerce, chairman; Robert Chambers, chief 
counsel of the Customs Bureau, Treasury Department; and 
Colonel Wayne S. Moore, assistant to the Chief of Engineers, 
War Department. 


_ Those participating in the discussion included Representa- 
tive Celler, of New York, author of the foreign trade zones 
act; Representative Buck, of New York; Benjamin M. Alt- 
schuler, counsel for the New York Foreign Trade Zone Oper- 
ators, Inc.; Walter Hedden, director of port development for 
the New York Port Authority; C. A. Cramer, for Cramer 
Products Co., and E. O. Jewell, general manager of the Port 
of New Orleans and president of the American Association of 
Port Authorities. Thomas E. Lyons, executive secretary of the 
Foreign Trade Zones Board, also was present. 
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BLAINE ON WAREHOUSE EMPLOYEE TRAINING 


“The successful training of drivers, packers and helpers— 
who are any moving company’s real public relations representa- 
tives—is the cornerstone of future progress in the moving 
and storage industry,” stated Harold J. Blaine, vice-president 
of Lyon Van & Storage Co., at the recent national convention 
of the National Furniture Warehousemen’s Association, in Palm 
Beach, Fla. 

Describing the employe relations program in effect at the 
Lyon company, Mr. Blaine said the initial step is the proper 
placement of new employes. A clear description of the job, 
the proper introduction to fellow workers and company execu- 
tives, a careful explanation of company policy, play an equal 
part in the new employe’s conception of his duties, asserted 
the speaker. The Lyon company issues a company “Employe’s 
Manual” containing a comprehensive statement of overall com- 
pany policy, of instructions, and a complete explanation of 
company insurance and retirement plans, together with a list 
of standard practices and instructions. The company has also 
prepared a standard practice manual, entitled “The Story of An 
Order,” detailing the procedure followed in every type of 
service rendered to customers. 

“Like every business,” concluded Mr. Blaine, “the primary 
function of the moving and packing industry is to make a 
profit. Good employe relations help make that profit. No 
employe can sell his company to the public who is not sold 
on his own job.” 
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Automotive Industry Replies to 
0. D. T. Director on Steel 


Referring to testimony of Director Johnson, of the Office 
of Defense Transportation, before a congressional appropria- 
tion subcommittee, that a statement on steel showed that, com- 
pared with 1945, the “automobiles are getting nearly three 
times the steel they got before.” George Romney, managing 
director, Automobile Manufacturers’ Association, has written 
Mr. Johnson that the automotive industry received only 25 per 


cent of the nation’s sheet and strip steel production in the first . 


seven months of 1946, compared to 35-40 per cent averages in 
pre-war years. Mr. Johnson made his statement in a discus- 
sion of the box car shortage and the acquisition of steel for 
that purpose. He made a similar statement before the Senate 
interstate commerce committee (see Traffic World, Feb. 8, p. 
409). In his letter Mr. Romney, in part, said: 


Pre-war our industry took between 35 and 40 per cent of steel sheet 
and strip production. In 1940, which was a typical pre-war year, the 
industry consumed 37.5 per cent of the flat rolled steel output. 

During the first seven months of last year, vehicle manufacturers 
received only 25 per cent of the steel output in this category and in 
September the percentage moved up to 30.5 per cent. Although no later 
figures are available at this time, the best thinking of the industry is 
that the present percentage of take by the industry is no higher than 
the September figure. 

In your testimony you stated that the industry in 1946 got nearly 
three times the steel that it obtained in 1945. 

As you know, the automobile industry, except for the truck phase 
of operations, was in war production at least until midyear 1945, and, 
due to reconversion, produced a very small number of civilian auto- 
mobiles and trucks during the remainder of the year. 

I am sure that you will agree that a comparison between the recon- 
version year of 1945 and 1946 is misleading, and statistically of no value. 

During 1946 the automobile industry produced a record-breaking 
number of civilian motor trucks which went to vital transportation 
service. As you pointed out to the subcommittee, if it were not for the 
truck population of the country, the serious transportation crisis which 
confronts us today would be magnified many times. 

I am sure that. you would not want to do our industry an injustice 
by leading the public to believe that we are instrumental in causing the 
present serious freight car crisis. 

As you know, we are large users of freight transportation and any 
tie-up of the railroads will have serious repercussions on our operations. 


A.T.A. INDUSTRIAL RELATIONS TECHNICIAN 


J. Wallace Coleman, Jr., of Columbia, S. C., has joined the 
staff of the American Trucking Association, Inc. as assistant 
in the industrial relations department, according to Ben R. 
Miller, director of the department, who added: 


Mr. Coleman served as president and vice-president of Sigma Chi 
fraternity, and as managing editor of ‘‘The Carolina Review’’ during 
his attendance at the University of South Carolina from which he 
graduated in 1941. His subsequent studies at the University Law 
School were interrupted for service in the U. S. Navy in which he 
attained the rank of iieutenant, earning several commendations before 
his release a few months ago. 

Mr. Coleman’s work with the A.T.A. will include technical aspects 
of labor relations. He also plans to continue with his law studies. 


Allied Van Adopts New 
By-Laws and Regulations 


Approximately 400 persons attended the four-day annual 
meeting of Allied Van Lines, Inc., which began February 24 at 
the Drake Hotel, Chicago. The meeting was one of the most 
important in the history of Allied Van, in that it discussed 
revision of the by-laws, rules and regulations, certificate of 
incorporation, and accounting system. The February 25 session 
discussed Allied’s new tariff No. 31-C, effective February 10, 
which provides for a slight increase in line haul rates and 
accessorial charges, in line with similar increases in the tariffs 
of other nationwide household goods carriers. 

A reception and dinner honoring Martin H. Kennelly, 
president of Allied, and Democratic candidate for mayor of 
Chicago, was held the evening of February 25. 

The speaker at the February 24 luncheon was Raymond 
C. Blunt, C.P.A. Arthur H. Motley, publisher of Parade maga- 
zine, spoke at the closing luncheon, February 26. ; 

W. H. Collin, Allied general manager, and Eric W. Dahl, 
assistant. general manager, led a discussion on the functioning 
of Allied Van. 

_ The accounting committee, in jts report to the meeting, 
Pointed out that an important condition of the Commission’s 
order approving the acquisition by Allied of the operating 
Tights of its agents is the requirement that there be filed with 
the Commission detailed semi-annual reports of the agents’ 
operations. The committee presented for approval an account- 
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ing plan which would enable Allied to comply with the Com- 
mission’s order and would provide Allied with reliable statisti- 


cal data for use in future rate proceedings before the Com- 
mission. 


KENNELLY WINS CHICAGO MAYORALTY NOMINATION 


Martin H. Kennelly, president, Werner Brothers-Kennelly 
Warehouse Company president, Allied Van Lines, Inc., and a 
past president of the Traffic Club of Chicago, won the nomina- 
tion on the Democratic ticket for mayor of Chicago. The gen- 
eral election will be held April 1. 


U. S.-GUATEMALAN HIGHWAY PROGRESS 


_ Present plans call for completion of the new Pan American 
or inter-American highway in Guatemala with five years, with 





investment of $2;000,000 U. S. currency annually in new con-, 


struction, according to “Highways of Guatemala and El Salva- 
dor,” a pamphlet issued by the Department of Commerce’ 
transportation and cvommunications division. The pamphle 
said that as soon as a link-up with the Mexican frontier was 
made, and assuming that Mexico had completed its sector of 
the road to Amatenango by that time, a serviceable through 
connection to the United States would have been established, 
even before the entire inter-American highway project for 
Guatemala was completed. The pamphlet is available from the 
Superintendent of Documents, Government Printing Office, 
Washington 25, D. C., or Department:Commerce field offices, 
at five cents a copy. 


HIGHWAY USERS CONFERENCE OFFICERS 


The unanimous election of Robert C. Hibben, executive sec- 
retary of the International Association of Ice Cream Manufac- 
turers, as chairman of the administrative committee of the 
National Highway Users Conference, has been announced by 
Arthur C. Butler, conference director. Other officers, unani- 
mously elected are: Baird H. Markham, director of the Ameri- 
can Petroleum Industries committee, re-elected as vice-chair- 
man, and A. W. Koehler, secretary-manager of the National 
Association of Motor Bus Operators, named as vice-chairman. 

Preceding chairman of N. H. U. C’s administrative com- 
mittee was John V. Lawrence, managing director of the 
American Trucking Associations, Inc. The committee, meeting 
in Washington, D. C., commended Mr. Lawrence for his services 
as chairman of the group and for other assistance to the con- 
ference. Mr. Lawrence, Mr. Butler pointed out, was invaluable 
to the conference during the time N. H. U. C. activities were 
being speeded up to meet the challenge of postwar highway 
transportation. 


AMERICAN ROAD BUILDERS’ CONVENTION 

J. T. Callaway, Goodyear Tire & Rubber Co., Chicago, was 
named president of the American Road Builders’ Association 
at the four-day annual convention which closed February 20, at 
the Palmer House, Chicago. Vice-presidents include Paul B. 
Reinhold, Pittsburgh; Charles W. Smith, Pensacola, Fla.; Alex 
F. Hancock, Mobile, Ala.; W. A. Roberts, Milwaukee; and 
Robert A. Allen, Carson City, Nev. Herbert C. Whitehurst, di- 
rector of highways for the District of Columbia, was returned 
as the association’s treasurer. 

Donald O. White, American Asphalt Paving Co., Chicago, 
was elected president of the highway contractors division, and 
Major General Julian L. Schley, executive director of the 
Baltimore City Aviation commission, was elected president of 
the airport division. 


TRUCK TRAILER PRODUCTION 


Production of truck trailers in 1946 totaled 76,234 units— 


more than twice the 1945 production total—of which 70,619 
units were complete trailers and 5,615 were chassis which were 
shipped as such, according to a report made public by the 
Bureau of the Census of the Department of Commerce. Ship- 
ments of 73,001 units for the year were valued at $151.4 million, 
said the bureau, adding that the peak month of the year was 
October when 8,731 truck trailers were produced and 8,374 
trailers, valued at $18 million, were shipped. 


FRUEHAUF TRAILER PIPE HAULING JOB 


Approximately 180,000 tons of reinforced concrete pipe, 
weighing from 9 to 17 tons a section, are being hauled from 
the plant to a job site 100 miles distant through California 
mountains by Fruehauf trailers. The trailers are part of a fleet 
of 200 Fruehaufs owned by United Concrete Pipe Corporation. 

At the bottling plant and city delivery station of the 
Minnehaha Water Co., Cleveland, four Fruehauf trailers are 
used in such a way as to eliminate loading docks. One trailer 
brings bottled water to the plant from a spring 17 miles away. 
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The trailer is uncoupled and left at the plant for unloading onto 
city delivery trucks. A second trailer receives the empty demi- 
johns as they are returned from city routes. Meanwhile, the 
driver returns to the spring with a load of empty bottles, and 
picks up the fourth trailer, loaded, for return to Cleveland. 


»>MIDWEST TRANSFER’S NEW TERMINAL 


The Midwest Transfer Co. of Illinois on March 1 will open 
its new terminal at 7000 South Pulaski Road, Chicago. The 
terminal is located on a 10-acre site, and cost in excess of 
$250,000. The modern garage has facilities to serve 25 pieces of 
equipment at one time. This spring the grounds will be land- 
scaped with lawns and shrubs. A large circular driveway pro- 
vides parking space for approximately 175 pieces of equipment. 
Midwest Transfer and the Emery Transportation Co. have com- 
bined operating rights in the central and eastern states. David 
H. Ratner is president of Midwest Transfer. 


Fertilizer and Transportation 


John R. Steelman, assistant to President Truman, has 
issued a report on the government’s inter-agency fertilizer pro- 
gram, designed to assist industry to meet demands for fertilizer 
at home and abroad. The program called for reactivation of 
army ammonia plants and other facilities needed to convert 
their output into solid ammonium nitrate, but a serious problem 
was confronted, said the report, in meeting the need for tank 
cars to move chemical raw materials between widely scattered 
plants. The report reviews the steps taken to provide tank cars 
needed for the fertilizer program and refers to the demand for 
high pressure tank cars. , 

“The point has now been reached when it is felt that any 
further withdrawals of tank cars to permit the War Department 
to meet its fertilizer production schedules would impose serious 
and unjustified hardship upon other segments of the economy,” 
said Mr. Steelman. “For this reason, therefore, I have requested 
the army to revise its fertilizer production schedules.” 

Under the revised program, the report said, the War De- 
partment would, during February, 1947, operate its fertilizer 
program with 385 tank cars in anhydrous ammonia service and 
the Office of Defense Transportation would, starting March 1, 
undertake to provide suitable substitutes for 22 army-owned 
tank cars now in commercial chemical service. The liquefied 
petroleum gas industry would be permitted to add as many 
tank cars as it could obtain from new production to its oper- 
ating fleet during the remaining months of the peak demand, 
and the Maritime Commission would continue vigorous efforts 
to have the 15 ships assigned to the Chilean nitrate service at 
sea by the end of February, the first of these ships having sailed 
on January 25, said the report. 


NEWARK RAILROAD CLUB ELECTIONS 


At a recent meeting of the Newark (N. J.) Railroad Club, 
the following officers were elected: Presideht, George R. Marr, 
division freight agent, Delaware, Lackawanna & Western Rail- 
road; vice-president, Stanley A. R. Lancto, general agent, New 
York Central System; and secretary-treasurer, James J. Hitchell, 
travelling freight agent, Jersey City Lines. Mr. Marr ap- 
pointed Luther F. Jacobs, district passenger agent, Pennsylvania 
Railroad, chairman of the executive committee. 


Commodity Freight Rate Study 
Published by Texas A. & M. 


A study of freight rate adjustments on 28 groups and 
classes of commodities has recently been published by the 
Agricultural and Mechanical College of Texas. The third of a 
series of bulletins published by the college, the 88-page bulletin 
is entitled “The Competitive Problems of Freight Rates,” and 
purports to show the disadvantage to shippers and receivers of 
me et within the southwest, according to W. B. Langford, the 
author. 

The commodity groups and classes were selected because 
they compete with similar commodities in the different freight 
rate territories. Actual points of production and actual con- 
suming points were used whenever available. There is sub- 
mitted a statement of the total production of each commodity 
for the years 1943 and 1944, and the territorial movement of 
each commodity on May 27, 1942, the day the survey was made. 
“The entire study is devoted to the competitive problems grow- 
ing out of ‘the relations of individual rates upon the same or 


similar commodities,” stated Mr. Langford in an introduction. - 


“Other commodities such as cotton, sulphur, rice, grain, carbon 
black, petroleum, and fresh fruit and vegetables will be covered 
by other reports. 
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“The cost of transporting commodities in the United States 
is of primary importance to the progress of the Southwest,” 
continued Mr. Langford. “Discriminatory freight rates which 
give preference in certain kinds of productive activity to other 
regions of the United States definitely restrict the variety of 
activity in the southwest. Unduly high freight rates within the 
southwest are a constant burden to the consumers; likewise, 
they are a burden to producers in the southwest competing 
with producers located in other regions of the country.” 












































Dry Goods Association's 
Annual Traffic Clinic 


Traffic men representing stores from all 48 states will at- 
tend the annual clinic of the Traffic Group of the National 
Retail Dry Goods Association, to be held April 7-10 in the 
Netherland Plaza Hotel, Cincinnati, O., it has been announced. 
The clinic will discuss means of doing a better job in traffic, 
receiving, marking, and warehousing. 

On April 7, C. Lyman Haswell, traffic manager, Allied 
Stores Corporation, and chairman of the Traffic Group, will 
preside over a discussion on “Major Transportation Problems 
Affecting Your Store.” John Baumler, assistant general traffic 
manager, Sears, Roebuck & Co., Chicago, will speak on “Trans- 
portation Service Now and In the Immediate Future—Its Effect 
on Retail Sales.” Current claim problems will be discussed by 
H. H. Young, freight claim agent at Philadelphia for the Penn- 
sylvania Railroad. 

On the morning of April 8, P. H. Huff, traffic manager, 
Jordan Marsh Co., Boston, will preside at a discussion on the 
subject, “Planning Layout and Equipment Decreases Operating 
Expenses and Increasing Sales.” Speakers include David 
Merker, of the Otis Elevator Co., New York City; Arthur Salois, 
of Sibley, Lindsay & Curr Co., Rochester, N. Y.; and R. G 
Brown, of J. L. Hudson Co., Detroit. In the afternoon. E. H. 
Wabler, traffic manager, Rike-Kumler Co., Dayton, O., will 
preside at a discussion on “Building Sales and Profits Through 
Intelligent Use of Transportation Facilities.” Thomas P. Scan- 
lon, transportation consultant, Chicago, will speak on means of 
reducing transportation costs and transit time. 


A discussion of the problems of personnel and supervision 
will be held the morning of April 9. In the afternoon, Arthur 
D. Bibbs, traffic manager, Halle Bros. Co., Cleveland, will pre- 
side at a discussion on “Increased Production for Each Ware- 
house Expense Dollar.” Speakers include the following: R. H. 
Tatlow, president, Abbott Merkt Co., New York City; J. M. 
Barclay, of Drake, Startzman, Sheahan, Barclay, Inc., New 
York City; F. J. Kroeger, receiving superintendent of R. H. 
Macy & Co., Inc., New York City, and Frank Eckles, warehouse 
superintendent of Joseph Horne Co., Pittsburgh. 

A session the morning of April 10 will be devoted entirely 
to a discussion of short cuts in receiving and marking. - 
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DIESELS FOR LOWER COAST RAILROAD 


Complete dieselization of the New Orleans & Lower Coast 
Railroad was decided upon when directors at their recent an- 
nual meeting authorized expenditure of $212,000 for the pur- 
chase of three 660-horsepower diesel engines, to replace four 
steam locomotives which have been in service for more than 
half a century. 

P. J. Neff, president of the Missouri Pacific Railroad, which 
owns the Lower Coast, was elected president of the 60-mile 
line, to fill the vacancy caused by the death of L. W. Baldwin. 
Other M. P. officers elected vice-presidents of the Lower Coast 
are: George C. Stohlman, H. M. Johnson, C. D. Peet, R. C. 
White and E. Mock. 











CHANGES IN DOCKET 

Hearing in MC 1002, Sub. 4, assigned for February 26, at Newark, 
N. J., was cancelled. 

Hearing in MC 7341, Sub. 3, assigned for February 27, at Topeka, 
Kan., was transferred to February 27, at Hotel Kansan, Topeka, Kan.. 
before Jt. Bd. 36. 

Hearing in |. & S. M-2716, assigned for February 28, at Fort Worth, 
Texas, was cancelled. 

Hearing in MC 90995, Sub. 1, now assigned for February 21, at 
Harrisburg, Pa., is cancelled. 

Hearing in MC 107842, assigned for February 25, at Boston, Mass., 
was cancelled. 

Hearing in MC 88073, Sub. 10, assigned for February 25, at New 
York, N. Y., was cancelled. 

Hearing in MC 1263, Sub. 1, assigned for March 4, at Kansas City, 
Mo.; was advanced to February 26, at Hotel Pickwick, Kansas City, 
Mo., before Examiner Burge. 














Hearing in MC 106236, Sub. 2, assigned for February 27, at Knox- 
ville, Tenn., was canceled. 

Hearing in MC 107264, assigned for February 28, at New Orleans, 
La., was postponed to a date to be fixed. ' 
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Rankin’s Rate Views Need Correcting 


Editor the Traffic World: 

I have read with interest the article on page 337 of the 
February 1 Traffic World, regarding Representative Rankin, 
of Mississippi. 

I think somebody ought to straighten Representative. 
Rankin out when he makes a statement that, “it costs about 
twice as much to ship freight north from the states south of 
the Ohio, or east from states west of the Mississippi, as it does 
to ship it the other direction over the same road. It punishes 
the people of Kansas, Iowa, and other western states just the 
same as it does us people in the south.” 

Any good traffic man knows better than that. It doesn’t 
cost anywhere near twice as much. The rates are a little 
higher, possibly ten or twelve per cent, but no where near 
double as he says. 











J. M. Stuart, Traffic Manager 
The Stanley Works 
New Britain, Conn., February 7, 1947. 










Rail Employes and 
Crosser Amendments 


Editor the Traffic World: 

A recent article in a Chicago daily newspaper quoted Ed- 
ward P. Bickford, of the Railroad Retirement Board, as saying 
that he doubted whether one in 5000 railroad workers was 
opposed to the Crosser amendments to the railroad retirement 
act. ; 
I can truthfully say that Mr. Bickford’s statement is wrong, 
because out of approximately 200 general office employes of 
_fthe Elgin, Joliet & Eastern, the railroad for which I work, I 

had signatures of 150 demanding repeal of the Crosser amend- 
ments. This petition has been sent to Senators Brooks and 
Lucas, and Congressmen Stratton and Busby, of Illinois. 

Mr. Bickford’s statement was proved wrong by the fact 
that my petition showed that we were 75 per cent against the 
Crosser amendments. 

We who signed the petition believe this act is unconstitu- 
tional. It makes us buy something we do not want and the 
money is placed in the general fund to be used for loans or 
gifts to England and Russia and other foreign nations. If the 
money is not placed in a separate fund and marked for railroad 
retirement, then the railroad pension fund is no more solvent 
than social security, and the sooner the Crosser amendments 
and all their radical ideas are repealed the better we railroad 
workers will feel. 

The rank and file workers of 26 railroads, two freight as- 
sociations, the Pullman Co., and the Railway Express Agency 
have or are now drawing up petitions for the outright repeal 
of this act. The following are the railroads: A. T. & S. F., 
B.& O., C. of Ga, C R.1L& P., CB. &Q,C.&N.W., C. & O., 
C.M. St. P. & P., E. J. & E., Erie, G. T. W., I. C., M. St. P. & 
S.S. M., M. K. T., G. N., N. Y¥. C., N. ¥. C. & St. L., Mo. Pac., 
N. & W., Penna., P. M., P. & P. U., Reading, R. F. & P., 
Southern, Sou. Pac., U. P., Wabash, Central Freight Associa- 
tion, Central Inspection & Weighing Bureau, and Railway Ex- 
press Agency. 

It is our understanding that Mr. Bickford is the railway 
labor coordinator of the Railway Retirement Board, who is 
deriving his pay at the expense of the rail workers. I know 
that Mr. Bickford said he liked his job and pay at a meeting 
held February 6; 1947, at the Hamilton Hotel, Chicago. 

George J. Schreiber, 5031 S. Carpenter St. 

Chicago, February 13, 1947. 
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Editor the Traffic World: 

I am glad you reported the action of some Grand Trunk 

employes in Chicago, directed to having the Crosser bill re- 

Pealed. It is hard to understand why the Congress should have 





at _Knox- 


Orleans, 

















passed such a bill and why the President should have signed it. 
I hope there will be other protests. 

Prior to passage of the bill, I addressed the two senators 
from Missouri and the representative from the Fourth District. 
One senator acknowledged my letter, the secretary of the other 
stated that Mr. Briggs was in Missouri, campaigning for re- 
election (he was defeated), and I heard nothing from Repre- 
sentative C. Jasper Bell. 

Not only are the provisions of this bill unfair, even almost 
ridiculous, with respect to benefits, but the unemployment 
provisions and sick benefits are something the public might 
not stand for if fully informed. I wonder how many know how 
maternity benefits will operate under the bill, at the expense 
of the public, which always “pays the freight” in the final 
analysis. 

The new retirement bill does not hurt me, but I object on 
general principles to being thought of as incompetent to take 
care of myself in an economic or social sense. 

More power to Mr. Marino and his associates. 

Although connected with the St. Louis Southwestern Rail- 
way, this letter expresses only my personal opinions. 

St. Louis, Mo., February 14, 1947. F. E. Rownd. 





Jobs in Traffic for College Graduates 


Editor, the Traffic World: 

Mr. Wilder’s letter in your January 2 issue, and the three 
rebuttal letters in your January 25 issue, were interesting to 
me because I think part of Mr. Wilder’s complaint is valid, and 
I do not believe his critics were entirely fair in their inter- 
pretation of his letter. 

It so happens that I entered college in 1938, the same year 
as Wilder, also with a major in transportation. I worked my 
way through four years of college with a traffic career in mind. 
When I was released from military service and looked up open- 
ings in the traffic field I found, just as Wilder did, that salaries 
were surprisingly low. I took one of the better prospects, and 
let me say now that I am enjoying my work and find it quite 
challenging. I learn something new every day, and realize 
there is practically a limitless amount left to be learned. 

However, it seems to me to be unquestionably true that 
salaries for traffic understudies are low. In the case of those 
of us who have gained sufficient experience to be given some 
responsibility, it certainly does not increase our morale to find 
that we make less money than truck drivers, dockmen, etc., 
who work under our direction. The salaries of our traffic tech- 
nicians compare poorly with those of rookie policemen, bus 
drivers, and semi-skilled repairmen for instance. 

Messrs. Bryan and Brown assume that Wilder would accept 
nothing less than a top traffic job at a top salary, but that 
conclusion is unwarranted by a‘careful reading of his letter. 
Wilder says, in essence, simply that he has been looking for an 
opening in traffic at a decent salary. That doesn’t sound un- 
reasonable. No sane person would expect to be able to retire 
in a few years on a beginner’s salary in any profession. 

I differ strongly with Mr. Brown’s statement that stenog- 
raphy is the best way to enter the traffic field. To my knowl- 
edge, there are many technical traffic jobs where a man may 
begin his traffic apprenticeship. In my own office there are no 
less than seven such jobs, wherein typing is not only unneces- 
sary but strictly forbidden, on the ground that typists can be 
obtained with lower salaries and educational qualifications. 
Mr. Brown’s reasoning is on a par with suggesting that doctors 
enter the medical field by starting out as nurses. 

It is difficult to see what Mr. Bryan’s experience in butter- 
making contributes to the discussion at hand. It certainly 
offers no proof that college specialization in transportation 
should not furnish an excellent background for a career in 
traffic work. Of course a traffic man must have experience, 
but what Wilder asked for was a chance to get it, at a living 
wage. If beginning truck drivers get fair wages, why not begin- 
ning traffic men? 

We must assume that manufacturers and other employers 





684 


are satisfied with the calibre of traffic men they are getting 
today. Otherwise, they would make their salary scales high 
enough to attract better ones. 

M. D. Jordan, 


: 17356 Oakfield, 
Detroit, Mich., February 9, 1947. 


Editor, the Traffic World: 

The question of college training and traffic employment has 
attained new importance since hundreds of veterans are avail- 
ing themselves of the opportunities of university training of- 
fered to them under the G.I. Bill of Rights. Nothing could be 
more deplorable and damaging than that these men, after years 
of study, should find the doors to their chosen profession closed. 

I am a staff member of the Department of Public Utilities 
and Transportation of the School of Commerce of the New York 
University. I am actively engaged in transportation as the traf- 
fic manager of a medium sized common motor carrier. I have 
run the gauntlet of “practical experience” from rate clerk and 
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assistant cashier, tracing and claim clerk, via solicitation ang 
operation, on both sides of the fence. 

Generally, each school—particularly each college or uni. 
versity—is as good as the students who attend its classes. 4 
university has to remain aware of the fact that it is not merely 
a professional school turning out technicians in some field oy 
the assembly line. It must endeavor to produce young peopled 
(of both sexes incidentally) of well rounded personalities 
equipped with sufficient specialized knowledge, to make them 
capable of assuming liabilities and responsibilities which ma 
bring them to the top of their field. 

The instruction in transportation at many of our college 
and universities is probably still somewhat theoretical and aca 
demic and not close enough to the realities. Some, like th 
University of Pennsylvania, under the guidance of Dr. G. Lloy; 
Wilson, are probably as close to the ideal as humanly possible 
Some curricula are incomplete, because traffic education ; 
comparatively new and not yet fully developed. Our departmen 
maintains a study plan which over three years provides a co 
plete survey of all phases of transportation intended to fit ths 
student for a position as junior rate clerk in a larger, or a 
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University training is—as is any scholastic education 
only the beginning. No graduate of such a course will expec 
to land a top executive job without further practical experienc: 
and personal qualifications. Technical abilities, like typing ani 
shorthand, are always helpful, not only for the start. Eacj 
adviser should see that these facilities are included into the 
students curriculum. 

Broad and systematic education pays ultimately, even if : 
student may have skipped a few years of “practical experience 
as messenger, runner, typist or telegraphist. This is true, not 
withstanding the fact that many of our most valuable ani 
outstanding traffic men look back to this period of their caree 
with wistful pride. 

Many of our colleges lack the practical touch and lean to 
heavily on scholastic problems. No doubt though, some traffi¢ 
men overrate “practical experience” as compared with the con 
densed knowledge acquired through intensive study, althougl 
I know of some very commendable exceptions to this attitude 
And finally, our G.I. students particularly have not sufficien' 
time left to work their way up from the shipping floor to th 
executive offices. They are entitled to a fair break, so that the 
may apply their knowledge and qualifications, they acquired 
through intensive and well planned academic work, to jobs and 
positions commensurate with their capabilities. 

I am convinced that, with understanding of the value and 
the limitations of a college education, students will find thei 
proper places, and the industry will benefit substantially fro 
the skill of this group of sincere students and practititioners of 
transportation. 

Frank E. Asher, Department of Public Utilities and Trans 
portation, School of Commerce, Accounts, and Finance, Nev 
York University. 

New York, N. Y., February 4, 1947. 
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Department of Commerce 
Transportation Services / 


: Expansion of informational and advisory services concern / 
ing transportation and communications abroad has been an / 
nounced by the Office of International Trade, Department 0 
Commerce. In a statement it said: 















James E. Glynn, who has had more than 30 years experience in th 
field of transportation, has been appointed chief of O.I.T.’s transporta 
tion and communications division. In addition to its former coveragt 
of railway, highway, communications and public utilities services, th 
division will collect and disseminate information on foreign shipping 
and aviation, and on refrigerating plants in foreign countries. 

A shipping and aviation section, established within the division 
is headed by Serge G. Koushnareff, formerly associated with United 
States Lines. All foreign shipping and aviation files in the Departmen 
of Commerce have been transferred to this section. Material dealing 
with refrigerating plants in foreign countries will be handled by thé 
public utilities section. Other sections cover railways, highways, an¢ 
telecommunications. 

By action of an inter-departmental committee, all the transportatio 
files of the transportation division of the former Office of Inter-Americal 
Affairs have been transferred to the transportation and communications 
division. ‘These include voluminous data on railway, highway, shipping 
and port activities in Latin America. 


The division welcomed inquiries from shippers and foreig 
traders, and from the general public, Mr. Glynn said, concer? 
ing all phases of foreign railway, highway, air and water trams 
portation; electric, gas, and other public utilities; and radid 
telephone, or telegraph communications. 

Mr. Glynn has been associated with the New York Centr 
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nN and Railroad and with trucking and stevedoring organizations in 
New York City. During the war he was a major in the Army 
Transportation Corps and served in the Mediterranean and 
European Theaters. For the past 16 months he was chief of 
the United States Highway Transportation Mission to the Re- 
public of Colombia. 
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PACIFIC COAST ADVISORY BOARD 

Carl R. Gray, Jr., vice-president of the Chicago & North 
Western Railway, will speak on “War Railroading—This Side 
and That,” at the March 13 luncheon session of the Pacific 
Coast Transportation Advisory Board, in the Palace Hotel, San 
Francisco. Harold D. Weber, general chairman of the board, 
and general manager of the Oakland Chamber of Commerce, 
will preside. 

Irving F. Lyons, general board secretary, and traffic direc- 
tor of the California Packing Corporation, will report for the 
executive committee at the regular board session. The report 
of the nominating committee will be made by Paul S. Arm- 
strong, general manager, California Fruit Growers Exchange, 
Los Angeles. W. C. Griffin, district manager of the car service 
division, Association of American Railroads, will report on 
transportation conditions. Charles A. Bland, port traffic man- 
ager, Long Beach board of harbor commissioners, will report 
on port traffic conditions. 

Among the committee chairmen to report will be the fol- 
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division, Oakland, Calif.; railroad contract, C. H. Grant, superintendent 
of transportation, Southern Pacific Railroad, San Francisco; legisla- 
tive, Walter A. Rohde, manager, transportation department, San Fran- 
cisco Chamber of Commerce; freight claim prevention, T. F. McCue, 
traffic manager, Crane Co., Los Angeles; and analysis of commodity 
committee reports, Wilfred Eldred, research specialist, San Francisco. 
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Among the committees to meet March 12 are the freight 


ean tog claim prevention, central car efficiency, executive, legislative 
tape and railroad contact committees. 
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Ithougl RAILROAD CACHET FOR PHILATELISTS 

ittitude A cachet commemorating the one hundredth anniversary 
a of the beginning of the Rock Island and Alton railways and 


the raising of Chicago to a great railway center will be applied 


iat they free of charge to letters sent to the sponsor, W. L. Fergus, 166 
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They will be mailed at Chicago to receive the February 27 
cancellation. One hundred years ago on February 27 the Rock 
Island & LaSalle Railroad Co. and the Alton & Sangamon 
i Co. received railroad charters from the State of 
Illinois. 


A. T. A. NEW YORK CHAPTER MEETING 
The New York Chapter, Army Transportation Association, 
will hold its next meeting the evening of March 7 at the Gov- 
ernor Clinton Hotel, New York City. George C. Randall, man- 
ager, Port Traffic, Association of American Railroads, will 
speak on port conditions in New York City. 


I. C. SERVICE TO WATERLOO 


A new Illinois Central Railroad streamline train between 
Chicago and Waterloo, Ia., was placed in service February 12. 
The train, the Land O’Corn, is the first of the new post-war 
trains ordered by the I. C. for the continued modernization of 
its passenger service. The new train consists of four new 
streamlined coaches and a diner-lounge, powered by a diesel 
locomotive. The train will leave Waterloo at 6:45 a. m., reach- 
ing Chicago at 12:15 p. m., starting back from Chicago at 4:30 
p. m., and reaching Waterloo at 9:55 a. m. 


NORFOLK & WESTERN MODERNIZATION PROJECT 


An extensive improvement and modernization project on 
one of the business districts of the Norfolk & Western Rail- 
way’s main line in the mountain of West Virginia, which will 
cost approximately $12,000,000, has been announced by rail- 
road officials. The project includes the relocating and building 
of 5.27 miles of new line, the construction of a new, double- 
track tunnel 6,900 feet long, the erection of two new steel 
bridges and the rebuilding of a third. Railroad engineers esti- 
mate it will take three years to complete the job, designed to 
reduce heavy grades and sharp curves. 


CLARK TRUCTRACTOR CATALOG 


The complete line of material handling machines; both gas 
and battery powered, manufactured by the tructractor division 
of Clark Equipment Co., Battle Creek, Mich., is presented in a 
newly published, illustrated, 36-page catalog. The catalog in- 
troduces the new Clark “yardlift” series of pneumatic tired 
fork trucks, and features a 7-page series of action pictures of 














cquired] Forest Avenue, Glen Ellyn, Ill. According to Mr. Fergus, the Clark fork trucks in action. The catalog may be obtained on 
obs andi envelopes should be addressed stamped, stuffed and unsealed. request addressed to the tructractor division. 
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John J. Kelleher, traffic vice-president 
of the United Fruit Co., has retired after 


39 years of service. At a testimonial 
dinner in his honor on February 19, he 
was presented with an automobile by 
employees of the company. Mr. Kelleher 
entered the employ of the company in 
1907. In 1932 he was transferred to New 
York as general traffic manager, being 
named vice-president two years later. 


Frank O. Riggins has been appointed 
traffic manager for the Campbell Soup 
Co., Camden, N. J. Leslie C. High has 
been made assistant general traffic man- 
ager. Joshua S. Bartley continues as 
general traffic manager. 


Monroe P. Hester has been appointed 
general traffic manager, at Kansas City, 
Mo., for Riss & Co. For the past 27 
years Mr. Hester has been connected 
with the traffic department of the Colo- 
rado beet sugar industry. 


The Chesapeake & Ohio Railway an- 
nounces the following appointments: 
R. A. Banks to commercial agent, Buf- 
falo; P. T. Davis to general agent—mer- 
chandise sales, Beckley, W. Va.; R. A. ° 
Miller to general agent, Saginaw, Mich.; 
T. M. Holloway to general agent—sales, 
Norfolk; Forrest Jackson to general 
agent—sales, Lynchburg, Va.; C. R. Sar- 
gent to commercial agent, Louisville; 
L. J. Byrne to assistant general freight 
agent, Detroit; G. E. Loury to division 
freight agent, Charleston, W. Va.; F. W. 
Ditman to division freight agent, Detroit; 
J. Parker Donovan to assistant general 
freight agent, Detroit; A. A. Hiby to 
general agent, New York City; G. A. 
Jones, Jr., to commercial agent, Grand 
Rapids, Mich.; William Lotsey, Jr., to 
traveling freight agent, Philadelphia; E. 
E. Briers to assistant general freight 
agent, Huntington, W. Va.; H. Waddell to 
general agent—sales, Huntington; H. L. 
Dundas to traveling freight agent, Hunt- 
ington; C. N. Page to division freight 
agent, Richmond; W. F. Michie to travel- 
ing freight agent, Richmond; C. K. 
Hawkes, Jr., to freight service represen- 
tative, Richmond; C. J. Ploss to general 
agent, Cincinnati; J. E. Hayes to freight 
service representative, Cincinnati. 

* * * 


The Norfolk & Western Railway an- 
nounces the following appointments: J. 
J. Evich to assistant general foreign 
freight agent, Norfolk; J. A. Connor, Jr., 
to foreign freight agent, Norfolk; W. A. 
Cormany to foreign freight agent, New 
York City; C. N. Butler to foreign freight 
agent, Chicago; L. H. Rives, assistant 
foreign freight agent, Norfolk. 


The Baltimore & Ohio Railroad an- 
nounces the following appointments: J. 
H. Kuntz to general freight agent, Chi- 
cago; Carl H. Groninger to general 
freight agent—sales and service, Chi- 
cago; O. K. Sanders to assistant general 
freight agent, Chicago; R. B. Kinkaid to 
assistant freight traffic manager—rates, 
Chicago, succeeding J. C. Kimes, who is 
retiring after 54 years of service. 


T. W. Scott, general agent at Philadel- 
phia, for the Missouri-Kansas-Texas Rail- 





way, has been relieved, at his own re- 
quest, of the supervision of the Philadel- 
phia agency, after 30 years of service. 
H. A. Speck will succeed Mr. Scott, who 
has been made special representative, 
Philadelphia. .C. W. Marsh succeeds Mr. 
Speck as traveling freight and passenger 
agent. 
* * * 

T. L. Vogel has been appointed foreign 
freight agent, at Chicago, for the Union 
Pacific Railroad. 

* * * 

Ferd W. Kuhn has been appointed 
freight traffic manager, at Chicago, for 
the Chicago, Indianapolis & Louisville 
Railway. 

* * * 

E. J. Roth, general manager of the 
Fruit Growers Express Co., Western 
Fruit Express Co., and Burlington Re- 
frigerator Express Co., Washington, D. 
C., died February 24 . 

* * * 

Edward P. Silk, district sales manager, 
at Buffalo, for Associated Transport, 
Inc., has been transferred to New York 
City. A farewell party in his honor was 
held by the Transportation Club of Buf- 
falo March 1. 

* * * 

_Junius H. Cooper has been elected 
vice-president of the Chicago and South- 
ern Airlines. Mr. Cooper joined the air- 
line as treasurer in October, 1946. 

* * 


T. S. Zawasky, district freight man- 
ager, at Rochester, Minn., for the North- 
west Airlines, has been placed in charge 
of traffic solicitation in the La Crosse, 
Wis., area. 

* * * 

R. P. Brinkley has been appointed di- 
rector of reservations and space control 
in the traffic department, at St. Paul, 
for the Northwest Airlines. 

* * 


_Capt. Leland D. Webb, U.S.N. (re- 
tired), has been appointed manager of 
the western region office of Aircraft In- 
dustries Association. 

* * * 

Charles Edgar Smith has been pro- 
moted to the newly created position of 
executive vice-president of Towmotor 
Corp., Cleveland, O, 

* ~* * 

R. C. Crooker, vice-president in charge 
of West Coast operations for the Camp- 
bell-Ewald Co., has resigned in order to 
take charge of his Beach City Chevrolet 
Co., Long Beach, Calif. He is being suc- 
ceeded by R. C. Francis. 

* 


J. E. Bain has been appointed branch 
manager, New York City, for the White 
Motor Co. William M. Tobin succeeds 
Mr. Bain as branch manager, Long 
Island City, succeeding R. W. Shanklin, 
newly-appointed manager of the whole- 
sale division, Cleveland. 


C. W. Hulland, formerly traffic man- 
ager of the Advance Refining Co., has 
been appointed traffic manager, at Pana, 
Il., for the Pana Refining Co. 

* * * 


F. T. Ridley, traffic manager for the 
Calco Chemical Division, American Cya- 
nide Co., Bound Brook, N. J., delivered 


































TRAFFIC WORLD 


a talk, February 19, before the Centra} Iga 
New Jersey Chapter of the Delta Ny 
Alpha Transportation Fraternity, Ney 
Brunswick, N. J : 


* * 


W. A. Mayfield, general traffic man-aS 
ager, at Chicago, for Swift & Co., hagik 
been elected president of the National#& 
Freight Traffic Golf, Association. 


T. L. Ritchey, assistant general freight= 
agent, at St. Joseph, Mo., for the Chi: 
cago Western Railway, is retiring aftermg 
46 years of service and a railroad careerm 
of 51 years. R. C. Jamison has been apa 
pointed general agent at St. Joseph, Modim 


The Baltimore & Ohio Railroad an. 
nounces the following appointments 
P. K. Groninger to division freight agen 
Indianapolis, succeeding E. H. Gardner 
promoted; F. A. Frawley to district 
freight agent, St. Louis; David Griffi 
to district freight agent, Chicago; D. 
Lang to division freight agent, Toledg 
succeeding O. K. Sanders, promoted 
E. C. Schlag to division freight agent 
Chillicothe, O.; R. C. Loomis to distri 
freight representative, Kansas City, Ma 


The Union Pacific Railroad announces 
the following appointments: Theodore 
Vogel to the newly-created position offi 
foreign freight agent, Chicago; Theodoremgyeyi: 
W. Gursky to general agent, St. Louis; iigg242 
H. M. Foth to district freight agent,m% 
New. York City; David A. Martin to 
freight service agent, Kansas City; Jack# 
L. Reeves to livestock agent, Portland,®. 
Ore.; Harry D. Athon to general agentiis 
in charge of freight and passenger busi-fis 
ness at Bend, Ore.; John S. Vosburg to 
the newly-created position of livestock ¥ 
agent at Los Angeles. 


Theodore E. (Dory) Hanlon, chief 
clerk of the Trans-Atlantic Associated 
Freight Conference since 1929, died last 
week. 





ok * * 

Frank E. Doody has been appointed 
freight agent for the Shepard Line. Mr. 
Doody was formerly associated with 
Furness, Withy & Co. | 





William O’Donnell has been appointed 
chief of cargo sales, at San Francisco, 
for the United Air Lines. Donald Stev- 
enson has been appointed city traffic and 
sales manager at Springfield, Mass. 
J. C. O'Connor, chief of cargo sales at 
Philadelphia since 1942, has been as- 
signed to the sales force there. E. R. 
Carnahan takes over the cargo sales 
position. 





























* * * 
The New York chapter of the Delta 
Nu Alpha Fraternity will hold a meeting 
March 5 in the Hotel Governor Clinton. 


















































The Traffic Club of Chicago will hold 
its annual election March 27 in the club 
rooms, between the hours of noon @ 
6 p.m. A. H. Schwietert is chairman @ 
the nominating committee which hé@ 
presented a slate for office. E 



































The Fox Valley Traffic Club of AU 
rora, Ill., will install new officers at th 
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annual dinner, March 24, in the Hotel 
Leland. W. F. MacDonald, traffic man- 
ager of Barber-Greene Co., is chairman. 





Arthur Gerecke, of the St. Louis Post 
Dispatch, will speak on his wartime ex- 
periences in Germany, at the March 3 
meeting of the Traffic Club of St. Louis, 
in the Hotel Jefferson. The March 10 
luncheon will be deferred until March 
12 when the club will hold a joint lunch- 
eon meeting with the Trans-Missouri- 
Kansas Shippers’ Advisory Board at the 
Hotel DeSoto. 





The Woman’s Traffic Club of Chicago, 
at its March 10 meeting in the Palmer 
House, will hear George Weiss, Chicago 
manager of the Port of New York Au- 
thority, speak on that port. 





The Traffic Club of New York held its 
annual dinner February 21 in the Hotel 
Commodore. Rear Admiral Ellis Zacha- 
rias spoke on “Secret Missions.” H. L. 
Lauby, president of the club and eastern 
traffic manager of the Union Pacific 
Railroad, presided. 





The Traffic Club of Baltimore held its 
president’s ball March 1 in the Lord 
Baltimore Hotel. The Club will hold an 
election March 4. 





The Women’s Traffic Club of Detroit 
will hold its annual “bosses’ night” din- 
ner March 13 in the Harmonie Club. 
Myrtle Labbitt of Station CKLW will be 
guest speaker. 


The Buffalo Traffic Club held a meet- 
ing February 25 at the Elks Club. The 
guest speaker was Howard Potter, super- 
intendent of agents, B. F. Helmbrecht 





SHIPPERS! 
[iY Check Portland 


Insurance Agency. Beginning March 3 
the club will conduct an eight weeks’ 
general transit course, consisting of the 
study of tariffs affecting transit ship- 
ments to and from the Buffalo area. 





Edwin A. Meyer, eastern traffic man- 
ager, Boyle-Midway Co., Jersey City, 
has been elected 
president of the 
Traffic Club of 
Jersey City. Mr. 
Meyer entered 
the transporta- 
tion industry in 
1916 as a mes- 
-senger for the 
' Central Railroad 
: of New Jersey, 
advancing to the 
post of rate clerk. 
In 1923 he en- 
tered the em- 
ployment of the 
Clyde Mallory 
Line, where he 

E. A. Meyer became assistant 
general freight agent. He later became 
traffic manager for the Texas Package 
Car Co., New York City, and then 
switched to the shippers’ side, becoming 
assistant traffic manager of Sterling 
Products, Inc., New York City. In 1937, 
Mr. Meyer entered his present employ- 
ment. Since 1938 he has served on vari- 
ous committees of the traffic club. He 
has been chairman of the club’s board 
of governors, and the club’s second and 
first vice-president. 








The Traffic Forum of Youngstown, 
Ohio, at its meeting February 17, elected 
as president F. W. Bennett, traffic man- 
ager of the Youngstown Chamber of 
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Hotel. ¢ 
Commerce. Other officers elected are: § annual 
Vice-president, R. L. McIntyre, assistant § Club of 
traffic manager, General Fireproofing 
Co.; secretary, C. F. Hoover, Youngstowng§ The 7 
Sheet & Tube Co.; treasurer, J. L. Camp. § will hav 
bell, Truscon Steel Co. members of the§ the Ho 
advisory board: Ken Herriott, manager,§ Fred W 
Herriott Trucking Co., East Palestine, O., Inc., 1S 
and C. C. Reed, traffic manager, Sawhill rie. 
Manufacturing Co., Sharon, Pa. The an-§ Willie 
nual dinner will be held March 17 atg of the 
the Ohio Hotel. 











The Fort Wayne Transportation Ciub 
will hold its annual dinner March 27 at 
the Fort Wayne Athletic Club. 





The Central Ohio Traffic Club will 
hold its annual dinner April 10 in the 
Hotel Harding, Marion, Ohio. 





The Women’s Traffic Club of Métro. 
politan St. Louis will hold its annual card 
party April 28 in the Hotel De Soto. 





The Traffic Club of Norristown, Pa. 
held a meeting February 27 in the Valley 
Forge Hotel. T. Allen Glenn, Jr., presi- 
dent of the Norristown Chamber of Com- 
merce, presented awards to the winners 
of the essay contest on “The Importance 
of Traffic Knowledge to Industry.” 








The Bronx Traffic Club held a meeting “T@! ag 
February 28 in the Concourse Plaza Ho-§ ¥@Y; 1 
tel. An “Irish Night” will be held March § Union 
21 with Eddie Maguire of Maguire Bros. § ™¢°Y€r; 
Co. as chairman. 





The Motor City Traffic Club of Detroit § stadua 
will have Walter W. Belson, director of § "4 is 
public relations, American Trucking As- § profess 
sociation, as guest speaker at its forum § Santa. 
meeting, March 10, in the Detroit Leland §in the 
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# RAIL portland is served by five major railroad 
systems, assuring you adequate and competitive rail rates 
and rail transportation to and from the East, Middle West, 
South and Pacific Coast points. 


ea TRUCK One hundred motor freight lines have 


terminal facilities here. More than one-third of the carriers 
provide service to all U. S. points directly or through 
inter-connecting lines. 


= AIR An important center of flight transporta- 
tion, Portland is served by two major transcontinental 
airlines, operating Northeast and South. 


a WATER Portland now has regular, fast, steam- 


ship service to California, the Gulf ports and East Coast 
as well as to the Orient, and Philippine Islands. Service is 
also maintained with the Netherlands East Indies, Hawaiian 
Islands, United Kingdom, Europe, Mediterranean ports, 
South America, Australia and the four corners of the 
world. Cheap barge transportation is also available the 
year around into the rich, 250,000 square mile Columbia 
Basin hinterlands. 


2 PORT this fresh water port of the Pacific has a 
harbor frontage of 29 miles, berthings for more than 60 
vessels while working cargo, and modern freight-handling 
equipment. Acres of waterfront space are still available. 





For detailed, up-to-the-minute information on transportation, 
warehousing, distribution of freight and materials handling in 
Portland, cable ““Docom” or write us today. 
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Hotel. On February 15 the club lost its 
are: annual bowling meet with the Traffic 
istant§ Club of Detroit. 





The Traffic Club of the Lehigh Valley 
‘will have its annual banquet March 17 in 
the Hotel Bethlehem, Bethlehem, Pa. 
Fred W. H. Miller of Charles Pettinos, 
Inc., is chairman. 








William P. Dahl, city freight agent 
of the Santa Fe System, was elected 
president of the 
Traffic Club of 
Denver, at its an- 
nual meeting 
February 14. 
Other officers 
elected are: First 
vice - president, 
W. C. Sutton, 
general agent, 
Rock Island 
Lines; second 
vice - president, 
William DeBoer, 
assistant traffic 
manager, Colo- 
rado Fuel & Iron 
Corporation; sec- 

W. P. Dahl retary - treasurer, 
Cc. O. Gustafson, general agent, Min- 
neapolis & St. Louis Railway; addi- 
tional directors: V. J. Tannlund, gen- 
eral agent, Chicago Great Western Rail- 
way; L. J. Roach, freight traffic agent, 
Union Pacific Railroad; and J. C. Nie- 
meyer, traffic manager, Stearns-Roger 
Manufacturing Co. Mr. Dahl was born 
in Holdrege, Neb., in 1908. He is a 
graduate of the University of Denver 
and is a member of Alpha Kappa Psi, 
professional fraternity. He entered 
Santa Fe service in 1930, as a file clerk 
in the Denver division freight office. In 
1942 he was appointed to his present 
post. Mr. Dahl has served as chairman 
of several committees of the Traffic 
Club of Denver, and was first vice- 
president last year. He has been secre- 
tary-treasurer of the club’s bowling 
league for the past two years. 











The first regular 1947 meeting of the 
Richmond (Va.) Traffic Club was ad- 
dressed by Richard R. Foster, director 
of public safety. John T. Meadows, the 
club’s new president, presided. 





The Women’s Traffic Club of Los An- 
geles held a meeting February 26 at the 
Biltmore Hotel. Sara McCall, traffic 
manager for the Cook-Boynton Co., was 
chairman. 





The Southern Wisconsin Traffic Club 
held a meeting February 18 at the Beloit 
Savings Bank. J. D. Lawson, manager of 
the commerce department, Central 
States Motor Freight Bureau, spoke. 





n country. 





The Transportation Club of Dallas 
held a meeting at the Adolphus Hotel 
February 24. Entertainment was pro- 
Vided by the Southwestern Exposition 
and Fat Stock Show of Fort Worth. 


‘tation, 
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The Traffic Club of Kansas City held 
a meeting February 24 in the Hotel 
President. 





CKS 


The Charlotte Traffic & Transportation 


McEwen’s on Mint Hill. 





The Transportation Club of Saint Paul 


er 7344 § held a meeting February 25 in the Hotel 


Club will hold a barbecue March 6 at 


wry. Harry G: Barnes, vice-president ! 


HIS shipper has humidity head- 
ache — because his shipment of 
canned goods was damaged by 
excessive airborne moisture while 
at sea. 
And the whole thing could have 
been prevented if someone had 
told him about Cargocaire. 


Sweat Damage is Costly 
Canned goods shipped by water 
often run the danger of costly 
sweat damage. This comes at the 
“dewpoint”’ . . . that point at which 
moisture forms. 

During any voyage a ship’s 
cargo may meet its “dewpoint 
danger hour’’—when the weather 
changes. Sweat forms in the hold. 
Moisture condenses on the cargo. 

With canned goods, labels are 
spoiled. Corrosion causes pinholing 
—and in extreme cases “‘leakers”’ 
may occur. 


Cargocaire— For Control 
To avoid humidity headache and 
poor out-turns many shippers use 
only vessels equipped with Cargo- 
caire. 





Washington ° San Francisco . 
Vancouver ° London 


Picture of — 
a Man with 


HUMIDITY 
HEADACHE 





This modern dehumidification 
and ventilating system eliminates 
“‘dewpoint danger hours.”’ It oper- 
ates when the moisture content of 
the air approaches the danger 
dewpoint. It prevents sweat 
damage to cargoes even when the 
ship passes through constantly 
changing weather-fronts. 

More than 100 vessels of the 
world’s major shipping lines offer 
Cargocaire protection—and the 
size of the Cargocaire Fleet may 
be doubled this year. Its efficiency 
is further proved by the preferen- 
tial cargo insurance benefit pro- 
vided by far-seeing underwriters. 


To put an end to humidity head- 
ache, ask for the services of the 
Cargocaire Technical Advisor. 
There’s no obligation on your part. 


If you ship products endangered by 
label discoloration, cans bulging or 
rusting ... or if you ship such com- 
modities as coffee, sugar, cocoa, pack- 
aged foods or tobacco, you'll certainly 
want to investigate Cargocaire! 





Cargocatre 


ENGINEERING CORPORATION 


15 PARK ROW, NEW YORK 7, N. Y. 
Seattle . 


Montreal 
Gothenburg 
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in charge of sales for the National Bat- 
tery Co., was guest speaker. 


The Traffic Club of Cleveland held its 
annual dinner February 13 in the Cleve- 
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LONG DISTANCE 
MOVING PROBLEMS 





OVER 400 BRANCHES AND 
AGENTS TO SERVE YOU 
Send Jor boohlet 
‘“‘How to Prepare for 
Long Distance Moving” 


GREYVAN Lines, Inc. 


General Offices: 57 W. Grand Ave., Chicago 10, Ill. 








The Port of San Francisco 


Center of Pacific Coast Shippin 
* cen 


for a Century 


BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Building, San Francisco, Calif. 





land Hotel. Edmund Harding, Washing- 
ton, D. C., publisher, was the guest 
speaker. 





The Junior Traffic Club of Metropoli- 
tan St. Louis will hold a ladies’ night 
meeting March 5 in the De Soto Hotel. 


Newly elected officers of the Trans- 
portation Club of Peoria are: President, 
E. T. Willson, division freight agent, 
Chicago, Rock Island & Pacific Railroad; 























Routing and Misrouting — Conflict in 
Instructions 


Alabama.—Question: On June 13, 
1945 we caused to be shipped a carload 
of lumber from Newberry, Michigan, to 
St. Ignace, Michigan, the bill of lading 
endorsed “for milling in transit.’ The 
shipment moved via DSS&A Railway 
and subsequently, on June 15, 1945, ship- 
ment was made from St. Ignace, Michi- 
gan, to Detroit, Michigan. The bill of 
lading covering this latter movement 
was executed by the DSS&A Railway 
Co. (being prepared by the shipper) and 
on the line in the bill of lading providing 
for “delivering carrier’ the following 
appears, “MC Bay City GT Del’. 

The car moved via DSS&A Railway to 
Mackinaw City, Michigan, thence by the 
New York Central System to Bay City, 
Michigan, thence by the Grand Trunk 
Western Railway to Detroit. 


DSS&A Railway Tariff 15-L, MPSC 
No. 1878 provides transit arrangements 
under which through rate from point of 
origin to final destination plus transit 
charge may be protected. 

DSS&A Railway Tariff 44-B, MPSC 
No. 1827, Supplement 6, published rate 
of 22c per 100 pounds on lumber from 
Newberry, Michigan to Detroit, Mich. 
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first vice-president, E. J. Davis, traffic md parti 
manager, Caterpillar Tractor Co.; secon@ courts be 
vice-president, W. J. Riordan, divisioyg . A"SWe' 
freight and paseenger agent, Illinois Ter§ the Com 
minal Railroad; secretary-treasurer, LgSee, how 
R. Barnewolt, agent, Peoria Joint Agency ig 

The Traffic Club of Minneapolis helgg’s. Atlan 
a petroleum day meeting February 27§{33- 
in the Hotel Nicollet. Edward F. Flynn, _As the: 
formerly assistant to the vice-presidenig livery» 
and general counsel, Great Northeng™@me of 
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The carriers have rendered under- _ofoa 
charge bill based on a rate of 32c pelftrom w 
100 pounds constructed on St. Ignace shinme: 
Michigan, combination insisting that the cation 
joint through rate did not apply via the} freight 
route over which this car moved andfronsign 
furthermore that the shipper specified Jpecome 
said route in the bill of lading. 


freight 

We have taken the position that nofmandec 
routing is shown in the bill of lading andJuntil la 
that the delivering carrier shown in the}Fink, 2 
bill of lading constituted shipping in- 
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structions which could not be complied of the « 
with and since the agent at St. Ignace} inconsi: 
failed to call attention of the shipper to} °Tigina 
this situation the shipper is not respon-} conside 
sible. nois §S 
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procedure they are not permitted t0f those st 
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It will be appreciated if you will fur- 
nish us your opinion concerning the mat- 
ter if possible citing us to decisions of 
the Interstate Commerce Commission 





with “North Western's” Industrial Department concerning the excep- 
tional opportunities that exist in the rich territory served by this rail- 





road. The address is 400 West Madison Street, Chicago 6. Your in- 
quiries will be treated confidentially. 


CHICAGO and NORTH WESTERN SYSTEM 
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and particularly of the state and federal 
courts bearing on the issue involved. 

Answer: We can locate no report of 
Sithe Commission specifically in point. 
§ee, however, Parkersburg Rig & Reel 
} Co. vs. Baltimore & Ohio R. R. Co., 234 

.C. C. 105 and Georgia Fertilizer Co. 
ys. Atlanta, B. & C. R. Co., 200 1. CC. 
(33. 

As these cases hold that the word “de- 
livery’, when used in connection with, the 
mame of a carrier in the routing instruc- 
tions in a bill of lading indicates that 
that carrier is not to receive a line 
faul, it is our opinion the specification 
of Bay City in the routing instructions 
resulted in a conflict in the routing in- 
structions, which should have _ been 
galled to the attention of the shipper. 
Hutton & Bourbonnais Co. vs. Southern 
Ry. Co., 50 I. C. C. 434. 


Freight Chargés—tLiability for 


Ohio.—Question: I would appreciate 

any information and advice you may 
give me on the following: 
If Richard Roe should make a ship- 
‘iment in interstate commerce consigned 
to John Doe on a straight bill of lading 
and at the time of shipment Richard Roe 
fails to execute Section 7 of the bill of 
lading, and it subsequently develops that 
the freight charges as originally assessed 
are in error and an undercharge exists, 
is it obligatory upon the carrier to ex- 
haust his remedies against the consignee, 
or may the carrier at its election proceed 
against the consignor? If so, I would 
appreciate citations of cases in support 
thereof. 

Answer: The consignor, as the party 
from whom the goods are received for 
shipment, ordinarily assumes the obli- 
gation to pay the full amount of the 
freight charges. On the other hand, the 
consignee, by acceptance of the goods, 
becomes liable for the full amount of the 
freight charges whether they are de- 
manded at the time of delivery or not 
until later. P. C. C. & St. L. Ry. Co. vs. 
Fink, 250 U S 577, 40 S Ct 27. 

The contract of the consignor and that 
of the consignee are not considered to be 
inconsistent with each other, each is an 
original contract based on a sufficient 
consideration. See the decision in IIli- 
nois Steel Co. vs. Baltimore & Ohio 
R. R. Co., 320 U. S. 508, in which the 
court said: 


The shipments by petitioner being in inter- 
state commerce, the rail freight rates are 
those stated in-the tariffs filed with the Inter- 
state Commerce Commission. They cannot be 
lawfully released by the carrier. or altered 
by others who have assumed the duty to pay 
them. See Mid State Horticultural Co., Inc., 
vs. Pennsylvania R. R. Co., No. 40, decided 
November 22, 1943; Pittsburgh, Cinc., C. & 
St. L. Ry. Co. vs. Fink, supra, 581-583. The 
tariffs do not prescribe who is to pay the 
freight charges, but subject to the prohibition 
against unlawful discrimination and the limi- 
tations imposed by the uniform bill of lading, 
the parties to the shipment, as between them- 
selves, are free to stipulate who shall pay 
them. See Louisville & N. R. R. Co. vs. 
Central Iron Co., 265 U. S. 59, 65-67. 

Section 7 of the conditions of the uniform 
bill of lading provides that the owner or 
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consignee shall pay the freight and all other 
lawful charges upon the transported prop- 
erty, and except in those instances where it 
may be lawfully authorized to do so, that 
no railroad carrier shall deliver or relinquish, 
at destination, possession of the property 
covered by the bill of lading until all tariff 
rates and charges have been paid. Cf. Sec. 
3(2) of the Interstate Commerce Act, as 
amended, 49 U. S. C. A. Sec. 3(2). But it 
further provides that ‘‘the consignor shall be 
liable for the freight and all other lawful 
charges, except that if the consignor stipu- 
lates, by signature, in the space provided for 
that purpose on the face of this bill of lading 
that the carrier shall not make delivery with- 
out requiring payment of such charges and 
the carrier, contrary to such stipulation, shall 
make delivery without requiring such pay- 
ment, the consignor (except as hereinafter 
provided) shall not be liable for such charges. 
. Nothing herein shall limit the right of 
the carrier to require at time of shipment the 
prepayment or guarantee of the charges...’’ 
Under these provisions, if the non-recourse 
clause is not signed by the consignor, he re- 
mains liable to the carrier for all lawful 
charges. The carrier is free to demand pay- 
ment in advance by the consignor, or it may 
decline to make delivery to the consignee 
until all the freight charges are paid or guar- 
anteed, or if delivery is made to the consignee 
without payment, the consignee is also liable 
for all freight charges. But if the con- 
recourse clause is signed by the consignor 
and no provision is made for prepayment of 
freight, delivery of the shipment to the con- 
signee relieves the consignor of liability, see 
Louisville & N. R. R. Co. vs. Central Iron 
Co., supra, 66, n. 3, and acceptance of the 
delivery establishes the liability of the con- 
signee to pay all freight charges. Pittsburgh, 
Cine., C. & St. L. Ry. Co. vs. Fink, supra; 
New York Central & H. R. R. Co. vs. York & 
Whitney Co., supra. 


It seems apparent from the above that 
there is no obligation on the part of the 
carrier to exhaust his remedies to col- 
lect freight charges from the consignee. 


Damages—Injury to Goods Returned in | 


Exchange for Other Goods 


Missouri.—Question: We made a re- 
tail shipment of one stove to a customer 
in Arkansas. Our customer retained this 
stove for over two months and then de- 
cided it was not the type he wanted. He 
then requested us to accept this stove 
as a trade in on another stove and allow 
him the full retail price that he paid for 
the stove. This we did. On the return 
move the stove was damaged to such an 
extent that we were forced to salvage 
the stove to the railroad. We then filed 
claim for the retail price, since this was 
a distinct shipment in itself and we had 
actually credited the customer with the 
retail price. The railroad disallowed our 
claim for the retail price and contended 
that we could only. file claim for the 
wholesale price, quoting an answer given 
in the Traffic World of October 28th, 
1944, pages 1126-1127. It is our conten- 
tion that, since we made the sale and 
received payment for this original sale, 
the return move represented an entirely 
new transaction and the original whole- 
sale price is notwithstanding in the mat- 
ter since a new lading was issued. 


We would appreciate your views on 
this matter since there is quite a dif- 
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ference of opinion by various rail claim 
departments. 

Answer: In our opinion the present 
instance is not analogous to that covered 
by our answer to New Jersey, on page 
1127 of the October 28; 1944 Traffic 
World, under the caption “Damages— 
Injury to Goods Returned after Rescind- 
ing of Sale.” 

In that case there was in effect no 
sale and therefore no profit was earned. 

In the present instance, there was a 
sale, in that the purchase price of the 
first stove was applied on the purchase 
of the second stove. 

In our opinion you are entitled to the 
retail price in settlement of your claim. 


Connecting Carriers—Motor Carriers 


indiana.—Question: A shipper located 
at point A makes regular monthly ship- 
ments to point C on order notify bills of 
lading. The shipments are made via 
motor carrier and routing is specified on 
bills of lading by shipper as follows: via 
carrier 1 to point B, care of carrier 2 to 
destination. 

The shipments in question moved via 
this route for a period of over a year, at 
the end of which time carrier 2 became 
insolvent. It is then that the shipper 
disclosed to the initial carrier 1 that a 
number of the shipments had been de- 
livered to the consignee without sur- 
render of the original bill of lading and 
they were outstanding their invoice 
charges on the shipments. 

Is it proper for initial carrier 1 to 
entertain a claim from the shipper for 
the value of this merchandise in view 
of the fact that they had delivered the 
shipments to carrier 2, which was a car- 
rier of the shipper’s choosing as indi- 
cated by the fact that this carrier was 
specified by the shipper in the bill of 
lading routing to initial carrier 1? 

Answer: Under the provision of Sec- 
tion 219 the delivering carrier becomes 
the agent of the initial carrier by opera- 
tion of law, regardless of whether the 
shipment is routed by the shipper of car- 
rier. 

By accepting a shipment for trans- 
portation to a point on a connecting line, 
the initial carrier under Section 219, sub- 
jects itself to liability for loss of or in- 
jury to goods, delay thereto or conver- 
sion thereof on the part of the connect- 
ing line. 

The delivery by a carrier of a ship- 
ment moving on an order bill of lading 
without requiring the surrender of the 
bill of lading is a conversion of the ship- 
ment by the carrier. North Penna. R. 
Co. vs. Commercial National Bank, 123 
U. S. 727, 8 S. Ct. 266; Lake Shore, etc. 
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FRISCO FASTER 
FREIGHT FACT... 


Friendly, helpful service... 
as near as your telephone! 
Frisco Freight Representa- 
tives in all principal cities 
are specialists in transpor- 
tation ... always ready to 
help with your shipping 
problems. Get acquainted 
with your Frisco man now. 
Ship Frisco—for Faster 
. Freight! 


R. Co. vs. W. H. McIntyre Co. (Ind.), 
108 N. E. 978. 

While there is no provision in the 
Motor Carrier Act which gives the ship- 
per the right to route his shipments as 
there is in Part I of the Interstate Com- 
merce Act, by delivering the shipment 
to the carrier selected by the shipper, 
the initial carrier makes that carrier its 
agent under the provisions of Section 
219 of the Motor Carrier Act and is 
liable for the acts or omissions of that 
carrier which’ result in the loss of the 
goods, including the conversion of the 
goods by the carrier to which the goods 
are delivered. Georgia, F. & A. vs. Blish 
Milling Co., 214 U. S. 190, 36 S. Ct. 541. 


Damages—Cost of Repairs 


Wisconsin.—Quéstion: It has been the 
policy of this company to reject cases of 
canned goods where there is visible dam- 
age to the case, claim on the entire case 
at cost plus. 

The railroad recently stated that we 
would have to accept these cases and 
recooper them, filing claim on actual 
damage plus cost of material and labor. 

Can you quote any Interstate Com- 
merce Commission ruling governing the 
railroad action in this matter? And if 
it is necessary for us to recooper, can 
we charge time and one half for labor, 
on the grounds that this is Saturday 
work ? . 


Answer: Although there is some au- 
thority to the contrary, where the goods 
are injured during transportation, or 
part of them are lost, the consignee, 
it is said, cannot abandon the consign- 
ment and sue for the full value, but 
must accept the goods as tendered and 
sue for damages. Meyer vs. Vicksburg 
R. Co., 6 Sou. 218; Morell vs. Northern 


, Central R. Co. (N. Y.), 16 Hun. 585; 


Freeman vs. Weir, 94 N. Y. S. 327; 
Central of Ga. R. Co. vs. Montmollen, 
39 Sou. 820; Parsons vs. U. S. Express 
Co., 123 N. W. 776; Reason vs. Detroit, 
etc., R..Co., 113 N. Y. 596: CC. C.C. & 
St. L. Ry. Co. vs. Bement-Rea Co., 154 
N. E. 32; Crinella vs. Northwestern Pac. 
R. Co., 259 Pac. 774; Patterson vs. R. 
Co., 195 S. W. 1163 and R. Co. vs. No- 
vet, 199 S. W. 496. 

Where, however, the goods are so 
materially damaged as to destroy their 
value, the consignee may, of course, re- 
fuse to accept and sue for the full value; 
since in that event nothing that the con- 
signee might do would lessen the loss 
and diminish the carrier’s _ liability. 
G. C. & S. F. Ry. Co. vs. H. B: Pitts 
& Son, 83 S. W. 727; McGrath vs. C. & 
W. © ORY. Co. “3. S. Be: 44. 
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A carrier should compensate a ship. 
per for the expense of reconditioning or 
repairing goods which have been dam- 
aged through the negligence of the car- 
rier, if the result of the shipper’s efforts 
is to restore the goods to their original 
value or to enhance the value of the 
goods to a figure which equals or ex- 
ceeds their value in the damaged con- 
dition in which received after deducting 
the cost of the reconditioning. See the 
following cases in which such damages 
have been allowed: P. & S. F. R. Co. vs, 
Shell, 265 S. W. 758; American Railway 
Express Co. vs. Judd, 104 Sou. 418; 
St. L. S. W. Ry. Co. vs. Tucker, 255 
S. W. 443; Wilson Poultry & Egg Co, 
vs. Mo. Pac. R. Co., 215 Pac. 1020, and 
Galveston, H. & S. A. Ry. Co. vs. Stand- 
ard Rice Co., 34 S. W. (2d) 619. 


Whether the cost of recoopering the 
goods on Saturday can be charged to 
the carrier depends, we believe, upon 
whether it is necessary that the work 
be done on that day. 
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Damages—Speculative 

















With respect to the last paragraph of 
the inquiry under the caption “Stopping 
in Transit,” on page 612 of the Feb- 
ruary 22, 1947, Traffic World, our views 
are as follows: 


The damages to which you refer ap- 
pear to be in the nature of speculative 
damages in that there is no certainty 
they would not have resulted but for 
the carrier’s errors. Ordinarily, dam- 
ages are said to be speculative when 
the probability that the circumstance 
will exist as an element for compensa- 
tion becomes conjectural. Crichfield vs. 
Julia, 147 Fed. 65, certiorari denied 
206 U. S. 593. In this case the court 
said: 





































































































The term ‘‘speculative damages’’ is usually T | 
applied in cases of breach of contract where 
money is sought for loss of uncertain or re 
mote profits not within the understanding of 
the parties, or where there is uncertainty as 
to whether the party has been in fact, dam- ¥ 
aged or whether the damages result from the 
act of the other party, or where they are 
wholly uncertain in measure or extent. Anvil 
Mining Co. vs. Humble, 153 U. S. 540; 
8 American and English Encyclopedia of 
Law (2Ed) 609. The rule against the re 
covery of uncertain damages has been gen- 
erally directed against uncertainty as to 
cause rather than uncertainty as to measure 
or extent; that is, if it is uncertain whether 
the defendant’s act caused any damage, oF 
rather, the damage proved flowed from the 
defendant’s .act, there may be no recovery of 
such uncertain damages; whereas uncertainty 
which affects merely the measure or extent} 
of the injury suffered does not bar a recovery.j 
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carrier application. 
trier” appication. 


Examin 

MC 21102, Sub. 7— Fred Martin & Son, 
tion. 

ig the aminer Burns: 

upon Service, Inc., Chicago, Ill., common car- 


rier apgiicet® on. * MC-F 3391—Greyhound Corporation, 


work arch — 
we C 107600, Sub. 5—Burlington Truck Lines, hound Lines, Inc., 


NOTE—Items in the docket marked with an asterisk (*) have been added since the last issue of 
THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later than 
herein shown will not bear asterisks when they do appear. Current cancellations and postpone- 
ments announced too late to show the change in this docket will be noted elsewhere. 


rch 3—Baton Rouge, La.—State Comm.— Warehouse, New York, 
Examiner Yardley: 
Baton March 3—Roanoke, crores Patrick Henry 


—Examiner Kobern 
dg.— MC 63417, Sub. 4—Blue Riage Transfer Co., 
“ “ Galax, Va., common carrier applica- MC 108001—J. Wahl, Toledo, O., common 


Stoneham, Mass., common carrier applica- March 3 3—Roanoke, Va.—Hotel Patrick Henry March ae 
rch 3—Chicago, Ill.—Sherman Hotel—Ex- MC 107977—Felts Transport Co., Galax, Va., a bat 


“ common carrier application. 
ed tof MC 22254, Sub. 12—Trans American Van March | 3—Washington, D. 
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wk Poe wi Va.—Fed. Bldg.—Examiner 

ts) 
MC 6328, Sub. } Rihetneend Coach Corp., Big 
Stone "Gap, Va. 

March 4—-Chattanooga, Tenn.—U. S. Ct.—ZJt. 
Bd. 238: 


MC 104102, Sub. 8—Plymouth Oil Company, 
Athens, Tenn., common carrier applica- 


tion 
March "ecaeteae. i!!.—Morrison Hotel—Ex- 
aminer Burns: 

MC 48374, Sub. 2—Fernstrom Storage and 
Van Co., Chicago, Ill., common carrier 
application. 

March 4—Concord, N. H.—State Comm.—Ex- 
aminer Masoner: 
C 63503, Sub. 1—W. N. Footer, Reeds 
Ferry, N. H., common carrier applica- 


N. Y., common tion 


MC 95078, Sub. 2—C. Moulton, Lebanon, 
N. H., common oe application 
March 4—Lansing, Mich.—Olds Hotel— it. Bad. 


carrier ubbock, Ted 

ock, Tex.—Hotel Lubbock—Ex- 
aminer pourenane 
Sub. as & L Transport Co., 
., Lubbock, Tex., common carrier ap- 


C.—Examiner Pet- cation 


March 4—New ~ ggypsgae La.—Jung Hotel—Ex- 


con- aminer Gra 
avenport, la.—U. S. Ct.—Jt. Bd. trol; Central Greyhound Lines, Inc. (Del. w.951-A, Morovich & Co., exemption ap- 
Corp.), purchase (portion), Central Grey- 


lication. 
Marsh 4 4—Piitsbur h, Pa.—Chamber of Com- 


cago, Ill., common carrier appli- March 4—Atlanta, Ga.—State Comm.—Exam- meree Rms.—Examiner Hurley: 


cation. iner Winson MC 25554, Sub. 17—Gladden Trucking Co., 
arch 3—Joplin, Mo.—Fed. Bidg.—Examiner MC-F 3351-—-Geor, e T. Morris and Mrs. Washington, Pa., common carrier © opli 
aph of Linn George T. Mo rvice Coach cation. 










ypping # MC 16007, Sub. 4—M. & G. Contract Service Line, Inc., control; Neel ‘Gap Bus Line, March 4—Pittsbur: an, “wt reapegaaned of Com- 
Feb- Co., Joplin, Mo., contract carrier appli- Inc, merce Rms. "Ba. 
: cation. MC-F 3366—G. a control; Georgia- MC 108058—H. 9 Silveten: O., com- 
VIEWS March 3—Kansas City, Mo.—Hotel Pickwick Tennessee Coaches, Inc., purchase, W. T. mon carrier application. ‘ 
—Examiner Burge: Thomas (Mrs. R. R. Yates Thomas, Ex- March og Pag isa, Okla.—Mayo Hotel—Exam- 
1 & S. M-2710—Class Rate Restrictions, ecutrix). iner 
er ap- Central and Western states March 4—Augusta, Me. Pe ek ee Com- MC @3004" ‘Sub. 6—A. C. Clark Trucking Co., 
lative § MC tay Sub. 15—Steel Transportation C,, pensation Commission—Jt. Tulsa, Okla., common carrier application. 
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arch 3—New Orleans, La.—Hotel Jung—Ex- rier application. 


sas City, Mo., contract carrier MC 107979—E. Dulac, 


c/o Allen , March 4—Washington, D. C.—Jt. Bd. 120: 
Veneer Co., Bingham, Me., contract car- MC 107: ub. 


1—Baltimore Solomons 
Freight Line, “Aberdeen, Md., common car- 


dam- aminer ray: March ee N. Y.—U. S. Ct.—Ex- rier application. 
W-75—G. gler Co., contract carrier ap- oe ee: March 5—Atlanta, Ga.—State Comm.—Exam- 
when lite.” MC 107784— C. Neumuller, Narrows- wr Winson 
stance fMarch 3—New York, N. Y.—641 Washington burg, N. Y. C-F 2584—Greyhound Corp. Investigation 
pensa- St.—Examiner Riegel: MC 24865, op. 3—Dodd Trucking Co., Mc- = control, Scutheastern tases, = 
MC 93855, Sub. — C. Noble, Bronxville, common carrier application. March 5—Bin es N. Y¥.—U Ct.—Ex- 
eld vs. N. Y., common carrier application. MC "0186, ‘sub. 2—Auto Express, Scranton, oy 
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MC 16050, Sub. 4—Thomas Ward Storage ' Pa., common carrier appl. cation. 
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Co., Endicott, N. Y., common carrier ap- 
plication. 
March 5—Dubuque, la.—U. S. Ct.—Jt. Bd. 13: 

MC 108002—K-M Construction Co., Dubuque, 
Ia., contract carrier application. 

March 5—Kansas City, Mo.—Hotel Pickwick— 
Examiner Burge: 

1. & S. M-2704—Middlewest Exceptions Rat- 
ings, cancellation. 

March 5—Knoxville, Tenn.—U. S. Ct.—Exam- 
iner Kobernusz: 

MC 52633, Sub. 34—Mathews Trucking Co., 
aa N. Y., common carrier appli- 
cation. 

MC 37896, Sub. 3—J. N. Youngblood Truck 
Lines, Fletcher, N. C. 

March eee Tex.—Lubbock Hotel—Jt. 


Bd. - 
MC 86571, Sub. 1—F.. W. Reese, Denver City, 
Tex., common carrier application. 
March 5—Pittsburgh, Pa.—Chamber of Com- 
merce Rms.—Examiner Hurley: 
MC 65748, Sub. 4—East End Trucking Co., 
Sangam Pa., common carrier applica- 
on. 
March 5—Sioux City, la.—Warrior Hotel—Jt. 
Bd. 138: 


MC 107976—A. Hanke, Early, Ia., common 
carrier application. 
March 5—Springfield, Mass.—Fed. Bldg.—Ex- 
aminer Masoner: 
MC 107896—Northfield Transfer, East North- 
field, Mass., common carrier application. 
March 5—Washington, D. C.—Roger T. Boy- 
den, Chief, Reorganization Section, Bu- 
reau of Finance, and Examiner Jewell: 
* Finance 9918—Missouri Pacific Railroad re- 
organization. 


P. & P. U. Ry. Co. 
and Peoria Gateway 


PEORIA-GATEWAY 
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Always Open 






PEORIA-GATE WAY 





Peoria and Pekin Union Ry. Co. 
Room 36, Union Station, Peoria 2, Ill. 
E. F. Stock, General Traffic Manager 


“One of America’s Railroads 
—in Partnership with All America" 





UNITED 
AIR FREIGHT 


Mainliners and Cargoliners 
serve 70 principal cities. 
Convenient air and truck 


connections—‘‘everywhere.” 


UNITED AIR LINES 





* Finance 15461—Application by Texas Mex- 
ican Ry. for certificate permitting aban- 
donment of operation by St. L. B. & M. 
Ry. over a portion of applicant’s main 
line of railroad in Nueces County, Tex. 

March 6—Albany, N. Y.—De Witt Clinton 
Hotel—Examiner Riegel: 

MC 51543, Sub. 3—W. Dufrane, Cohoes, N. 
Y., contract carrier application. 

MC 105163, Sub. 4—C. Barber Cartage, Ltd., 

uebec, Canada, common carrier applica- 


tion. 
MC 107925—A. N. Pace, Albany, N. Y., com- 
mon carrier ig ome 
Maree 6—Hartford, Conn.—U. S. Ct.—Jt. Bd. 


MC 88499, Sub. 1—Highland ress, East 

= Conn., contract carrier applica- 
on. 

mare 6—Joplin, Mo.—Fed. Bldg.—Jt. Bd. 


MC 54589, Sub. 6—Kansas Coach Line, Jop- 
lin, Mo., common carrier application. 
March 6—Lubbock, Tex.—Lubbock Hotel—Ex- 

aminer Borroughs: 
MC 654, Sub. 2—J. B. Moser, Seminole, 
Tex., common carrier application. 
Mare aati Tex.—Lubbock Hotel—Jt. 


MC 106766, Sub. 1—Hub Motor Lines, Lub- 
bock, Tex., common carrier application. 
March 6—New Haven, Conn.—wU. S. Ct.—Ex- 

aminer Murphy: 

MC-F 3333—A. Fillmore, purchase (portion), 
Allen Motor Lines, Inc. 

MC-F 3350—R. Poutot, purchase (portion), 
Allen Motor Lines, Inc. , 

March 6—Oklahoma City, Okla.—Oklahoma- 

Biltmore Hotel—Examiner Linn: 

MC 69419, Sub. 50 — Groendyke zeeagont 
Co., Enid, Okla., common carrier applica- 


tion. 
March 6— Washington, D. C.— Examiner 
Glover: 

1. & S. 5459—Coal cinders, Roanoke, Va., to 
Greensboro, N. C. 

Fourth Section Application 22268—Coal cin- 
ders from Maryland, Pennsylvania, to 
Greensboro, N. C. 

March 6—Washington, D. C.—Argument: 


29309—Great Lakes Steel Corp. vs. N. Y. C. 
-* C-442—Released ratings and rates on en- 
gines. 
* Finance 15519—Macon Dublin & Savannah 
R. R. bonds. 
March 7—Alibany, N. Y.—De Witt Clinton 
Hotel—Jt. Bd. 318: 
MC 24844—George’s Motor Freight, Water- 
vliet, N. Y., common carrier application. 
March 7—Albany, N. Y.—De Witt Clinton 
Hotel—Examiner Riegel: 
MC 107224, Sub. 1—G. Angel, Quebec, Can- 
ada, common carrier application. 
March 7—Amarillo, Tex.—Herring Hotel—Ex- 
aminer Borroughs: 
MC-C 813—C, Bellah and J. I. Brown, revo- 
cation of certificate. 


March 7—Boston, Mass.—New P. O. Bldg.— 
Examiner Murphy: 
MC-F 3358—G. Amato, control, Laramee’s 
Transit, Inc. 


March 7—Buffalo, N. Y.—Hotel Buffalo—Ex- 
aminer Forbes: 

MC-F 3357—W. Sulzberger, control; F. D. 
McKay, Ine., purchase (portion), H. G. 
Mathews. e 

March 7—Jackson, Miss.—Robert E. Lee Ho- 
tel—Jt. Bd. 4: 

MC 1968, Sub. 39—D. C. Hall Motor Freight, 

Fort Worth, Tex. 
wor 7—Joplin, Mo.—Fed. Bldg.—Examiner 
urge: 

MC 623, Sub. 3—H. Messick, Joplin, Mo., 
contract carrier application. 

ae 7—Joplin, Mo.—Fed. - Bldg.—Jt. Bd. 


MC 2471, Sub. 16—Tri-State Motor Trans- 
port, Inc., Joplin, Mo., common carrier ap- 
lication. 
MC 2223 Sub 4-B. Meese, Carthage, Mo., 
common carrier application. 


eg 7 —tneontia, Tenn.—U. S. Ct.—Jt. Bd. 


MC 32783, Sub. 59—Southeastern Greyhound 
Lines Lexington, Ky., common carrier ap- 
plication. 


marsh 7—Knoxville, Tenn.—U. S. Ct.—Jt. Bd. 


MC 107980, Sub. 1—A. G. aay. Dahlone- 
ga, Ga., contract carrier application. 
March 7—Memphis, Tenn.—Peabody Hotel— 
Examiner Gray: 
Fourth Section Appl. 22311—Limestone in 
Southern territory. 
March 7—Nashville, Tenn.—Andrew Jackson 
Hotel—Examiner Kobernusz: 
MC 4405, Sub. 156—Dealer’s Transport Co., 
Chicago, Ill., common carrier application. 
March 7—Oklahoma City, Okla.—Oklahoma- 
Biltmore Hotel—Jt. Bd. 88: 
MC 9873, Sub. 4—Denco Bus Lines, Inc., 
Ada, Okla. 


March 7—Pittsburgh, Pa.—New Fed. Bldg.— 
Jt... Ba. 3B: 


* MC 108076—J. R. Cowden, Hickory, Pa., 
contract carrier application. 
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March 10—Albuquerque, N. M.—Hilton Hots march 11 
—Examiner Linn: amine 
MC 108053—Little Audrey’s Transportatig MC 93¢ 
Co., Inc., Albuquerque, N. M., commgo Charl 
carrier application. tion. 


March 10—Boston, Mass.—New P. O. Bldg. 
Jt. Bd. 231; 
MC 12373—W. W. Welch Co., Medfors 
Mass., broker application. 
MC 12371—New Bedford Travel Burea, 
New Bedford, Mass., broker application 
March 10—Boston, Mass.—New P. O. Bldg, 
Examiner Murphy: 
MC 52633, Sub. Mathews Trucking Cy, 
Rochester, N. Y. 1 
March 10—Cleveland, O.—Hotel Cleveland 
Examiner Hurley: 
MC 4405, Sub. 177—Dealer’s Transport (, 
Chicago, Ill., common carrier application! 
MC 106223, Sub. 4—Greenlead Motor Eyf. 
press, Ashtabula, O., common éarrier ap 
plication. 
—— a Miss.—Fed. Bldg.—j 


MG 105384, Sub. 2—Columbus Coach (. 
a. Miss., common carrier applic 
on, 
March 10—Memphis, Tenn.—Hotel Peabody. 
Examiner Gray: 

Il. & S. 5438—Grain, transit and propo 
tionals, Memphis to Arkansas. 

Fourth Section Appl. 22210—Grain ar 
grain products from Memphis, Tenn., an 
Arkansas to Louisiana and Mississippi, 

March 10—Nashville, Tenn.—Andrew Jacksoy 
Hotel—Jt. Bd. 107: 

MC 55312, Sub. 2—Central Bus Lines, Ine, 
pala Tenn., common carrier applica 

MG 55312, Sub. 3—Central Bus Lines, Inc, 
a, Tenn., common carrier appli 
cation. 

MC 55345, Sub. 7—Consolidated Bus Lin 
Inc., Cookeville, Tenn., common carla 

“ ms Sees re 

arc New York, N. Y.—641 Washingtoi 
St.—Examiner Freidson: nf 

MC 73089, Sub. 3—J. T. Auto Trucking 
nee, N. Y., contract carrier applica 

n. ; 

MC 84458, Sub. 1—George Merkel & So 
New York, N. Y., common carrier anpll 

Me 107382 — Ww 

7982 — Willy’s Distributing Servic 
New York, N. Y., common carrier appill 
on. 

March 10—New York, N. Y.—641 Washi 
St.—Examiner Driscoll: a 

MC 107739—Clipper Van Lines, Inc., In 
aepens. Ind., common carrier applica 


a | 10—Pueblo, Colo.—Fed. Bldg.—ZJt. Bt, 


MC 59860, Sub. 2—L. E. Walker, Walsh, 
Colo., common carrier application. 





































March 10—Spartanburg, S. C.—Chamber off tion. 
Commerce—Examiner Winson: March 1 
MC-F 3243—H. Turner, control; Carolina pent 
Stages, Inc., purchase, H. Turner. * MC-C 
March 10—Toledo, O.—Post Office—Examine Eng 
orbes: 
MC-F 3343—D. H. Ratner, control; Emery a 
Transportation Co., control and merger, 
Great Lakes Cartage Co. March 
* MC F-3383—D. H. Ratner, control; Eme Sha 
Transportation Co., purchase (portion)§ |: & 
Midwest Transfer Co. of Illinois; Midwest Sou 
Transfer Co. of Illinois, purchase (porg March 
tion), Emery Transportation Co. Gru 
March 10—Wichita, Kan.—Hotel Lassen—Exg Finan 
aminer Burge: for 
MC 14706, Sub. 5—C. W. Kelley Transpo R. 
Hutchinson, Kan., common carrier appli seri 
cation. Ka 
MC 96443, Sub. 3—N. O. Ellis, El Dorado obli 
Kan., common carrier application, ~ 
March 11—Austin, Tex.—Stephen F. Austii poll 
Hotel—Jt. Bd. 77: 


MC 95220, Sub. 1—Mexican Journeys, Austing - Bad 

Tex., common carrier application. 2 

March 11—Birmingham, Ala.—Thomas Jeffe por 
son Hotel—Examiner Yardley: 

MC 60787, Sub. 2—White’s Moving & Sto 
age Co., Birmingham, Ala., common calm 
rier application. 

MC 43038, Sub. 331—Commercial Carriers, 





PASM 


Inc., Detroit, Mich., common carrier aD ¢€ 
plication. i 
March 11—Birmingham, Ala.—Thomas Jefferg) : 
son Hotel—Examiner Yardley: Th 
MC 4405, Sub. 181—Dealer’s Transport Co.# pe 
Chicago, Ill., common carrier applicationg: 
March 11—Boston, Mass.—New P. O. Bldg. eq 
Examiner 3 
MC 21102, Sub. 5—Fred Martin & Song: 
—— Mass., common carrier appli be 1 
cation. 
MC 31600, Sub. 80—P. B. Mutrie Moto 
Transportation, Inc., Boston, Mass., com 
mon carrier application. 
March 11—Charleston, W. Va.—Fed. Bldg. 
Jt. Bd. 245: 1. 
MC 285, Sub. 2—O. J. White Transfer, Mor- éeurse 
gantown, W. Va., common carrier appli Sunline 
cation. 
MC 107985—D. B. Spencer, Wolfe, W. V@.|COLLE 
common carrier application. mi 


Riegel: 
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March 11—Charlotte, N. C.—Fed. Bldg.—Ex- 
aminer Winson: 

MC 93021, Sub. 2—Russell Transfer Co., 
Charlotte, N. C., common carrier applica- 
tion. 

March 11—Cleveland, O.—Hotel Cleveland— 
Jt.: Ba: 347; 

MC 106373, Sub. 6—Elmer C. Breuer Trans- 
portation Co., Cleveland, O., common car- 
rier application. 
arch 11—Cleveland, O.—Hotel Cleveland— 

Examiner Hurley: 

MC 4710, Sub. 1—Ozan Cartage, Cleveland, 
O., contract carrier application. 

Narch 11—Columbia, S. C.—Wade Hampton 
Hotel—Jt. Bd. 177: 
MC 1504, Sub. 83—Atlantic Greyhound Corp., 































ort ©, Charleston, W. Va., common carrier ap- 
lication, plication. 
tor Byg.March 11—Denver, Colo.—State Comm.—St. 
rier ap Bd. 125: 





MC 107839, Sub. 1—Denver-Albuquerque 
Motor Transport, Inc., Denver, Colo., 
common carrier application. 

ich Cof March 11—Grand Rapids, Mich.—U. S. Ct.— 
applic Examiner Forbes: 

MC-F 3331—J. Bridge, control; Bridgeways, 
abody Inc., purchase (portion), Consolidated 
aN Heeb Lubb 

Marc 1—Lubbock, Tex.—Lubbock Hotel— 
Propag*" Jt. Bd. 77: 


te m 2 
MC 96355, Sub. 1—Britt Trucking Co., 
nn., ani on gm Tex., common carrier applica- 

: on. 
sip I March 11—New York, N. Y.—641 Washington 
’ St.—Examiner Wilkins: 

29640—Edmund McCarthy vs. Erie R. R. 
29668—Commerce and Industry Association 

of New York, Inc., vs. B. & O. et al. 


dg.—J 















































ain an 


















es, Ine, 
applica 










es, Inc 29668, Sub. 1—Commerce and Industry As- 

r ‘appl sociation of New York, Ince., et al. vs. 
B. & O., et al. 

s Lines March 11—New York, N. Y.—641 Washington 





St.—Examiner Freidson: 

MC 87883, Sub. 1—Bahr Trucking Corp., 
New York, N. Y., common carrier appli- 
cation. 

MC 107955, Sub. 1—Week’s Boat Transfer, 
Lindenhurst, N. Y., common carrier ap- 
plication, 

MC 107981—Balfoy Transport Service, Jer- 
sey City, N. J., contract carrier applica- 
ion. 

March 11—Orlando, Fla.—Angebilt Hotel—Jt. 
Bd, 205: 


er appl] mc "71983, Sub. 18—Florida Greyhound 
shington Lines, Inc., Jacksonville, Fla., common 
carrier application. 
me., Ing March 11—Pittsburgh, Pa.—Chamber of Com- 
applica merce—Examiner Russell: 
Il. & S. 5435—Iron & Steel Billets, Pitts- 
burgh to Cleveland. 
ae i’ aaa Neb.—Fed. Bldg.—Jt. 


MC 60066, Sub. 2—Bee-Line Motor Freight, 
Scottsbluff, Neb., common carrier applica- 
on, 
March 11—Washington, D. C.—Examiner Car- 
penter: 
* MC-C 882—Increases, Middle Atlantic, New 
England territories. 
MC-C 882 (1st supplemental)—Increases, 
Middle Atlantic, New England territories. 


pore 11— Washington, D. C. — Examiner 
arp: 
1. & S. 5458—Refrigeration, potatoes from 
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a Southeast. 
ase (porg March 11— Washington, D. C. — Examiners 
b inenan Waive haeimation Soe authori <i) 
OE: inance pplication for authority 
sen—Ex for Galveston, Houston and Henderson 
ranspo R. R. to issue $1,672,000 of guaranteed 
er appli serial collateral notes, (2) for Missouri- 
Kansas-Texas . et al. to assume 
Dorado obligation in respect thereof, and (3) for 
yn Missouri-Kansas-Texas R. R. of Texas 
i Aust et al. to modify existing trackage right 
- Aust! agreements. 
Austi March 11—Wichita, Kan.—Hotel Lassen—Jt. 
3, 44U) Bd. 307: 
a Jette’ MC 30605, Sub. 57—Santa Fe Trail Trans- 





portation Co., Wichita, Kan. 
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qualified to prepare for practice, 
















Educational Courses 


ESS ees Geena Sg Ee Peake 2i Se ee 

i. ©. C. PRACTITIONERS... The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 


March 11—Wichita, Kan.—Hotel Lassen—Ex- 
aminer Burge: 
MC 107849—Buel Trucking Co., Cherryvale, 
Kan., common carrier application. 
March 12—Asheville, N. C.— gren Hotel— 
Jt. Bd. 103: 


MC 37896, Sub. 4—J. N. Youngblood Truck 
Lines, Fletcher, N. C., common carrier ap- 
plication. 

March 12—Atlanta, Ga.—State Comm.—Ex- 
aminer Yardley: . 

MC 4405, Sub. 167—Dealer’s Transport Co., 

Chicago, Ill., common carrier application. 
March 12—Cleveland, O.—Hotel Cleveland— 
Examiner Hurley: 

MC 21955, Sub. 1—L. E. Spaide, Mountain 
Top, Pa., common carrier application. 
March 12—Cleveland, O.—Cleveland. Hotel— 

Examiner Russell: 
29304—Glidden Co. vs. G. N. et al. 
March 12—Denver, Colo.—State Comm.—Ex- 
aminer Burroughs: 

MC 104413, Sub. 23—Dawson & Corbett, 
Contractors, Rawlins, Wyo., common car- 
rier application. 

MC-C 877—Winter Weiss Co. vs. Pacific In- 
termountain Express Co. 

MC 104413, Sub. 21—Dawson & Corbett, 
Contractors, Rawlins, Wyo., common car- 
rier application. 

MC 104413, Sub. 22—Dawson & Corbett, 
Contractors, Rawlins, Wyo., common car- 
rier popecetiee. 

March 12—Nashville, Tenn.—Andrew Jackson 
Hotel—Jt. Bd. 106: 

MC 40858, Sub. 29—Silver Fleet Motor Ex- 
press, Inc., Louisville, Ky., common car- 
rier application. 

More y Senate N. J.—State Comm.—Jt. 


MC 107583—Salem Transportation Co., Inc., 
New York, N. Y. 
March 12—New York, N. Y.—641 Washington 
St.—Examiner Wilkins: 
I. & S. 5457—Charges, special baggage cars 
and passenger trains. 
March 12—New York, N. Y.—641 Washington 
St.—Examiner Driscoll: 
MC 47511, Sub. 1—Park-East Movers, New 
York, i. %. 
ue re Motor Lines, New York, 


March 12—New York, N. Y.—641 Washington 
St.—Examiner Murphy: 

MC-F 3389—T. J. Lyons, control; Shoe City 
Express Co., Inc., purchase (portion), J. 
Norman Marshall and Holland Transpor- 
tation Co., Ine. 

March 12—Raleigh, N. C.—Sir Walter Hotel— 
Jt. Bd. 103: 

MC 13300, Sub. 23— Carolina Coach Co., 
Raleigh, N. C. 

MC 61599, Sub. 62—Queen City Coach Co., 
Charlotte, N. C. 

March 12—South Bend, Ind.—Fed. Bldg.—Ex- 
aminer Forbes: 

MC-F 3346—St. Joe Valley Express, Inc., 
purchase, O. C. Selent. 

March 12—Topeka, Kan.—State Comm.—ZJt. 
Bd, 140: 


MC 107492—Westhafer ‘Trucking, Valley 
Falls, Kan., common carrier application. 
March 12—Topeka, Kan.—State mm.—Jt. 
Bd. 36: 
MC 107650—E. Brown, Cummings, Kan., 
common carrier application. 
March 12—Washington, D. C.—Argument: 
29323—Cooperative G. L. F. Mills, Inc., vs. 
C. of N. J. et al. 
29394—Cooperative Mills, Inc. of Va. et al. 
vs. B. & O. et al. 
29439—Coronet Phosphate Co. et al. vs. Ann 
Arbor et al. 
29521—Armour and Co. et al. vs. B. & O. 


et al. 
* Finance 15374—Gainesville Midland R. R. 
abandonment. 
—-. eae, Ga.—State Comm.—7Jt. 
MC 29879, Sub. 15—Reliable Transfer Co., 


Inc., Augusta, Ga., common carrier appli- 


cation, 


Office. 








AN UNUSUAL Business Opportunity. Established New York City 
Corporation who specialize in setting up Traffic Departments, selecting 
Traffic Managers and furnishing Consulting Freight Traffic Service. 
Present continuing contracts assured five figures income. 
interest for sale, minimum price $25,000.00. Will discuss with principals 
ONLY. Write for appointment. Address Box 611, Traffic World, Chicago 


Situations Wanted 


695 


MC 31389, Sub. 19—McLean Trucking Co., 

Ine., Winston-Salem, N. C. 

Mnee — Ga.—State Comm.— Jt. 

MC 31675, Sub. 10—Northern Freight Lines, 
Inc., Gainsville, Ga., common carrier ap- 
plication, 

MC 31675, Sub. 11—Northern Freight Lines, 
Inc., Gainesville, Ga., common carrier ap- 
plication. 

March 13—Boston, Mass.—New P. O. Bldg.— 
Examiner Riegel: 

MC 92661, Sub. 2—D. Badolato, Everett, 

Mass., contract carrier application. 
March 13—Holbrook, Ariz.—U. S. Dept. of 
Sener and Forest Service—Jt. Bd. 


MC 67657, Sub. 1—White Mountain Passen- 
ger Lines, Inc., Holbrook, Ariz., common 
carrier application. 

March wae Tenn.—U. S. District Ct. 
—Jt. Bd. 9: 

MC 105831, Sub. 1—Bluff City Appliance 
& a Co., Inc., Memphis, Tenn., 
common Carrier application. 

March 13—Milwaukee, Wis.—Fed. Bldg.—Ex- 
aminer Forbes: 

MC-F 3379—R. Clark et al., control; Clip- 
per Ny. Transit Co., purchase (portion), 
Ziffrin Truck Lines, Inc. 

(Continued on p. 697) 


Success for You 


—in Traffic Training! 


Slow, painfully-gotten experience—while 
the years fly by faster than increases come 
—is not the best way to win the goal you 
want in the Traffic world! A far better one is 
thorough, scientific, low-cost training in 
Traffic Management—training collaborated 
in by 175 of America’s foremost transporta- 
tion authorities, whose success-methods 
come to you in “Problem” form that qual- 
ifies you for a better job afterward. Scores of 
high paid traffic executives are in positions 
earned through LaSalle training. Possibly 
you can do the same. . . if you will. Get our 
free 48-page booklet, “Opportunities in 
Traffic Management.” No obligation. Write 
for this book today. G. I. APPROVED. 


LA SALLE EXTENSION UNIVERSITY 


A Correspondence Institution 


If you have helped others, maybe you can help me 
build to a better job. At any rate, I want your free 
booklet so I may judge for myself about the oppor- 
tunities and about your training. 


CE I G Snie te hwede duces ccs 


417 S. Dearborn St., Dept. 395-T, Chicago 5, Ill. 











Business Opportunity 


One-half 


WAN TED—traffic position—22 years’ experience railroad industrial 
and Chamber of Commerce traffic work. Thorough knowledge rail and 
truck tariffs all territories also rate bureau procedure, reparation, loss 
and damage and overcharge claims. Under 40, married, children, A-1 
references. Address Box 609, Traffic World, Chicago Office. 
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réduertisers 


(Situations Wanted (Continued) 


UNIVERSITY GRADUATE, 32, wide experience rates, rate adjust- 
ments, claims, etc., desires position industrial traffic department. Pres- 


ently employed rate department Class I railroad. Address Box 610, 
Traffic World, Chicago Office. 


RAILROAD REPRESENTATIVE anxious serve Pacific Coast as Gen- 
eral Agent Eastern or mid-western Railroad. 20 years’ Rate, Solicitation 


oe Supervisory experience. Address Box 608, Traffic World, Chicago 
ffice. 


IN THIS ISSUE 


MARCH 1, 1947 








CAPABLE TRAFFIC PERSONNEL 


Mr. Employer: 


Why not take advantage the nationwide free placement service 
maintained by the COLLEGE OF ADVANCED TRAFFIC for our 
graduates ? 

Listed in our files are qualified men for any type of position, in- 
cluding General Traffic Managers with many years of experience and 
training, as well as young, ambitious, recent graduates who can be 
developed as understudies for positions of responsibility. 

Also included are specialists in many different phases of Traffic— 
Practitioners—Tariff Compilers—Solicitors—and Claim Agents—as well 
as men with varying degrees of experience in Rates—Routes—Transit— 

urrage—Storage—Claims—Classifications. In fact, any and all du- 
ties in a Traffic Department. 

Just drop a line venie™ your needs to 


lacement Mana 
COLLEGE. OF ADVANCED TRAFFIC 
Educational Division of the TRAFFIC WORLD 
14 E. Jackson Bivd. Chicago 4, Illinois 


For Sale 


SPECIAL OFFERING 


11—70-Ton, 46-Ft., Steel Gondola Cars. 


34—50-Ton, All-Steel, Twin Hopper Cars, built 1918, 
Cast. Steel Bolsters and Side Frames. 


45—50-Ton, 43-Ft.. Composite Gondola Cars, built 1923, 
Cast Steel Bolsters and Side Frames. 


These cars just released from revenue service. 


IRON & STEEL PRODUCTS, INC. 
42 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"ANYTHING containing IRON or STEEL" 





FREIGHT CARS—IMMEDIATE DELIVERY 


12—Caboose, 8-Wheel, Steel Underframe 
3—Dump, Western, 20-Yard, Automatic Air, Lift Door 
3—Dump, Western, 20-Yard, Automatic Air, Drop Floor 
5—Dump, K & J, 20-Yard, Automatic Air, Lift Door 
15—Dump, Clark, 30-Yard, Drop Door 
2—Dump,. Magor, 30-Yard, Automatic Air, Drop Door 
5—Dump, Western, 30-Yard, Automatic Air, Lift Door 
4—Dump, Magor, 20-Yard, Automatic Air, Lift Door 
7—Box, 50-Ton, 50-Ft., Automobile, All-Steel 
11—Box, 50-Ton, 40-Ft., Single Sheathed 
24—Box, 40-Ton, 50-Ft., Single Sheathed 
3—Box, 40-Ton, 40-Ft., Single Sheathed 
27—Tank, 8,000 Gallon Capacity, Class III, Coiled 
7—Flat Cars, 50-Ton, 43-Ft. 
1—Flat Car, 50-Ton, 40-Ft. 
3—Flat Cars, 50-Ton, 38-Ft. 
8—Flat Cars, 40-Ton, 50-Ft. 
6—Flat Cars, 50-Ton, 48-Ft., Located in New Jersey. 
1—Baggage Car, 60-Ft., All Steel: 
1—Passenger Car, 52-Ft., All Steel 
20—Pullman Coaches, Steel Underframe, Steel Sheathed 


IRON & STEEL PRODUCTS, INC. 


42 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"*ANYTHING containing IRON or STEEL" 
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For Sale 
LOCOMOTIVES 


2—100-Ton, 0-8-0, Coal Fired Steam Locomotives. Tractive Ef- 
fort 45,000 lbs. Built 1920. ICC Condition. 


1—145-Ton, 0-10-0, Coal Fired Steam Locomotive, Tractive Effort 
68,850 lbs. Built 1925. ICC Condition. 


4 0-4-0, Plymouth Gasoline Locomotive, Standard 
Gauge. 


1—30-Ton, Davenport Besler, Gasoline Electric, Standard Gauge, 
Good Condition. A Real Bargain. 


1—50-Ton, Dasempert. Besler, Diesel Electric, 300 H.P. Tractive 
Effort 40,000 Ibs. Standard Gauge. ICC Condition. 


1—38-Ton, 0-4-0, Coal Fired Steam Switcher, 36’ Gauge. 
1—15-Ton, Whitcomb, Gasoline, Standard Gauge. 


1—120-Ton, Electric Battery Locomotive. Good Condition. Real 
Bargain. Standard Gauge. 


2—80-Ton, 0-6-0 Coal Fired Steam Locomotive. ICC Condition. 
1—8-Ton, Vulcan, 0-4-0. Standard Gauge. 


IRON & STEEL PRODUCTS, INC. 
42 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
""ANYTHING containing IRON or STEEL'’ 





